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LETTER  OF  TRANSMITTAL 


Harrisburg,  Pa.,  June  30tb,  1914. 

To  the  Public  Service  Commission  of  tbe  Commonweallb  of  Pennsyl- 
vania—Mr.  Archibald  B.  Millar,  Secretary. 

Dear  Sir: — I have  the  honor  to  submit  the  First  xlnnual  Beport  of 
the  Bureau  of  Engineering. 

I assumed  the  duties  of  the  oflice  of  Chief  of  the  Bureau  on  April 
1st,  1914,  the  date  when  the  Buieau  was  also  created. 

To  meet  a demand  which  is  (piite  general  among  engineers  for  an 
explanation  of  the  application  and  scope  of  the  Public  Service  Com- 
pany Law  to  matteis  ai)iiei  taining  to  engineering,  and  as  a ]iartial 
explanation  for  the  operations  of  the  Buieau  (limited  by  the  Com- 
mission's directions),  1 ha\e  conieniently  arranged  tlie  law  re- 
specting this  phase  of  it.  ^Viiy  member  of  tb.e  jaofession  desiring  to 
get  a comprehensive  conce])tion  of  the  law  from  tbe  engineer’s  stand- 
point, may,  by  refeience  to  this  digest,  Hml  the  liel})  he  desires.  This 
comprises  tbe  Introduction,  or  Pait  I of  my  leport. 

Since  the  fiscal  year  for  which  this  lejiort  is  made  covers  the  three 
months'  period  of  Buieau  activities  between  Ajnil  1st  and  -Tniie  .39th, 
it  seems  fitting  that  T should  at  this  time  make  a rejiort  including 
not  only  the  activities  of  the  Bureau  for  the  said  first  three  months 
of  its  existence,  but  also  containing  some  observations  n[)on  activi- 
ties of  the  Commission  and  its  agents  i dative  to  tbe  Bureau  work 
prior  and  leading  up  to  its  creation,  and  some  observations  regarding 
future  work  for  which  lueiiaration  is  being  made. 

I’art  II  of  my  leiiort  deals  with  tbe  oiganization  of  the  Bureau 
staff  and  the  work  accomplished  by  tbe  Bureau  up  to  .Tune  30,  1914. 

Part  III  deals  with  rules  and  regulations  pertaining  to  electric, 
gas,  heating  and  water  service  utilities  and  is  explanatory  of  what 
has  been  done  and  what  it  is  jiiirposed  to  do  in  administering  tbe 
orders  of  tbe  Commission,  framed  under  the  law. 

Certain  matters  relative  to  the  develojnnent  of  the  Port  of  Phila- 
delphia have  received  the  attention  of  the  Commission.  In  fins  con- 
nection, the  Buieau  has  investigated  at  length  and  made  a report 
on  the  relocation  and  elevation  of  the  railroads  and  terminal  yards 
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and  facilities  in  South  Philadelphia.  The  project  as  approved  in  a 
general  way  l»y  the  Conimission  requires  an  expenditure  of  f 26, 000, 000 
within  the  next  five  years,  and  this  is  a part  only  of  the  comprehen- 
sive plan  for  the  Port  improvement. 

Since  the  regulation  of  express,  ferry,  baggage  transfer,  i^^ilroads, 
street  railway  and  all  common  carriers,  telephone,  telegraph,  wharf, 
refrigerator  and  grain  elevator  companies,  including  individuals, 
partner.shi])  or  associations  and  companies  engaged  for  profit  in  such 
business,  is  imposed  by  law  on  the  Commission,  which  law  defines 
the  duties  and  limits  the  ])ower  of  such  companies,  I have  thought  it 
pertinent  at  this  time  to  set  forth  in  some  detail,  and  in  this  con- 
nection, a description  of  the  Port  of  Philadelphia  and  the  facilities 
which  have  and  are  likely  to  receive  the  attention  of  the  Commission, 
and  which  have  already  entered  into  the  plans  studied  by  the  Bureau. 
This  comprises  Part  IV  of  my  report. 

All  of  which  is  i-espectfullj^  submitted. 

F.  HERBERT  SNOW, 
Chief,  Bureau  of  Eiujineerinr/. 
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PART  ONE 


INTRODUCTION— COMMENTS  ON  THE  PUBLIC  SERVICE 

COMPANY  LAW. 


As  an  aid  to  a better  understanding  of  the  scope  of  the  work  to  be 
performed  by  the  Kurean  of  Engineering  of  the  I'nblic  Service  Com- 
mission, attention  is  called  briefly  to  the  said  Public  Seryice  Com- 
pany Law,  which  deflnes  Public  Seryice  Companies  and  provides 
for  their  regulation  by  prescribing  their  duties  and  liabilities,  limit- 
ing their  powers,  regulating  their  incorj)oration  and  Iw  creating  and 
establishing  a Public  Service  Commission  for  the  regulation  afore- 
said. 


I._SOME  CORPORATE  DEFINITIONS— PERTINENT  TO 

ENGINEERING. 


PUBLIC  SERVICE  COMPANIES  include  the  following  corpora- 
tions and  also  all  persons  imeaning  all  individuals,  partnerships  or 
as.sociations,  other  than  corporations),  engaged  for  profit  in  the  same 
kind  of  business,  within  Penn.svlvania. 


PUBLIC  SERVICE  CORPORATION  ARRANGED  ALPHABETICALLY. 


1.  Artifical  Gas. 

3 Baggage  Transfer, 

3.  Bridge. 

4.  Canal. 

5.  Common  Carriers. 
6 Dining  Car. 

7.  Electric. 

8.  Express. 

9.  Ferry. 


10.  Grain  Elevator. 

11.  Heat. 

12.  Incline  Plane. 

13.  Natural  Gas. 

14.  Pipe  Line. 

15.  Pullman  Car. 

16.  Railroad. 

17.  Refrigerator. 

IS,  Sewage. 


19.  Stage  Line. 

30.  Street  Railway. 

21.  Telegraph. 

22.  Telephone. 

23.  Tunnel, 

24.  Turnpike. 

25.  Water. 

26.  Water  Power. 

27.  Wharf. 


a — The  term  “SERVICE"’  means  and  includes  any  and  all  acts 
done,  rendered  or  performed,  and  any  and  all  things  furnished  or 
supplied  by  public  service  companies  in  the  performance  of  their 
duties  to  their  patrons,  employees,  and  the  public,  as  well  as  the  inter- 
change of  facilities  between  two  or  more  public  service  companies. 
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b — The  term  “FACILITIES’’  means  ami  includes  all  plant  and 
e(piipment  of  a public  service  company,  and  any  and  all  means  and 
instrumentalities  in  any  manner  owned,  operated,  leased,  licensed, 
used,  controlled,  furnished,  or  supplied  for,  by,  or  in  connection  with 
the  business  of  any  public  service  company,  whicl^' in  eludes  all  tan- 
gible real  and  personal  property,  all 


1.  Buildings. 

5.  Rights  of  Trackage. 

9.  Street  Railways. 

2.  Materials. 

6.  Subways. 

10.  Tracks. 

3.  Casements. 

7.  Tunnells. 

11.  Canals. 

4.  Rights  of  Way. 

8.  Railroads. 

AND  ALL 

1. 

Animals. 

27.  Barges. 

53. 

Holders. 

2. 

I.ocomotives. 

28.  Cables. 

54. 

Retorts. 

3. 

Apparatus. 

29.  Conduits. 

55. 

Ducts. 

4. 

Appliances. 

30.  Converters. 

56. 

Pipes. 

5. 

Devices. 

31.  Transformers. 

57. 

Pipe  galleries. 

6. 

Instruments. 

32.  Condcnser.s. 

58. 

Pipe  lines. 

7, 

Appurtenances. 

33.  Wires. 

59. 

Mains. 

8. 

Freights  cars. 

34.  Poles. 

60. 

Meters. 

9. 

Hefrigerator  cars. 

35.  Structures. 

61. 

Lamps. 

10. 

Baggage  cars. 

36.  Telegraph  lines. 

62. 

Scrubers. 

11. 

Express  cars. 

37.  Telephone  lines. 

63. 

Wharves. 

12. 

Passenger  cars. 

38.  Crossbars. 

64. 

Piers. 

13. 

Drawing-room  cars. 

39.  Engines. 

65. 

Docks. 

14. 

Parlor  cars. 

40.  Machines. 

66. 

Ferries. 

15. 

Sleeping  cars. 

41.  Dynamos, 

67. 

Incline  planes 

16. 

Dining  cars. 

42.  Boilers. 

68. 

Side  tracks. 

17. 

Bolling  stock. 

43.  Motors. 

69. 

Spurs. 

18. 

Carriages. 

44.  Storage  batteries. 

70. 

Turn  outs. 

19. 

Cabs. 

45.  Switchboards. 

71. 

Switches. 

20. 

Hansoms. 

46.  Water-falls. 

72. 

Systems. 

21. 

Taxicabs. 

47.  Water-power  stations. 

73. 

Stations. 

22. 

Vehicles. 

48.  Power  stations. 

74. 

Depots. 

23. 

Boats. 

49.  Pumping  stations. 

75. 

Terminals. 

24. 

Ships. 

50.  Reservoirs. 

76. 

Terminal  facilities, 

25. 

Vessels. 

51.  Purifiers. 

77. 

Water  or  gas  jet. 

26. 

Bridges. 

52.  Oil  Tanks. 

78. 

Wells. 

II.— SOME  COKPOEATE  DUTIES  AND  LIABILITIES— PER- 
TINENT TO  ENGINEERING. 


a — Service. — It  is  the  duty  of  every  public  service  company — 

“To  furnish  and  maintain  such  service,  including  facilities  as  shall  in 
all  respects  be  just,  reasonably  adequate  and  practically  sufficient  for  the 
accommodation  and  safety  of  its  patrons,  employees  and  the  public,  and 
in  conformity  with  such  reasonable  regulations  or  orders  as  may  be 
made  by  the  Commission.” 

b — Repairs,  Extensions,  Etc. — It  is  the  duty  of  every  public  service 
company — 

“To  make  all  such  repairs,  changes,  alterations  and  improvements  in 
or  to  such  service,  including  facilities,  as  shall  be  reasonably  necessary 
for  the  accommodation  or  safety  of  its  patrons,  employes  and  the  public.” 
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c — Contracts. — It  is  the  duty  of  every  public  service  company — 

•'To  file  with  the  Commission,  when  required  by  it,  verified  copies  of 
any  and  all  contracts,  writings,  agreements,  leases,  arrangements,  or 
other  engagements  entered  into  bj'  such  public  service  company  with 
any  person,  corporation,  municipal  corporation,  any  State  government, 
the  Federal  government,  or  an}’  branch  or  sub-division  thereof,  or  other 
public  service  company,  in  relation  to  its  public  service.” 

d — Reports. — It  is  the  duty  of  eveiy  public  service  company — 

‘‘To  make  and  file,  when  and  in  the  manner  and  form  required  by  the 
Commission,  any  and  all  reports  to  the  Commission,  which  shall  contain 
such  facts,  accounts  and  information  as  may  be  prescribed  by  the  Com- 
mission; and,  generally,  to  furnish  any  and  all  information  required  by 
the  Commission  in  the  performance  of  its  duties  under  this  act.” 

e — ^laps,  Profiles,  Reports,  Records,  Etc. — Also 

“To  furnish  to  the  Commission,  from  time  to  time,  and  as  the  Com- 
mission may  require,  all  maps,  profiles,  reports  of  engineers,  books, 
papers,  records  and  other  documents  or  memoranda,  or  copies  of  any  or 
all  of  them,  in  aid  of  any  inspection,  examination,  inquiry,  investiga- 
tion, or  hearing,  or  in  aid  of  any  determination  of  the  value  of  its 
property,  or  any  portion  thereof;  and  to  co-operate  with  the  Commis- 
sion in  the  work  of  the  valuation  of  its  property,  or  any  portion  thereof; 
and  to  furnish  any  and  all  other  information  to  the  Commission  as  the 
Commissioner  may  require,  in  any  inspection,  examination,  inquiry,  in- 
vestigation, hearing,  or  determination  of  such  valuation  of  its  property 
and  facilities.” 

f — Service  and  Facilities  of  Common  Cai-riers. — It  is  the  duty  of 
every  puldic  service  company — 

“If  a railroad  corporation  or  street  railway  corporation,  or  other 
common  carrier,  to  furnish  a reasonably  sufficient  number  of  safe  trains, 
cars,  vehicles,  boats,  or  other  facilities;  and  to  run  and  operate  the  same 
with  such  motive  power  as  may  reasonably  be  required,  in  the  conveyance 
of  all  such  passengers  or  property  as  may  seek,  or  be  offered  to  it,  for 
such  conveyance;  and  to  run  and  operate  its  said  trains,  cars,  vehicles, 
boats,  or  other  facilities  with  sufficient  frequency  at  such  reasonable  and 
proper  times,  and  to  and  from  such  stations  or  points,  as  the  Commis- 
sion, having  regard  to  the  general  convenience  and  safety  of  the  public, 
may  require;  and,  when  reasonably  required  by  the  Commission,  to 
change  the  time  schedule  for  the  running  and  operation  of  its  trains, 
cars,  vehicles,  boats,  or  other  facilities;  and,  generally,  make  any  other 
arrangement  and  improvements  in  its  service  which  the  Commission  may 
lawfully  and  reasonably  determine  and  require.” 

g — Switch  Connections. — Also  it  is  tbe  duty  of  every  public  service 
company — 

“If  a railroad  corporation,  upon  application  of  any  owner  or  operator 
of  any  lateral  railroad,  or  any  private  side  track,  or  of  any  shipper, 
tendering  property  or  traffic  for  transportation,  or  of  any  consignee,  to 
construct,  maintain,  and  operate,  at  a reasonable  place  and  upon 
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reasonable  terms,  a switch  connection  with  any  such  lateral  railroad  or 
private  side  track  which  may  be  constructed  to  connect  with  its  railroad, 
where  such  connection  may  be  reasonably  practicable  and  can  be  put  in 
with  safety,  and  will  furnish  sufficient  business  to  justify  the  construc- 
tion and  maintenance  of  the  same:  Provided,  That  whenever\ny  lateral 
line  of  railroad  or  private  side-track  has  been  so  connected  with  a line 
of  any  railroad,  or  whenever  any  owner  of  such  lateral  railroad  or  any 
private  side  track  has -at  any  time  heretofore  sold,  or  leased,  or  shall 
hereafter  sell  or  lease,  such  lateral  railroad  or  side  track  to  any  railroad 
corporation,  any  person  or  corporation  shall  be  entitled  to  connect 
thereunto,  or  to  use  the  same,  upon  payment  to  the  party  incurring  the 
primary  expense  thereof  of  a reasonable  proportion  of  the  cost  of  the  said 
lateral  railroad  or  private  side  track,  and  of  the  maintenance  thereof, 
which  shall  be  determined,  in  case  of  disagreement  among  the  parties,  by 
the  Commission,  after  notice  to  the  interested  parties,  and  a hearing. 
Provided,  That  such  connection  and  use  can  be  made  without  unreason- 
able interference  with  the  use  thereof  by  the  party  incurring  the  primary 
expense  or  owning  or  leasing  said  lateral  railroad  or  side  track.” 


li — ContinuouH  Transportation,  Etc. — It  is  the  duty  of  every  publit 
service  coinjjauy^ — 

“If  a telephone  or  telegraph  corporation,  or  person  or  persons  engaged 
in  like  business,  to  cause  the  transmission  of  dispatches,  messages,  or 
communications  by  it  to  be  reasonably  continuous,  and  without  unreas- 
onable interruption  or  delay;  and,  if  a common  carrier,  to  cause  the  con- 
veyance of  passengers  and  property  by  it  to  be  reasonably  continuous, 
and  without  unreasonable  interruptions  or  delay.” 

i — Throufih  Routes. — It  is  the  duty  of  every  i)ublic  service  company— 

“If  a railroad  corporation  or  a 'street  railway  corporation,  to  con- 
struct and  maintain  whenever  the  Commission  may  require,  the  same, 
such  switch  or  other  connections  with  or  between  the  lines  of  other  com- 
panies of  the  same  character,  where  the  same  is  reasonably  practical  and 
can  be  connected,  to  form  a continuous  line  of  transportation,  and  to 
cause  the  companies  of  persons  and  property  between  points  within  this 
Commonwealth  to  be  without  unreasonable  interruption  or  delay ; and 
to  establish  through  routes  and  service  therein,  and  just  and  reasonable 
joint  rates,  fares  and  charges  applicable  thereto;  and,  where  practicable, 
transport  freight  over  the  same  without  transfer  from  the  originating 
cars;  and  shall  not  discriminate  in  the  said  rates,  fares,  charges,  or  in 
any  rates  or  regulations  applicable  thereto,  between  any  such  con- 
necting lines;  Provided,  That  no  railroad  corporation  or  street  railway 
corporation  shall  be  required  to  give  the  use  of  its  tracks  or  terminal 
facilities  to  any  other  common  carrier:  AND  PROVIDED,  That  this 
section  shall  not  apply  to  a street  railway  corporation  engaged  in  the 
business  of  carrying  passengers,  but  not  engaged  in  the  general  business 
of  transporting  freight,  and  which  does  not  generally  solicit  the 
transportation  of  freight,  as  a main  branch  of  its  business.” 
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j — Grade  Crossings,  Etc. — It  is  the  duty  of  every  public  service  com- 
pany— 

“To  obey  and  abide  by  all  lawful  orders  and  regulations  of  the  Com- 
mission, made  under  the  provisions  of  this  act,  regulating  the  manner 
in  which  the  tracks  or  other  facilities  of  any  railroad  corporation, 
street  railway  corporation,  or  any  other  public  service  company,  may 
be  constructed  across  the  tracks  or  other  facilities  of  any  other  railroad 
corporation,  street  railway  corporation,  or  any  other  public  service  com- 
pany, at  grade,  or  above  or  below  grade,  or  at  any  prescribed  level:  or 
in  which  the  tracks  or  other  facilities  of  any  railroad  corporation  or 
street  railway  corporation  may  be  constructed  across  any  public  high- 
way at  grade ; or  above  or  below  grade ; or  in  which  any  public  high- 
way may  be  constructed  across  the  tracks  or  other  facilities  of  any  rail- 
road corporation  or  street  railway  corporation  at  grade,  or  above  or  below 
grade ; or  regulating  the  manner  in  which  such  crossings  shall  be  oper- 
ated, maintained,  and  protected,  including  the  stationing  (jf  watchmen 
thereat,  installation  and  regulation  of  lights,  blocks  or  other  system  of 
signalling,  safety  appliances,  devices,  or  such  other  means  or  instru- 
mentalities as  the  Commission  may  prescribe ; as  well  as  to  obey  and 
abide  by  all  lawful  orders  and  regulations  of  the  Commission  made  under 
the  provisions  of  this  act,  recjuiring  the  lateration,  removal,  or  abolition 
of  any  such  crossing, — to  the  end,  intent  and  purpose  that  accidents 
may  be  prevented;  and  also  to  bear  and  pay  the  expenses,  damages, 
or  compensation  incident  thereto,  either  severally  or  in  such  pro- 
portions as  the  Commission  may  determine  under  the  provisions  of 
this  act.” 

k — Gas,  Water  and  Electric  Meters. — It  is  tlie  duty  of  every  public 
service  company — 

“If  a gas  corporation,  water  corporation,  or  other  public  service  com- 
pany, furnishing  its  service  or  product  upon  meter  or  other  similar  meas- 
urement, or  electric  corporation,  to  provide  and  keep  in  and  upon  its 
premises,  suitable  and  proper  apparatus  to  be  approved  from  time  to  time 
and  stamped  or  marked  by  the  Commission  for  testing  and  proving  the 
accuracy  of  gas,  water,  electric  or  other  meters  furnished  by  it  for  use; 
and  by  which  apparatus  every  meter  may  be  tested,  upon  the  written 
request  of  the  consumer  to  whomever  the  same  shall  be  furnished,  and  in 
his  presence  if  he  shall  so  desire.  If  the  meter  so  tested  shall  be  found 
to  be  accurate,  within  such  commercially  reasonable  limits  as  the  Com- 
mission may,  by  general  or  special  order,  fix  for  such  meters,  or  class 
of  meters,  a reasonable  fee,  to  be  fixed  by  the  Commission,  by  standing 
order,  sufficient  to  cover  the  cost  of  such  test,  shall  be  paid  by  the  con- 
sumer requiring  such  test;  but,  if  not  so  found,  then  the  cost  thereof 
shall  be  borne  by  the  public  service  company  furnishing  said  meter.” 
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III.— SOME  CORPOKATE  POWERS  AND  LIMITATIONS PER- 

TINENT TO  ENGINEERING.  ' 

V. 


a — Participation,  in  Economies  of  Method  and  Hervice.--\t  is  lawful 
for  every  public  service  couipauy — 

“To  participate,  to  such  an  extent  as  may  be  permitted  by  the  Com- 
mission, and  deemed  by  the  Commission  wise,  for  the  purpose  of  en- 
couraging economies,  efficiencies,  or  improved  methods  or  service,  in 
tlie  additional  profits  which  will  bo  afforded  by  such  economies,  efficien- 
cies, or  improvements  in  methods  or  service.” 

b Classification  of  t^ervice. — It  is  lawful  for  every  public  servuce 
coiujtany — 

“To  employ,  in  tlie  conduct  and  management  of  its  business,  suitable 
and  reasonable  classitications  of  its  service,  patrons,  and  rates;  and  such 
classifications  may,  in  any  proper  case,  take  into  account  the  nature  of, 
the  use  and  quantity  used,  tlie  time  used,  the  purpose  for  which  used,  the 
kind,  bulk,  value,  and  facility  of  handling  of  commodities  and  any  other 
reasonable  consideration 

c — Approval  of  Incorporation. — Upon  ap])roval  of  the  Comiuissioii 
evidenced  by  its  Certificate  of  Pultlic  Convenience,  first  had 
and  olttained,  and  not  otherwise,  it  shall  be  lawful  for  any 
propo.sed  pnblic  service  company — 

“To  be  incorporated,  organized,  or  created:”  Also— 

“To  begin  the  exercise  of  any  right,  power,  franchise,  or  privilege 
under  any  ordinance,  municipal  contract,  or  otherwise.” 

d — Additional  Franchises. — Upon  approval  of  the  Commission  evi- 
denced by  its  Certificate  of  Pul)lic  Convenience,  first  had  and 
obtained,  atid  upon  compliance  with  existing  laws,  and  not 
otherwise,  it  shall  be  lawful — 

“For  any  public  service  company  to  renew  its  charter,  or  obtain  any 
additional  rights,  powers,  franchises,  or  privileges,  by  any  amendment 
or  supplement  to  its  charter,  or  otherwise.” 


e — Merfier  or  Consolidation. — Also  upon  like  approval  of  the  Com- 
mission, first  had  and  obtained,  as  aforesaid,  and  upon  com- 
jdiance  witli  existing  laws,  and  not  otherwise,  it  shall  be 
lawful — 

“For  any  public  service  company  to  sell,  assign,  transfer,  lease, 
consolidate,  or  merge  its  property,  powers,  franchises,  or  privileges,  or 
any  or  all  of  them,  to  or  with  any  other  corporation  or  person.” 
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f — Municipal  Plant. — ^r^oai;  Hke. approval Coniiuission, 
first  had  and  obtdifi^l’, ’.nH  ’xfM’e^?aitl,>  and  apoxi  compliance  with 
existing  laws,  and  not  otherwise,  it  shall  be  lawful — 

‘‘For  any  municipal,*  cbrjfoudiofis;, to  acquil-i’-’ ^n^truyi , or  begin  to 
operate,  any  plant,  equipment or  other'  fiiCilitie’s  for  'the  rendering  or 
furnishing  to  the  public  of  any  service  of  the  kind  or  character  already 
being  rendered  or  furnished  by  any  public  service  company  within  the 
municipality.” 

‘‘PROVIDED,  however,  that  nothing  herein  contained  shall  interfere 
with  or  effect  the  right  or  power  of  a municipal  corporation  to  continue 
the  operation  of  its  municipal  plant,  or  to  extend  the  same,  within 
the  territory  of  such  municipal  corporation,  or  any  part  thereof, 
which  is  not  being  sufficient  by  a public  service  company  rendering  or 
furnishing  service  of  a like  kind  or  character:  And  i)rovided  further, 
that  any  municipal  corporation,  which  at  the  time  this  act  becomes 
effective,  has,  by  authority  of  law,  in  process  of  construction  any 
such  plant  for  the  rendering  or  furnishing  to  the  public  of  any  such  ser- 
vice, may  proceed  with  and  complete  the  said  construction,  and  begin 
to  operate  the  same,  without  the  aforesaid  approval  of  the  Commission 
first  had  and  obtained.” 


g — Commission's  Valuation  and  Certificate. — It  is  lawful  for  any 
l)nblic  service  company — 

‘‘To  issue  stocks,  trust  certificates,  bonds,  notes,  or  other  evidences 
of  indebtedness  or  other  securities,  or  make  any  increase  in  the  issue 
thereof,  in  the  manner  prescribed  by  law,  for  and  only  for  money,  labor 
done,  or  money  or  property  actually  received,  in  accordance  with  the 
requirements  of  the  Constitution  and  the  laws  of  the  Commonwealth.” 

“Application  as  hereinafter  provided  may  be  made  by  such  public  service 
companies  to  the  Commission  for  a Certificate  of  Valuation,  to  the  effect 
that  the  provisions  of  this  section  have  been  complied  with  as  to  any 
stocks,  trust  certificates,  bonds,  notes,  or  other  evidences  of  indebted- 
ness or  other  securities,  issued  after  the  passage  of  this  act;  such  ap- 
plication shall  certify  as  to  the  number  and  amount  thereof  to  be  issued 
and  the  purpose  of  such  issue,  and  shall  contain  such  other  facts  and 
detailed  information,  and  be  in  such  form,  as  the  Commission  shall 
determine  and  prescribe,  and  shall  be  signed  and  verified  by  the  affidavit 
of  the  treasurer,  auditor,  controller,  or  other  acting  fiscal  head  of  the 
public  service  company.” 


li — Construction  of  Crossings. — It  is  lawful  for  any  pultlic  service 
company — 

“Upon  the  approval  of  the  Commission,  evidenced  by  its  Certificate 
of  Public  Convenience  first  had  and  obtained,  and  not  otherwise,  it  shall 
be  lawful  for  any  railroad  corporation  or  street  railway  corporation  to 
construct  its  tracks  or  other  facilities  across  the  tracks  or  other  facili- 
ties of  any  other  railroad  corporation  or  street  railway  corporation,  or 
across  any  public  highway,  at  grade,  or  above  or  below  grade,  or  for 
any  public  highway  to  be  constructed  across  the  tracks  or  other  facilities 
of  any  railroad  corporation  or  street  railway  corporation,  at  grade,  or 
above  or  below  grade ; or  for  any  public  service  company  to  consti’uct  any 
of  its  facilities  across  the  facilities  of  any  other  public  service  company 
at  the  same  or  different  levels.  And  it  shall  be  lawful,  upon  like  ap- 
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proval  first' HciCv  tin,d  i>f)triiRrd^  ^Rd  ^xi(5t  , for  finy  public  service 

company  tb  alter”,'  reldcafe,-  is-fmbv?,. (Jy  .afefisHmiiy  such  crossing;  PRO- 
VIDED, however,  that  in  all  cases  in  which  the  tracks  or  other  facili- 
ties  of  a t^rik-oad,- •coJiy.ratwn  br  street  miLway , corporation  across  the 
tracks  or  ofher'fac.'litijs'.u'f  anpther’'rail'rotid:  cafporation  or  street  rail- 
way corporation  or  a public  highway  at  grad*e,  and  such  crossing  is  at  the 
time,  this  act  becomes  effective  in  process  of  abolition,  under  ajjd  in 
accordance  with  an  agreement  or  contract  entered  into  with  any  muni- 
cipality providing  for  such  abolition,  it  shall  be  lawful  to  proceed  with 
the  consumation  of  such  abolition  ns  provided  in  such  agreement  or 
contract,  without  the  aforesaid  approval  of  the  Commission  first  being 
obtained 

-Capitalization. — Tt  is  unlawful  for  auj^  public  service  company — 

“To  capitalize  its  franchises,  rights,  powers,  privileges,  or  right  to 
own  and  operate  or  enjoy  any  such  franchises,  rights,  powers,  or  privi- 
leges, in  excess  of  the  amount  paid  to  the  Commonwealth  or  any  political 
subdivision  thereof  as  the  consideration  for  the  grant  thereof;  or  to 
capitalize  any  lease,  or  contract  of  sale,  or  contract  for  consolidation 
or  merger  of  two  or  more  public  service  companies ; or  to  issue  by  way  of 
substitution  any  capital  stock,  trust  certificates,  bonds,  notes,  or  other 
evidence  of  indebtedness  or  other  securities,  for  any  consolidated  or 
merged  company,  exceeding  the  aggregate  values  of  the  properties  of 
the  companies  .so  consolidated  or  merged,  and  any  additional  sum  actually 
paid  in,  in  cash,  and  any  additional  property  or  labor  actually  con- 
tributed: PROVIDED,  That  any  such  public  service  company  or 
companies  may  apply  to  the  Commission  to  determine  such  consideration 
or  values  aforesaid.” 

■Issue  of  Securities  hy  Reorganized  Companies. — Tt  is  unlawful  for 
any  public  service  company — 

“In  the  case  of  any  reorganization  under  the  provisions  of  the  Act 
of  Assembly  approved  the  eighth  day  of  April,  Anno  Domini,  one  thou- 
sand eight  hundred  and  sixty-one,  entitled  ‘An  act  concerning  the  sale 
of  railroads,  canals,  turnpikes,  bridges,  and  plank  roads,’  or  any  sup- 
plement thereto  or  amendments  thereof,  to  issue  any  stock,  trust  certifi- 
cates, bonds,  notes,  or  other  evidences  of  indebtedness  or  other  securi- 
ties, in  excess  of  the  amount  paid  or  agreed  to  be  paid  to  the  Common- 
wealth or  any  political  subdivision  thereof,  as  the  consideration  for  the 
grants  of  any  franchises,  rights,  powers,  or  privileges  and  the  value 
of  the  property  of  such  reorganized  corporation  (and  any  additional  sum 
actually  paid  in  cash  and  any  additional  property  or  labor  actually  con- 
tributed): PROVIDED,  That  any  such  public  service  company  may 
apply  to  the  Commission  to  determine  such  consideration  or  value,  afore- 
said.” 

-Contracts  and  Agreements — 

“No  contract  or  agreement  between  any  public  service  company  and  any 
municipal  corporation  shall  be  valid  unless  approved  by  the  Commission: 
PROVIDED,  That,  upon  notice  to  the  local  authorities  concerned,  any 
public  service  company  may  apply  to  the  Commission,  before  the  consent 
of  the  local  authorities  has  been  obtained,  for  a declaration  by  the  Com- 
mission of  the  terms  and  conditions  upon  which  it  will  grant  its  approval 
of  such  contract  or  agreement,  if  at  all.” 
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rV.— THE  PUBLIC  SEBVICE  CO:\rHIi^^TOX— ITS  ^O^YEBS  AND 
DTHHE^  PERTIXEXT  TO  EXGIXEEKIXG. 


a — Officers. — Tlie  law  creating  and  estaldisliing  The  Pn1)lic  Service 
Coininission  of  the  Commonwealth  of  Pennsylvania,  provides — 

“The  Commission  shall  have  power  to  employ  during  its  pleasure,  and 
at  such  rates  of  compensation  as  it  may  determine,  such  officers,  ex- 
perts, engineers,  statisticians,  accountants,  inspectors,  clerks,  and  em- 
ployees ns  it  may  deem  necessary  to  carry  out  the  provisions  of  this  act, 
or  to  perform  the  duties  and  exercise  the  powers  conferred  upon  the 
Commission 

h — Qualificatious  and  Re.strictions. — The  law  provides — 

“No  person  shall  be  appointed  a member  of  the  Commission,  or  hold 
any  place,  position,  or  office  under  it,  who  occupies  any  official  relation 
to  any  public  service  company  doing  business  in  this  Commonwealth, 
or  who  holds  any  other  appointive  or  elective  office  of  the  Commonwealth 
or  any  municipality  thereof.  No  Commissioner  shall  during  his  term 
be  a candidate  for  any  such  office.” 

“No  Commissioner  and  no  employee,  appointee,  or  official  engaged  in 
the  service  of.  or  in  any  manner  connected  with,  said  Commission,  shall 
hold  any  office  or  position,  or  be  engaged  in  any  business,  emidoyment 
or  vocation,  the  duties  of  which  are  incompatible  with  the  duties  of  his 
office  or  employment  as  Commissioner,  or  in  the  service  or  in  connection 
with  the  work  of  the  Commission.  No  Commissioner  shall  participate  in 
any  hearing  or  proceeding  in  which  he  has  any  direct  or  indirect  pecu- 
niary interest.  Every  Commissioner,  the  said  secretary,  attorneys, 
marshall  and  investigator  of  accidents,  and  every  individual  employed 
or  appointed  to  office  under,  in  the  service  of,  or  in  connection  with  the 
work  of,  the  Commis-siou,  is  hereby  forbidden  to  solicit,  suggest,  request, 
or  recommend,  directly  or  indirectly,  to  any  public  service  company,  or 
to  any  officer,  attorney,  agent,  or  employee  thereof,  the  appointment  of 
any  individual  to  any  office,  place,  or  position  in,  or  the  employment  of 
any  individual  in  any  capacity  by,  said  public  service  company.” 

c — Brihery. — The  law  provides — 

“Every  public  service  company  and  every  officer,  attorney,  agent,  or 
employee,  is  hereby  forbidden  to  offer  to  any  Commissioner,  the  said  sec- 
retary. attorneys,  marshal,  or  investigator  of  accidents,  or  to  any  per- 
son appointed  or  employed  by  the  Commission,  to  any  office,  place,  ap- 
pointment, or  position;  or  to  offer  to  give  any  Commissioner,  the  said 
secretar.v.  attorneys,  marshal  or  investigator  of  accidents,  or  to  any 
person  employed  in  the  service  of  the  Commission  or  in  connection  with 
the  work  of  the  Commission , any  free  i)ass  or  transportation , or  any 
reduction  in  fares  to  which  the  public  generally  is  not  entitled,  or  any 
free  carriage  of  property  or  any  present,  gift,  or  gratuity,  money  or 
valuable  thing  of  any  kind.” 
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d — General  AdmUiistrailve  Powers. — The  Commission  has  general 
administrative  power  and  authority,  to  supervise  and  regulate 
all  public  service  companies  doing  business  witliin  the  Coin- 
wealth. 

“Said  power  and  authority  shall  iiidude  the  power  to  inquire  into  and 
regulate — 

1.  SERVICE  AND  KATES. — “The  service,  rates,  fares,  tolls  or 
charges  of  any  and  all  public  service  companies  including  individual  and 
joint  rates,  the  charges  for  long  and  short  transmission  of  messages  and 
conversations  by  telegraph  and  telephone  companies 

2.  EXTENSIONS. — “The  making  of  repairs,  alterations  and  improve- 
ments in  and  to  such  service ; as  shall  be  reasonably  necessary  for  the 
accommodation  or  safety  of  its  patrons,  employees,  and  the  imblic 

3.  TRANSFERS. — “The  granting  of  transfers  to  or  from  one  part 
of  the  system  of  the  same  common  carrier  to  another  part 

I.  ROUTING. — “'J'he  routing  of  the  lines  of  street  railways,  under 
the  provisions  of  the  act,  entitled  ‘An  act  authorizing  traction  or  motor 
power  companies,  and  street  passenger  railway  companies,  owning, 
leasing,  controlling,  or  operating  different  lines  of  street  railways,  to 
operate  all  of  said  lines  as  a general  system,  and  to  lay  out  such  new 
routes  or  circuits  over  the  whole  or  any  part  of  the  street  or  streets 
occupied  by  such  different  companies,  and  to  run  cars  thereon  for 
such  distances  and  in  such  directions  as  will  in  the  opinion  of  the  oper- 
ating company,  best  accommodate  public  travel,’  approved  the  fifteenth 
day  of  May,  Anno  Domini,  one  thousand  eight  hundred  and  ninety-five 
(I’amphlet  Laws,  sixty-five),  or  otherwise;’’ 

5.  DISTRIBUTION  OF  CARS. — “The  just  and  equitable  distribution 
of  trains,  cars,  vehicles,  and  motor  power,  or  other  facilities,  of  all 
common  carriers;” 

6.  SWITCHES. — “The  granting,  construction,  operation,  or  discon- 
tinuance of  switches,  sidings,  and  crossings;”  “The  construction,  opera- 
tion, or  discontinuance  of  switch  connections  with  or  between  lines  of 
railroad  corporations ;” 

7.  I’ACILITTES. — “The  location  or  abolition  of  freight  and  passen- 
ger stations,  wharves,  docks,  or  piers;  the  use  and  compensation  for 
cars  owned  or  controlled  by  persons  other  than  the  carrier;  the  safety, 
adequacy  and  sufficiency  of  the  facilities,  plant,  and  equipment  for  the 
carrying  on  of  their  business  by  said  public  service  companies ; the 
quantity  or  quality  of  water,  gas,  electricity,  or  light,  heat  or  power, 
supplies  ;” 

8.  SECURITIES. — “And  as  specifically  provided  in  their  act,  the 
issuing  of  stocks,  trust  certificates,  bonds,  notes,  or  other  evidences  of 
indebtedness  or  other  securities  by  public  service  companies.” 


19 


e — Service. — The  law  provides — 

“Whenever  the  Conimission  shall  determine,  after  hearing,  had  upon 
its  own  motion,  or  upon  complaint,  as  hereinafter  provided,  that  the 
service,  facilities,  rules,  regulations,  practices,  or  classifications  of  any 
public  service  company,  in  respect  to,  or  in  connection  with,  or  employed 
by,  or  in  the  performance  of,  its  public  duties  within  this  ('ommon- 
wealth,  are  unsafe,  inadequate,  insufficient,  unjust  or  unreasonable,  the 
Commission  shall  determine,  and  specify  by  an  order  in  writing  to  be 
made  and  filed  as  hereinafter  provided,  and  to  be  served  as  hereinafter 
firovided,  upon  every  iniblic  service  company  to  be  affected  thereby,  the 
just,  reasonable,  safe,  adequate  and  sufficient  service,  facilities,  rules, 
regulations,  or  practices  thereafter  to  be  put  in  force,  observed,  ren- 
dered, used,  or  furnished  in  the  performance  of  its  duties  by  said  pub- 
lic service  company  or  companies ; and  thereupon  it  shall  be  the  duty 
of  every  public  service  company  affected  by  said  order  to  observe  and  obey 
said  order,  and  all  and  every  the  mandates  and  requirements  thereof.” 

f — Connections  and  TJiron(/h  Jtontcs  of  Naliroads  and  Raihcai/s. — The 
law  provides — 

“The  Commission  shall  have  power  to  require  railroad  corporations 
and  street  railway  corporations  to  construct  and  maintain  such  switch 
or  other  connections,  with  or  between  the  lines  of  other  companies  of 
the  same  character,  as  are  reasonably  practicable  and  as  the  Commis- 
sion shall  deem  necessary  and  proper  for  the  service  accommodation, 
and  convenience  of  the  public:  and  shall  also  have  power  to  establish 
through  routes  and  joint  rates  and  classifications,  for  the  conveyance 
of  per.sons  and  property  between  any  two  or  more  pi^ints  within  this 
Commonwealth,  wherever  the  railroad  corporations  concerned  shall  have 
refused  or  neglected  voluntarily  to  establish  such  through  routes  and  joint 
rates  and  classifications  and  to  prescribe  the  just  terms  and  conditions 
under  which  said  through  routes  shall  be  operated:  Provided,  That,  in 
establishing  such  through  routes,  the  Commission  shall  not  require  any 
railroad  company,  without  its  consent  to  embrace  in  such  routes  sub- 
stantially less  than  the  entire  length  of  its  railroad  and  of  any  interme- 
diate railroad,  operated  in  conjunction  and  under  a common  manage- 
ment or  control  therewith,  which  lies  between  the  termini  of  such 
proposed  through  route,  unless  to  do  so  would  make  such  through  route 
unreasonably  long  as  compared  with  another  practicable  through  route 
which  would  otherwise  he  established.” 

“The  Commission  shall,  in  case  of  failure  of  the  railroad  corporations 
and  street  railway  corporations  concerned  to  agree  among  themselves 
upon  the  division  of  the  cost  of  construction,  maintenance,  and  operation 
of  the  connections  thus  provided  for,  or  the  allowance  to  be  made  for  the 
interchange  of  service,  or  the  apjiointment  of  any  joint  rates,  ascertain, 
and  by  order  prescribe  and  fix  the  equitable  and  just  apportionment  of 
division  of  the  same.” 

“Nothing  in  this  section  shall  give  the  Commission  power  over  street 
railway  corporations  engaged  in  the  business  of  carrying  passengers, 
but  not  engaged  in  the  general  business  of  transporting  freight,  and 
which  do  not  generally  solicit  the  transportation  of  freight  as  a main 
branch  of  their  business.” 
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g — Connection  of  Telegraph  Lines. — The  law  provides — 

“In  the  case  of  a telegraph  corporation,  or  person  engaged  in  the 
public  telegraph  business,  the  Commission  may  also,  whenever  it  may 
determine  it  to  be  necessary  or  proper  for  the  accommodation  or  con- 
venience of  the  public  so  to  do  after  hearing  had  upon  its  own  motion  or 
upon  complaint,  require  any  such  telegraph  corporation  or  person  to 
permit  any  other  such  telegraph  corporation,  or  person  engaged  in  the 
public  telegraph  business,  to  connect  its  or  his  lines  of  telegraph  with 
the  lines  of  telegraph  of  such  first-named  telegraph  corporation  or 
person ; and  inter-changeably  to  receive  dispatches  from  and  for  each 
other,  and  from  and  for  and  individual  or  individuals;  and,  on  payment  of 
its  or  his  usual  charges  to  individuals  for  transmitting  dispatches,  as 
established  by  the  rates  and  regulations  of  such  telegraph  corporations  or 
person,  or  by  the  Commission  as  hereinafter  provided,  to  transmit 
such  dispatches  with  impartiality  and  good  faith. 

li — Connection  of  Telephone  Lines. — The  law  provides — 

“Whenever  the  Commission  shall  find  that  there  are  any  two  or  more 
telephone  comi)anies  where  lines  form  a continuous  line  of  communication, 
or  could  be  made  to  do  so  by  the  construction  and  maintenance  of  suitable 
connections  between  the  several  lines  at  common  points,  for  the  trans- 
mission of  conversations  between  different  localities  which  are  not 
reached  by  the  lines  of  either  company  alone,  and  that  such  connections 
and  facilities  for  the  through  transmission  of  conversations,  jointly  over 
the  several  lines,  can  reasonably  be  made,  and  an  efficient  service  can 
be  obtained  without  injustice  to  either  company,  and  without  substan- 
tial impairment  or  detriment  to  the  service  to  be  rendered  by  either 
company,  and  that  a public  necessity  exists  therefor;  or  shall  find  that 
any  two  or  more  telephone  companies  have  failed  to  establish  just  and 
reasonable  joint  rates  or  charges  for  through  service,  by  or  over  sev- 
eral lines  so  connected,  and  that  such  joint  rates  or  charges  ought  to 
be  established,  in  order  to  supply  a through  traffic  and  communication 
between  different  localities  not  otherwise  provided  for,  or  proffered  by 
the  companies  in  question,  or  either  of  them, — the  Commission  may  by 
its  order  require  that  such  connection  be  made  and  facilities  supplied, 
that  through  conservations  be  transmitted  thereby;  and  may  prescribe 
the  through  line  and  joint  rates  and  charges  to  be  made  and  to  be  used 
and  in  force  in  the  future;  and  shall  appoint  or  approve  necessary  and 
proper  conditions,  rules,  and  regulations  for  the  joint  through  traffic, 
and  an  equitable  apportionment  between  the  several  companies  of  the 
costs  and  revenues  in  connection  therewith,  and  the  Commission  may 
fix  the  same  by  its  order,  to  be  duly  served  upon  the  company  or  com- 
panies affected.” 

Crossings. — The  latv  provides — 

1 . At  Grade  or  Above  or  Below. — “Except  in  cases  In  which  crossings 
are  in  process  of  abolition  at  the  time  of  the  passage  of  this  act,  under 
agreement  or  contract,  with  a municipality  as  set  forth  in  the  proviso  of 
section  five  of  article  three  of  this  act,  the  Commission  shall  have  ex- 
clusive power  to  determine,  order  and  prescribe,  in  accordance  with 
plans  and  specifications  to  be  approved  by  it,  the  just  and  reasonable 
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manner,  including  the  particular  point  of  crossing,  in  which  the  tracks 
or  other  facilities  of  any  public  service  company  may  be  constructed 
across  the  tracks  or  other  facilities  of  any  other  public  service  com- 
pany at  grade,  or  above  or  below  grade,  or  at  the  same  or  different 
levels ; or  in  which  the  tracks  or  other  facilities  of  any  railroad  corpora- 
tion or  street  railway  corporation  may  be  constructed  across  the  tracks 
or  other  facilities  of  any  other  railroad  corporation  or  street  railway 
corporation,  or  across  any  public  highway  at  grade,  or  above  or  below 
grade ; or  in  which  any  public  highway  may  be  constructed  across  the 
tracks  or  other  facilities  of  any  railroad  corporation  or  street  rail- 
way corporation  at  grade,  or  above  or  below  grade;  and  to  determine, 
order  and  prescribe  the  terms  and  conditions  of  installation  and  opera- 
tion, maintenance,  of  all  such  crossings  which  may  now  or  hereafter  be 
constructed,  including  the  stationing  of  watchmen  thereat,  or  the  in- 
stallation and  regulation  of  lights,  block  or  other  system  of  signaling, 
safety  appliances,  devices,  or  such  other  means  or  instrumentalities 
as  may  to  the  Commission  appear  reasonable  and  necessary, — to  the 
end,  intent,  and  purpose  that  accidents  may  be  prevented  and  the  safety 
of  the  public  promoted.” 

2.  APPKOVAL. — "No  such  crossing  shall  be  constructed  without  the 
approval  of  the  Commission,  evidenced  by  its  “Certificate  of  Public  Con- 
veniences,” as  provided  in  section  five  of  article  three  of  this  act;  but  in 
no  case  shall  the  ai)proval  or  consent  of  any  court,  board,  or  other 
commission  or  officer,  or  of  any  municii)ality,  be  necessary  therefor." 

3.  GENERAL  RULE. — “It  shall  be  proper,  however,  for  the  Com- 
mission by  general  rule  or  order,  whenever  the  same  can  be  properly  regu- 
lated by  suitable  general  rule,  to  prescribe  the  terms  and  conditions  under 
which  such  crossing  may  be  constructed,  operated,  maintained,  or  pro- 
tected, without  the  particular  approval  of  the  Commission.” 

4.  RELOCATION,  ALTERATION,  ABOLITION.— “The  Com- 
mission shall  also  have  exclusive  power,  upon  its  own  motion  or  upon 
complaint,  and  after  hearing  as  hereinafter  provided  (of  which  all  the 
parties  in  interest,  including  the  owners  of  adjacent  property,  shall  have 
due  notice),  to  order  any  crossing  aforesaid,  non-existing  or  hereafter 
constructed  at  grade,  or  at  the  same  or  different  levels,  to  be  relocated 
or  altered,  to  be  abolished,  according  to  plans  and  specifications  to 
be  approved  and  upon  just  and  reasonable  terms  and  conditions  to  be 
prescribed,  by  the  Commission.” 

5.  COMPENSATION  FOR  DAMAGES  .—“The  compensation  for 
damages  which  the  owners  of  adjacent  property,  taken,  injured  or  de- 
stroyed may  sustain  in  the  construction,  relocation,  alteration,  or  aboli- 
tion, of  any  such  crossing  specified  in  this  section  (for  which  compensa- 
tion the  said  owners  are  hereby  invested  with  warrant  of  authority, 
upon  appeal  from  the  determination  of  the  Commission  to  sue  the  Com- 
monwealth), shall,  after  due  notice.  A hearing,  be  ascertained  and 
determined  by  the  Commission;  and  such  compensation,  as  well 
as  the  expense  of  the  said  construction,  relocation,  alteration  or  aboli- 
tion of  any  such  crossing,  shall  be  borne  and  paid,  as  hereinafter  pro- 
vided hy  the  public  service  company  or  companies  or  municipal  cor- 
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porations  concerned,  or  by  the  Commonwealth,  either  severally  or  in 
such  proper  propositions  as  the  Commission  may,  after  due  notice  and 
hearing,  in  due  course  determine,  unless  the  said  proportions  are  mu- 
tually agreed  upon  and  ])aid  by  those  interested  as  aforesaid.” 

6.  TERMS  AND  CONDITI(.)NS. — “In  prescribing  the  terms  and  con- 
ditions, upon  which  any  such  crossing  may  be  constructed  or  relocated, 
or  altered  or  abolished,  and  the  proportionate  contributions  to  the  ex- 
pense thereof,  including  the  damages  or  compensation  to  the  owner  of 
adjacent  property,  as  aforesaid,  the  Commission  may,  among  other 
things,  take  into  consideration  the  relative  importance  to  the  public  of 
the  services  rendered  by  the  public  service  companies  concerned,  as 
well  as  tlie  priority  of  location:  PROVIDED,  That  where  any  portion 
of  the  cash  and  expense  thereof  shall  have  been  or  shall  be  borne  in  the 
future  by  the  Commonwealth  or  any  municipal  corporation,  such  portion 
shall  not  be  taken  into  account  by  the  Commission  in  fixing  any 
valuation,  for  any  purpose,  under  any  of  the  provisions  of  this  act: 
AND  PROVIDED  FURTHER,  That  where  the  order  of  the  Commis- 
mission  shall,  as  part  of  the  regulation  of  the  construction,  relocation, 
alteration  or  abolition  of  any  crossing  aforesaid,  require,  as  incidental 
thereto,  a relocation,  changes  in  or  removal  of  any  adjacent  struc- 
tures, equipment  or  other  facilities  of  any  telegraph,  telephone,  gas, 
electric  light,  water-power,  water  pipe-line,  or  other  tiublic  service  com- 
])any,  said  company  shall,  at  its  own  expense,  relocatv\  change  or  remove 
such  structures,  equii)meut,  or  other  facilities,  in  conformity  with  the 
order  of  the  Commission  ; and  in  default  of  compliance  with  such  order,  the 
Commission  shall  cause  the  work  and  materials  to  be  done  and  furnished 
in  accordance  with  the  said  order,  and  may  recover  the  cost  and  expense 
thereof  fi-om  the  said  public  service  company.” 

7.  FINAL  ORDER. — “Before  the  Commission  shall  make  any  final 
order  relative  to  the  construction,  relocation,  alteration  or  abolition  of 
any  crossing  involving  any  public  highway  or  street,  an  effort  shall  be 
made  by  the  Commission  to  reach  an  agreement  with  the  proper  officials 
of  the  municipal  corporations  concerned,  determining  the  plans  and 
specifications  governing  such  crossings;  and,  in  default  of  such  agree- 
ment, the  Commission  shall  exercise  the  exchisive  power  vested  in  it  under 
this  section  and  shall  finally  determine  and  adopt  the  complete  plans 
and  specifications  and  locate  all  lines  and  grades  in  said  public  highways 
and  streets,  and  may  permit  the  public  service  company  or  companies,  or 
the  municipal  corporation  to  do  the  whole  or  any  portion  of  the  work  in 
accordance  therewith ; otherwise  the  Commission  shall  do  the  work  by 
contract  or  contracts,  to  be  awarded,  after  due  advertisements,  to  the 
lowest  responsible  bidder  in  accordance  with  the  said  plans  and  speci- 
fications.” 

8.  RICHTS  OF  CONTRACTOR. — “The  said  contractor  shall  be 
authorized,  in  the  name  of  the  Commission,  to  collect  by  due  process  of 
law  from  the  public  service  company  or  companies  or  the  said  municipal 
corporation,  or  from  the  Commonwealth,  either  severally  or  proportion- 
ately as  may  be  determined  by  the  Commission,  the  amount  which  may 
be  justly  due  him  under  the  terms  of  his  said  contract  with  the  Com- 
mission ; and  any  amount  so  determined  to  be  paid  the  said  contractor 
by  the  Commonwealth,  as  well  as  the  amount  of  damages  or  compensa- 
tion determined  and  aw'arded  to  be  paid  the  owners  of  adjacent  property, 
as  aforesaid,  shall  in  each  instance  he  paid  by  the  State  Treasurer,  or 
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a warrant  drawn  by  the  Auditor  (Jeiioral,  iipun  the  ijreseiitatiou  to  that 
officer  of  a statement  setting  forth  the  amount  determined  to  be  paid  as 
aforesaid,  duly  certified  by  the  Commission,  said  payment  to  be  paid  out 
of  any  funds  specifically  appropriated  for  the  improvement  of  the  roads 
or  highways  of  the  Commonwealth  ; and  in  case  of  a verdict  and  judgment 
thereon  fur  the  damages  or  compensation,  recorded  by  any  such  adjacent 
property  owned  upon  appeal,  the  same  shall  be  paid  out  of  any  funds 
appropriated  as  aforesaid  ; and  any  court  of  common  pleas  hearing  and 
determining  said  appeal  is  hereby  authorized  and  empowered  to  issue  a 
writ  of  mandamus  to  said  Commission,  the  Auditor  General  and  the  .State 
Treasurer,  or  any  of  them  as  the  case  may  require,  for  the  payment  of 
such  judgment.” 

9.  RECOVERY  BY  THE  COIMMISSION. — "The  Commission  shall 
have  the  right  to  recover,  for  and  on  behalf  of  the  Commonwealth,  by  due 
process  of  law,  as  debts  of  like  amount  are  now  by  law  recoverable 
from  the  public  service  company  or  companies,  or  municipal  corpora- 
tions, in  such  amounts  or  proportions  against  each  as  may  be  determined 
by  the  Commission,  as  aforesaid,  the  amount  of  the  damages  or  compen- 
sation awarded  to  the  owners  of  adjacent  property  by  the  Commission, 
or  by  the  Court  of  the  proper  county  on  appeal,  and  the  amounts  so 
recorded  shall  be  paid  into  the  .State  Treasury  for  the  improvement  of 
the  roads  of  the  Commonwealth.” 

j — Statulard  of  Service. — The  law  provides — 

"The  Commission  may,  after  hearing  had  upon  its  own  motion  or 
upon  complaint,  establish  such  standards  of  facilities  and  service  of  pub- 
lic service  companies  as  shall  be  reasonably  necessary  for  the  safety,  ac- 
commodation, or  convenience  of  its  patrons,  employes,  and  the  public: 
and  require,  by  an  order  to  be  served  in  the  manner  hereinafter  provided 
upon  every  public  service  company  affected  thereby,  the  facilities  or 
service  of  such  public  service  companies  to  conform  to  such  standards. 
The  Commission  shall  also  have  power,  after  hearing  had  uiwn  its  own 
motion  or  upon  complaint,  to  retjuire  public  service  companies  to  make 
all  such  repairs,  changes,  alterations,  extensions,  and  improvements,  in 
and  about  their  facilities  and  service,  as  shall  be  reasonably  necessary 
and  proper  for  the  safety,  accommodation,  convenience,  and  service  of 
their  patrons,  employes,  and  the  public.” 

k — Reports,  Records,  Maps. — The  law  provides — 

"The  Commission  shall  at  all  times  have  access  to  all  accounts,  records, 
and  memoranda  kept  by  public  service  companies ; and  may  designate  any 
of  its  officers  or  employes,  who  shall  therefore  have  authority  to  inspect 
and  examine  any  and  all  accounts,  records,  and  memoranda  kept  by 
such  public  service  companies.  The  Commission  shall  also  have  power 
to  require  the  making  and  filing  with  it  of  all  reports,  records,  maps, 
documents,  data,  and  information,  whenever  it  deems  the  same  nec- 
sary  and  proper  in  the  public  interest  or  to  carry  out  the  provisions 
of  this  act:  PROVIDED,  That  where  any  municipal  corporation  is 
engaged  in  rendering  or  furnishing  to  the  public  any  service  of  the  kind 
or  character  rendered  or  furnished  by  public  service  companies,  the 
provisions  of  this  section  shall  apply  to  said  municipal  corporation  with 
respect  to  such  service.” 
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1 — Facilities  and  Service. — The  law  provides — 

“If  the  Commissiou  shall  find  it  necessary  and  proper  to  the  rendering 
of  reasonably  safe  and  adequate  or  snfficient  service  it  may,  and  shall 
after  hearing  had  upon  its  own  motion  or  upon  complaint,  make  an 
order,  to  be  served  as  hereinafter  provided  upon  every  common  carrier 
to  be  effected  thereby,  requiring  all  such  common  carriers  to  revise  and 
change  the  time  schedules  of  such  common  carriers ; to  alter  the  running 
time  of  trains,  cars,  vehicles,  or  boats,  or  changes  in  the  routes  of 
street  railway  lines  or  systems ; or  regulating  or  requiring  the  furnishing 
and  distribution  of  cars,  trains,  vehicles,  boats,  motive  power,  or  other 
facilities,  without  undue  or  unreasonable  discrimination  or  preference 
between  shippers,  localities,  or  competitive  or  non-competitive  points;  and 
the  switching,  loading,  and  unloading  of  said  trains,  cars,  vehicles, 
boats,  or  other  facilities;  the  weighing  or  billing  of  cars  and  of  property 
offered  for  shipment;  or  regulating  demurrage  charges,  track  storage 
charges,  package-room  or  baggage-room  charges,  and  package  or  baggage 
transfer  rates  and  charges;  and,  generally,  to  make  such  other  arrange- 
ments and  improvements  in  service  and  facilities  as  shall  be  just  and 
reasonable,  having  due  regard  to  the  needs  of  the  public  under  all  the 
circumstances  presented 


Ill — Fuhlic  Convenience  or  Safety. — The  law  provides  that  wlien  ap- 
jilivatioii  is  made  to  tlie  Commission  hy  any  pnlilic  service 
company  for  any  ajiproval  under  any  jnoxisions  of  tliis  act; 
or  wlien  apjdication  is  made  to  the  Commission  by  any  muni- 
cipal corjioration  for  the  apjiroval  reipiired  by  the  provisions 
of  article  thiee,  section  three  (d),  of  this  act — 

“Such  approval,  in  each  and  every  such  case,  or  kind  of  application, 
shall  be  given  only  if  and  when  the  said  f’ommission  shall  find  or  deter- 
mine that  the  granting  or  approval  of  such  application  is  necessary  or 
proper  for  the  service,  accommodation,  convenience,  or  safety  of  the 
public.” 


n — Certifiral e of  Pithlic  Convenience. — Continuing  tlie  law  further 
jnovides — 

“For  the  purpose  of  enabling  the  Commission  to  make  such  finding 
or  determination  it  shall  hold  such  hearings,  which  shall  be  public,  and 
subpoena  and  examine  such  witnesses,  and  compel  the  production  of 
and  examine  such  witnesses,  and  compel  the  production  of  and 
examine  such  books,  papers,  contracts,  or  other  documents,  and 
make  such  inquiries,  physical  examinations,  valuations,  and  investiga- 
tions as  it  may  deem  necessary  or  proper,  in  enabling  it  to  reach  a de- 
termination. Due  notice  of  every  such  hearing  shall  be  given,  and  in 
every  case  the  Commission  shall  make  a finding  or  determination  in 
writing,  stating  whether  or  not  its  approval  is  given  and,  if  given, 
shall  issue  its  certificate,  to  be  known  as  its  Certificate  of  Public  Con- 
venience, under  its  seal,  and  file  among  its  records  a duplicate  of  every 
such  certificate.” 


25 


o — l)eteniiiit(ifi()}i  <>j  Fail-  Value  of  Properf  j — 

1.  AUTH(_)KITY. — “The  Commissiun  shall  have  power,  upon  ap- 
plication or  upon  its  own  motion,  to  ascertain  and  determine  the  fair 
value  of  the  property  of  every  public  service  company  in  this  Common- 
wealth, and  to  determine  any  matter  in  connection  therewith  : and  shall 
exercise  the  said  power  whenever  th':'  same  is  reiiuired,  or  whenever  it 
shall  deem  such  valuation  or  determination  necessary  or  proper  under 
any  of  the  provisions  of  this  act.” 

2,  3,  4,  5,  6.  HOW  DETER.MIXED— ( )RI(  HXAL  COST— P.OXDS 
AXD  STOCKS— EARXIXG  CAPACITY— REPROI >UCTIOX  COSTS. 

— “In  ascertaining  and  determining  such  fair  value,  the  Commission  may 
determine  every  fact,  matter,  or  thing  which,  in  its  judgment,  does  or 
may  have  any  bearing  on  such  ve.lue  ; and  nmy  take  into  consideration, 
among  other  things,  the  original  cost  of  construction,  p.irticularly  with 
reference  to  the  amount  expended  in  the  existing  and  useful  permanent 
improvements ; with  such  consideration  for  the  amount  in  market  value 
of  its  bonds  and  stocks,  the  probable  earning  cai)acit.v  of  the  property 
under  particular  rates  prescribed  by  statute  or  ordinance,  or  other  muni- 
cipal contract,  or  lixed  or  profered  b.v  the  Commission,  and  for  the  items 
of  expenditures  for  obsolete  equipment  and  construction,  iis  the  circum- 
stances and  the  historical  development  of  the  enterprise  may  warrant; 
the  reproduction  cost  of  the  property,  based  upon  the  fair  average  i)rice 
of  materials,  property,  and  labor,  and  the  development  and  going 
concern  value  of  such  public  service  company:  and  these,  and  any  other 
elements  of  value,  shall  be  given  such  weight  by  the  (hunmission  as  may 
be  just  and  right  in  each  case.” 

7.  REVALUATION'S. — “The  Commission  shall  also  have  power  to 
make  revaluations  of  the  property  of  any  public  service  company, 
from  time  to  time,  and  to  ascertain  and  determine  tln>  value  of  new 
construction,  extensions,  and  additions  to  tin'  same.” 

8.  RULES. — “The  Commission  shall  have  power  to  establish  reason- 
ble  general  or  special  rules  with  respect  to  the  preparation  of  such 
valuations,  the  forms  to  be  followed,  the  inventories  and  statements 
and  proofs  of  original  cost  to  be  made,  and  all  other  matters,  figures, 
data,  and  information  in  connection  therewith.” 

p — Certificate  of  Valaatioii. — Tlie  law  I'nitlier  inovides,  when  a|)]i]i- 
cation  shall  he  made  to  the  Coinmission  hv  any  jnihlie  sein  iee 
company — 

1.  FRANCHISE. — “For  the  ascertainment  and  determination  of  the 
amount  paid  or  agreed  to  be  paid  to  the  Commonwealth,  or  any  political 
sub-division  thereof,  as  the  consideration  for  the  grant  of  any  franchises, 
rights,  powers,  privileges,  or  right  to  own  or  operate  or  enjoy  any  such 
franchises,  rights,  powers,  or  privileges.” 

2. COXSOLIDATir)X  AXI)  IMERGER. — "Or  for  the  ascertainment 
and  determination  of  tlu'  aggregate  values  of  the  properties  of  any  public 
service  companies  consolidated  or  merged 


3.  REORGANIZATION. — “Or  for  the  ascertainment  and  determina- 
tion of  the  value  of  the  property  of  any  public  service  company  re- 
organized, under  the  provisions  of  an  act  of  Assembly  approved  the  eighth 
day  of  April,  one  thousand  eight  hundred  and  sixty-one,  entitled  ‘An 
act  concerning  the  sale  of  railroads,  canals,  turnpikes,  bridges,  and 
plank  roads,’  or  any  supplement  thereto  or  amendments  thereof;’’ 

i.  STOCK  INCREASE. — “Or  for  a certificate  that  the  provisions  of 
paragraph  (a)  of  section  four  of  article  three  of  this  act,  relating  to  the 
issuing  of  stocks  or  making  any  increase  in  the  issue  thereof  by  public 
service  companies,  have  been  complied  with;’’ 

5.  PROPERTY  OR  LABOR. — “Or  for  the  ascertainment  and  deter- 
mination of  the  value  of  any  property  or  labor,  for  which  any  bonds, 
notes,  or  other  evidences  of  indebtedness,  running  for  more  than  twelve 
months,  are  issued  ;’’ 

6.  PUBLIC  HEARINGS. — “Or  for  the  ascertainment  and  determi- 
nation of  the  value  of  any  other  fact,  matter,  or  thing  of  which  the 
Commission  is  authorized  to  ascertain  and  determine  the  value  under 
the  terms  of  this  act, — then,  and  in  every  such  case,  for  the  purpose  of 
making  such  ascertainment  or  determination  of  value,  the  Commission 
shall  hold  such  hearings,  which  shall  be  public,  and  subpoena  and 
examine  such  witnesses,  and  compel  the  production  of,  and  examine  such 
books,  papers,  or  other  documents,  and  make  such  inspections,  inquiries, 
physical  examinations,  valuations  and  investigations,  as  it  may  deem 
necessary  or  proper  to  enable  it  to  reach  a determination.  Due  notice  of 
every  such  public  hearing  shall  be  given,  and  in  every  such  case  the 
Commission  shall  make  a finding  or  determination  in  writing,  stating 
the  value  ascertained  by  the  Commission,  and  shall  issue  its  certificate, 
to  be  known  as  its  Certificate  of  Valuation,  under  its  seal,  and  file 
among  its  papers  a duplicate  of  every  such  certificate.  Any  such  findings 
or  determinations  shall  be  subject  to  the  right  of  rehearing  and  appeal, 
as  hereinafter  provided.” 

7.  REHEARING  AND  APPEAL.— “The  issuing  by  the  Commission 
of  any  Certificate  of  Public  Convenience  or  any  Certificate  of  Valuation, 
enumerated  or  provided  for  in  this  act,  or  any  finding,  determination, 
or  order  made  by  the  Commission,  refusing  or  granting  such  certificates, 
shall  not  be  construed  to  revise  or  validate  any  lapsed,  terminated,  in- 
validated, or  void  powers,  franchises,  rights,  or  privileges;  or  to  en- 
large or  add  to  the  rights,  powers,  franchises,  or  privileges  contained 
in  any  charter,  or  in  the  grant  of  any  franchise  or  any  supplement  or 
amendment  to  any  charter,  or  to  waive  or  remit  any  forfeiture.” 

8.  WHAT  A CERTIFICATE  IS  AND  IS  NOT.— The  issuing  by  the 
Commission  of  any  Certificate  of  A^aluation,  enumerated  or  provided  for 
in  this  act,  shall  be  deemed  to  certify  only  to  the  fact  that  said  securi- 
ties were  issued  for  money,  labor  done,  or  money  or  property  actually 
received;  and  shall  not  be  taken  as  requiring  the  Commission,  in  any 
subsequent  valuation  of  the  property  of  any  public  service  company,  for 
the  purposes  of  ascertaining  the  amount  to  be  paid  to  said  public  ser- 
vice company  for  its  property,  to  fix  a valuation  which  shall  be  sufficient 
to  yield  a return  to  the  holders  of  said  securities ; neither  shall  said 
Certificate  of  Valuation  be  deemed  to  require  the  Commission,  in  sub- 
sequently determining  the  rates  to  be  charged  for  the  service  of  said 
public  service  company,  to  provide  a rate  which  shall  be  sufficient  to 
yield  a return  on  said  securities.” 
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PART  TWO 


BUREAU  ORGANIZATION  AND  ADMINISTRATION. 


1.  BUREAU  STAFF. 


The  following  is  a detailed  statement  of  the  operations  of  the 
Bureau  of  Engineering  to  the  end  of  the  tiscal  year  June  30th,  1914, 
being  the  first  annual  report  made  by  the  Bureau. 

The  Public  Service  Commission  of  the  Commonwealth  of  Penn- 
sylvania (created  under  the  provisions  of  Act  No.  854,  approved 
July  20,  1913,  effective  for  all  purposes  January  1,  1914,  entitled 
The  Public  Service  Company  Law)  established  the  Bureau  of  En- 
gineering on  April  1st,  1914,  and  appointed  F.  Herbert  Snow,  C.  E., 
to  be  Chief  of  the  Bureau. 

The  writer  immediately  assumed  the  duties  of  his  office. 

John  B.  F.  Laurie,  former  draftsman  of  tlie  Pennsylvania  Rail- 
road Commission,  was  assigned  to  the  Bureau  Staff. 

Addison  C.  Gumbert,  appointed  to  the  position  of  luspecter  of 
Meter  Provers,  was  also  assigned  to  the  Bureau  Staff.  At  the  end 
of  the  fiscal  year,  Mr.  Gumbert  had  not  fairly  started  on  his  work 
of  testing  meter  provers;  but  he  had  been  engaged  on  special  woi'k 
preparatory  to  field  operations. 

For  several  days  in  April,  John  C.  Reed,  Electrical  Engineer,  and 
H.  E.  Ste])hensoii  were  employed  on  special  expert  investigations. 
Mr.  Reed  reported  on  the  Ashland  and  Exeter  ligiit  and  power  plants. 

M.  Irene  Cuenot  was  appointed  chief  stenograi)her  May  1st.  Addi- 
tional stenograjJiic  and  clerical  assistants  have  been  furnished  from 
the  Secretary's  office  as  requested. 

In  June  R.  H.  Feruald,  M.  E.  and  professor  at  the  T^niversity  of 
Peninsylvania,  and  L.  H.  Harris,  E.  E.  and  jirofessor  at  the  University 
of  Pittsburgh,  were  added  to  the  Bureau  Staff,  iu  the  capacity,  how- 
ever, of  consulting  engineers.  These  two  experts  in  their  respective 
specialties  rendered  conspicuous  service  to  the  Commission  prior 
to  the  creation  of  the  Bureau,  as  fully  described  iu  Part  3 of  this 
report. 
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l‘rofessor  H.  E.  Elilers,  who  assisted  I’rot.  Fernald  iu  preparing 
the  rules  and  regulatious  to  govern  certain  public  utilities,  was 
assigned  to  active  field  work  for  the  Ilnrean  in  June.  He  begun  in- 
vestigations of  gas,  water  and  heating  utilities.  Professor  Harris 
at  the  same  time  investigated  electrical  utilities.  An  account  of 
this  work  may  be  found  in  Ihut  3. 

The  scheme  of  Bureau  organization  is  outlined  in  the  diagram 
shown  on  the  following  page. 


2.  OFFICE  WORK. 


Tlie  Bureau  lias  occnjiied  Room  No.  327,  centre  wing,  third  floor 
of  Capitol,  adjoining  the  other  rooms  used  by  the  Commission.  These 
accommodations  are  being  rapidly  outgrown.  Additional  and  suit- 
able quarters  must  be  obtained  for  the  testing  laboratories.  Arrange- 
ments  have  been  made  for  the  temporaiy  use  at  the  University  of 
Pittsburgh  of  its  electrical  standard  testing  ajiparatns,  but  Anally  for 
einciency  and  economic  management,  the  standardizing  laboratories 
for  testing  electrical,  water  and  gas  standards  will  have  to  be  erected 
and  maintained  at  a central  point, — without  doubt,  Harrisburg. 

The  work  of  the  oflice  force  for  the  first  three  mouths  of  the 
Bureau’s  existence,  has  beeti  gradually  crystallizing  into  form  and 
classilication.  The  duties  of  a chief  clerk  have  been  performed  by 
the  chief  stenograjiher  and  by  the  draftsman;  in  fact  both  making 
themselves  generally  available.  The  Chief  of  the  Bureau  also  has 
had  to  turn  his  hand  to  work  which  it  will  not  be  profitable  for  him 
to  j)eiform  when  the  Bnrean  Htatf  is  sufficiently  augmented. 

Besides  routine  matters  such  as  correspondence,  tiling,  i)lan  regis- 
tei-s,  etc.,  references  to  and  help  given  the  seveial  bureaus  of  the 
Commission,  listing  of  utilities  and  the  i*re])aration  and  use  of  blank 
forms  for  administeiing  and  lecording  purposes,  tbere  are  special 
matters,  sncb  as  jietitious  and  complaints  regarding  service  and 
facilities  of  utilities  which  are  referred  to  the  Bnrean.  The  follow- 
ing is  a list  of  such  petitions  and  complaints. 


[ Serial  Number.  || 

Date  received. 

Cause  of  Complaint. 

Locality. 

Utility. 

1 

4-20 

Dangerous  wire  crossing,  . 

Catherine  Twp.,  

Penn  Central  I..  & P.  Co. 

2 

4-21 

Dangerous  wire  crossing,  . 

Mapleton,  

Penn  Central  L.  & P.  Co. 

3 

4-21 

Dangerous  wire  cro's  ng,  . 

Mt.  Union,  

Penn  Central  L.  & P.  Co. 

4 

6-17 

Dangerous  wire  crossings, 

Petersburg 

Penn  Central  L,  & P.  Co. 

5 

5-  1 

Inferior  plant  and  service. 

Exeter 

Citizens  El.  111.  Co. 

6 

5-  ] 

Defective  meter  and  ex- 
cessive charges. 

Clearfield 

Penn  Public  Ser.  Co. 

7 

5-  4 

Inadequate  service,  

Harrisburg,  

Susquehanna  Water  Co. 

8 

5-  5 

Peoples  Bridge  Co. 

Western  Maryland  Railroad. 

9 

5-21 

Poor  facilities,  toilet,  etc. 

Gettysburg 

10 

5-28 

Dangerous  wire  crossings, 

St.  Benedict 

Penn  Central  L.  & P.  Co. 

31 


The  iuitiatioii  of  the  ComiiiisHioii  also  creates  work  for  the  Bureau. 
For  iustauce,  the  piepaiation  of  rules  and  regulations  for  governing 
public  service  coiupauies  au<l  the  preparation  for  adniinistering  them 
were  a verj’  considei  ahle  task.  Befei  ence  for  particulars  may  he  had 
to  Part  3 of  this  report ; also  to  Section  10  of  Part  2. 

In  one  case,  namely  the  Port  of  Philadelphia  matter,  the  scoi)e 
inclrrded  such  a large  physical  territory  and  complexity  of  interests 
coming  within  the  jurisdiction  of  the  Commission,  and  yet  all  being 
really  the  parts  of  one  great  plant  susceptible  to  centralized  oi-gani- 
zatiou  and  control,  it  was  thought  essential  that  there  should  be  a 
systematic  collaboration  of  data  in  relation  thereto  and  its  preseuta- 
tioti  in  report  form  for  refererrce  and  prrblicatiori.  This  has  been  uii- 
dertakerr  by  the  Birreau  and  it  comprises  I'ai  t 1 of  this  report. 

The  Commissiorr  decided  to  look  into  the  matter  of  providing  that 
each  street  car  shall  carry  a jack.  Hence  hearings  were  giverr,  tes- 
timony was  taken,  tj'jtes  of  devices  of  this  kind  were  looked  up  and 
tinally  aii  order  was  made. 


3.  BEIDGES. 


a— ETNA  HIGHWAY  BRIDGE. 

The  bridge  in  question  is  on  Butler  Street  over  Pine  Creek  in  the  Borough  of 
Etna,  Allegheny  County,  and  it  sustains  the  double  tracks  of  the  Pittsburgh  Rail- 
ways Company  and  the  ordinary  traffic  of  said  street.  The  bridge  has  a roadway 
of  eighteen  feet,  one  and  one-half  inches  in  the  clear,  and  one  sidewalk  five  feet  in 
width,  and  is  sixty  feet  in  length.  The  superstructure  consists  of  two  plate  girders 
of  steel  five  feet  in  height  to  which  are  connected  fifteen  inch  cross  beams  of  steel, 
spaced  six  feet  six  inches  on  centres.  The  two  tracks  of  the  Pittsburgh  Railways 
Company  rest  directly  on  said  beams,  and  the  three  inch  plank  floor  is  supported 
by  6"  x 6"  wooden  joists,  also  resting  on  said  cross  beams.  Said  girders  are  sup- 
ported by  timber  grillage  from  three  to  four  feet  in  height  resting  upon  masonry 
and  concrete  abutments.  One  of  the  said  abutments  near  the  up-stream  end  is  in 
a damaged  condition.  The  timber  grillage  supporting  the  girders  is  unsound  in 
part  and  unsafe. 

There  is  a vertical  clearance  between  the  bottom  of  the  main  girders  and  the 
ordinary  water  level  in  the  creek  of  approximatelj^  nine  feet  six  inches,  but  extreme 
high  water  in  the  creek  has  flooded  the  surface  of  the  highway  at  the  bridge,  which 
surface  is  twelve  and  one  half  feet  above  the  ordinary  water  level. 

During  the  last  great  flood  in  Pine  Creek,  heavy  floating  material  was  brought 
down  by  the  waters  and  lodged  against  the  upper  main  girder,  damaging  the  abut- 
ments and  forcing  some  of  the  timber  grillage  out  of  place,  and  straining  the 
bridge  sufficiently  to  cause  the  said  main  girder  to  lean  over  three  or  more  inches 
out  of  plumb  in  its  height  of  five  feet.  The  other  main  girder,  however,  retains 
its  true  vertical  position.  The  lateral  bracing  underneath  the  roadway  is  partly 
broken  and  partly  warped.  These  defects  should  be  remedied  without  delay. 


The  structure  is  known  as  a thorough  girder  bridge.  That  is,  the  main  girders 
project  about  two  and  one-half  feet  above  the  roadway,  so  that  the  leaning  out 
of  plumb  of  the  up-stream  main  girder,  this  girder  supporting  the  sidewalk,  is 
very  apparent  to  the  passersby,  and  in  consequence  disturbs  the  public  sense  of 
security  more  than  if  the  defect  of  the  bridge  were  not  apparent. 

The  sectional  area  for  the  passage  of  water  underneath  the  bridge  is  insufficient 
to  discharge  the  run-off  from  the  extended  and  precipitous  water  shed  above,  during 
periods  of  prolonged  and  intense  rainfalls.  Any  month  of  the  year  a freshet  may 
occur  that  would  further  endanger  the  safety  of  this  structure,  and  each  freshet 
would  necessarily  weaken  the  bridge  and  its  supports. 

There  is  no  doubt  but  that  a wider  waterway  is  needed. 

Furthermore,  Butler  Street  is  a main  thoroughfare  out  into  the  County,  and 
it  is  sixty  feet  wide  either  side  of  the  bridge  and  permanently  surfaced  for  the 
entire  width.  The  traffic  is  sufficient  here  to  warrant  the  bridge  being  sixty  feet 
wide . 

The  Pittsburgh  Railways  Company  assumes  the  position  of  having  no  responsi- 
bility for  the  maintenance  of  the  existing  bridge,  except  to  maintain  the  surface 
thereof  between  its  tracks,  and  twelve  inches  outside  thereof.  The  Company  asserts 
tliat  it  was  given  permission  to  lay  its  tracks  over  Pine  Creek  the  sa,me  as  it  has 
been  given  permission  to  tise  the  County  bridge  in  other  instances.  Therefore  it 
has  assumed  no  responsibility  for  the  strength  or  maintenance  of  the  bridge,  except 
to  care  for  the  surface  at  and  near  the  tracks  as  previously  mentioned. 

The  bridge  is  entirely  within  the  Borough  limits.  The  Borough  has  prepared 
plans  for  a new  bridge  ample  in  size  and  sectional  area  to  meet  all  demands  at 
this  place.  The  Pittsburgh  Railways  Company  assisted  in  the  preparation  of 
these  plans,  and  the  Borough  has  received  bids,  and  ascertained  that  the  cost  will 
be  in  the  neighborhood  of  $1.5,000.00  for  the  completed  structure. 

The  channel  of  the  stream  being  changed  slightly,  the  plans  will  necessarily 
require  the  approval  of  the  Water  Supply  Commission.  The  main  question  at 
this  time  which  concerns  the  Borough,  is  whether  the  Railways  Company  will 
share  to  a material  degree  in  the  cost  of  this  improvement.  The  Railways  Company 
has  not  declined  to  pay  anything  towards  the  improvement,  but  the  Borough 
wishes  to  secure  from  the  Railways  Company  fifty  per  cent,  of  the  cost  of  the 
improvement,  and  here  the  matter  lies. 

The  Public  Service  Commission  notified  both  the  Borough  and  the  Pittsburgh 
Railways  Company  that  the  said  bridge  at  the  present  time  is  unsafe  and  that 
the  foundations  and  timber  supports  of  the  bridge  shall  forthwith  be  made  ample 
and  secure.  Also  that  the  Pittsburgh  Railways  Company  be  directed  to  make  a 
critical  examination  of  the  girders  and  beams  and  lateral  bracing  of  the  bridge, 
and  to  put  the  same  into  first  class  condition  at  once. 

It  appears  that  the  bridge  was  erected  by  the  said  Pittsburgh  Railways  Company 
principally  for  its  own  use,  since  its  heavy  cars  could  not  have  been  safely  supported 
by  the  structure  which  originally  existed  over  Pine  Creek  at  this  place,  and  hence 
the  suggestion  hereinbefore  made,  that  the  Company  be  directed  to  put  this  bridge 
in  first  class  condition . 

b— THE  PEOPLE’S  BRIDGE  OVER  SUSQUEHANNA  RIVER. 

About  twenty-five  years  ago  or  more,  the  present  steel  truss  bridge  spanning  the 
Susquehanna  River  opposite  Walnut  Street,  Harrisburg,  Dauphin  County,  was 
constructed.  It  is  now  owned  by  the  Peoples  Bridge  Company  of  Harrisburg. 

The  Valley  Railways  Company  has  acquired  the  right  to  operate  and  maintain 
a trolley  track  on  this  bridge.  This  Railways  Company  sells  to  other  trolley  com- 
panies the  privilege  of  operating  ears  on  said  tracks,  and  it  is  via  this  structure 
that  all  street  cars  enter  Harrisburg  from  the  Cumberland  Valley  side  of  the  river. 
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^Vllen  the  bridge  was  designed  and  erected,  lieavy  eight  truck  street  cars  were 
not  in  existence.  Traffic  has  increased  and  necessarily  the  live  load  on  the  bridge, 
until  at  the  present  time  the  structure  is  not  considered  safe  by  the  public,  although 
there  is  a sort  of  assurance  that  the  bridge  must  be  sound  and  safe,  or  the  owner, s 
would  not  permit  it  to  be  used. 

There  has  been  desultory  maintenance  of  the  structure.  Four  or  live  years  ago 
some  of  the  piers  had  deteriorated  to  such  an  extent  that  upon  investigation  by 
experts  the  structure  was  declared  to  be  in  a dangerous  condition.  Repairs  were 
made,  large  portions  of  some  of  the  abutments  being  entirely  rebuilt.  Since  then, 
and  not  infrequently,  some  member  of  the  superstructure  fails  or  repairs  are  made 
that  temporarily  suspends  traffic. 

On  complaint  made  to  The  Public  Service  Commission  the  Peoples  Bridge  Com- 
pany was  required  to  employ  a competent  bridge  expert  who  shall  be  satisfactory 
to  the  Commission,  to  make  a thorough  examination  and  report  as  to  the  con- 
ditions, stability  and  safety  of  the  abutments,  piers  and  superstructure.  A copy 
of  this  expert’s  I'eport  wars  required  to  be  submitted  to  The  Public  Service  Com- 
mission, 


4.  COMMON  CARIOEKS. 


a-CETTYSBURG  PASSENGER  STATION. 

This  matter  W'as  investigated  upon  complaint  regarding  inadecpiate  facilities  at  the 
passenger  station  of  the  Western  Maryland  Railway  Company  at  Gettysburg,  Adams 
County,  Pa. 

This  station  is  open  early  every  morning.  On  the  day  of  inspection  at  6 A.  M., 
the  floors  had  not  been  sw'ept  nor  the  platform  outside.  The  toilets  presented  a 
neglected  appearance,  the  window’s  were  not  screened  and  the  wash  bowls  had  not 
been  cleaned  for  some  time.  Plastering  in  spots  had  fallen  down  and  the  walls 
were  dirty. 

Running  water  is  provided  for  cleansing  the  hands,  paper  is  furnished  as  towels, 
there  is  drinking  water  in  the  waiting  rooms,  a telephone  booth,  telegram  blanks 
and  seats. 

The  platforms  outside  of  the  station  rooms  are  of  concrete.  They  were  widened 
and  extended  last  year  to  accommodate  the  crow’ds  during  the  Fiftieth  Anniversary 
Celebration  of  the  Battle  of  Gettysburg.  At  one  end  of  the  platform,  but  back 
from  it,  there  is  a lavatory  with  nine  seats  on  either  side  connected  to  the  public 
sewer  system  and  provided  with  running  water  and  flush  closets.  This  building  is 
kept  locked  and  is  used  on  special  occasions  only . 

There  is  no  platform  on  the  oppisite  side  of  the  tracks  from  the  station  but  the 
railroad  right  of  w’ay  is  in  a public  street  and  the  buildings  front  on  the  street  and 
there  is  a sort  of  a side  w’alk  parallel  to  and  opiiosite  to  the  station  iilatforni 
which  is  used  by  the  ow’ners  and  occupants  of  the  buildings  on  that  side  of  the 
street  and  upon  which  passengers  may  alight. 

Gettysburg  has  a population  of  about  4,,'iOO  people.  The  station  is  amply  com- 
modious for  a tow’u  of  this  size  and  for  the  excursions  which  are  made  to  Gettys- 
burg during  the  open  season.  If  the  company  w’ould  exercise  greater  care  in 
maintaining  the  existing  station,  if  it  first  made  presentable  in  appearance  and 
thereafter  kept  clean  there  would  be  no  sufficient  cause  for  comiilaint  relative  to 
facilities  at  the  station.  The  company  w’as  requested  to  put  its  station  and  entire 
premises  in  a sanitary  and  presentable  condition,  and  to  maintain  the  same  in  con- 
formity with  modern  health  regulations. 
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5.  l']LECTKIC  LIGHT  AND  POWER  PLANTS. 


a— ASHLAND . 

Au  inspection  was  made  of  the  ])lant  of  the  Edison  Electric  Illu- 
minating Company  of  Ashland,  Schuylkill  County,  which  plant  is  now 
owned  and  oj^erated  hy  the  Easteiii  Pennsylvania  Light,  Heat  and 
Power  Company,  Pottsville,  Pennsylvania. 

Mr.  Reed  reported  as  follows: 

Power  House. 

I arrived  in  Ashland  about  noon  of  Thursday,  the  ■2nd  inst.  and  after  calling  at 
the  local  office  of  the  Company,  inspected  their  power  house.  I found  the  power 
house  located  along  the  railroad  track  with  handy  facilities  for  unloading  coal  and 
consists  in  general  of  the  following  equipment: — ■ 

BOILERS. — Two  return  tubular  boilers  either  of  which  can  operate  the  entire 
plant.  The  fire  under  one  boiler  being  baid<ed  and  is  only  used  when  drawing  the 
fire  under  the  other  boiler.  This  is  a in'ecaution  not  often  taken  by  such  small 
plants.  Rice  coal  worth  about  $1.17  per  ton  delivered,  was  being  fired.  Water  for 
use  in  the  boilers  is  purchased  from  the  borough. 

MACHINERY. — One  Allis  Corliss  Valve,  single  cylinder  non-condensing  engine, 
direct  belted  to  a two  phase,  60  cycle,  2,300  volt,  4.5  ampere,  200  K.  W.  600  R.  P.  M 
generator.  This  engine  and  generator  is  operated  in  the  evening  and  whenever  the 
load  is  sufficient  to  necessitate  it. 

One  Buckeye  engine  running  about  250  R.  P.  M.  was  direct  belted  to  a 22.5 
ampere,  2,300  volt,  50  K.  W.  two  phase  generator.  This  set  is  operated  during 
the  day  and  whenever  the  load  is  not  heavy  enough  to  necessitate  the  larger  set. 

STREET  LIOHTING  EQUIPMENT  .—Two  7.5  ampere,  2,350  volt  Adams 
Bagnall  constant  current  series  transformers  used  in  connection  with  alternating 
current  series  arj:;  lamps. 

One  4 ampere,  5,000  volt  constant  current  transformer  and  rectifier  used  in  con- 
nection with  direct  current  ISIagnitite  Street  Arc  Lamps. 

SWITCH-BOARDS.— The  switch-boards  were  first  class  and  the  wiring  good. 
The  station  is  kept  neat  and  is  operated  in  a business  like  manner. 

ATTENDANCE. — There  were  two  men  in  attendance — one  firing  the  boilers  and 
oiling — the  other  tending  the  switch-board. 

I was  informed  that  two  men  are  in  attendance  from  12  o’clock  noon  until  twelve 
o’clock  at  night  and  one  man  on  the  other  shift. 

One  outside  repairman  and  lamp  trimmer.  One  lady  clerk  at  the  office  located 
on  the  main  street  of  Ashland . 

One  foreman  in  charge  of  the  station  and  equipment. 

The  company  has  construction  men  who  work  at  all  the  various  places  in  which 
they  do  business. 
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Liues^. 

The  primal'}’  lines,  transformers  and  most  of  the  secondary  lines  for  supplying 
commercial  lighting  and  power  are  strung  on  poles  placed  in  the  alleys  between 
the  streets  and  the  service  is  brought  into  the  rear  of  the  buildings,  thus  there 
are  no  unsightly  service  wires  on  the  principal  streets  which  usually  detract  from 
the  appearance  of  the  street.  The  only  lighting  lines  on  the  streets  being  a single 
line  for  supplying  street  arcs,  and  these  only  on  the  side  streets.  The  construction 
work  is  first  class,  most  of  it  impressed  me  as  not  being  more  than  two  or  three 
years  old.  The  poles  are  set  straight  and  guyed  wherever  necessary  and  the 
lines  well  drawn.  They  have  erected  poles  and  placed  lines  so  as  to  be  able  to 
render  service  to  all  parts  of  the  borough. 

Borough  Contract. 

The  town  is  especially  well  lighted,  there  being  56  arc  lights  and  58  series,  60 
candlepower  incandescent  lamp.  Their  contract  with  the  borough,  which  I 
understand,  has  five  or  six  years  to  run  yet  calls  for  a charge  of  $85.00  per  lamp 
for  the  arc  lamps  and  9 cents  per  night  for  the  incandescent  lamps.  The  charge  for 
the  arc  lamps  is  too  high  and  I was  informed  that  the  company  have  offered  to  replace 
all  of  the  old  Adams-Bagnall  street  lamps  with  the  more  modern  Magnetite  lamps, 
which  will  give  more  than  twice  the  amount  of  light  and  reduce  the  price  from 
$85.00  to  $60.00  per  lamp  per  year,  the  same  price  they  are  charging  elsewhere.  The 
borough  should  accept  this  offer  since  it  will  save  them  $1,400  per  year  and  they 
will  also  probably  find  that  they  can  space  their  lamps  further  apart  and  reduce 
the  number  necessary,  thus  further  reducing  the  expense. 

Amount  of  Business. 

The  company  has  26'2  business  customers, 

288  residence  customers, 
and  12  power  customers 

in  the  borough  of  Ashland  and  surrounding  territory  consisting  of  Cunningham 
and  Butler  Township,  territory  in  which  they  do  not  have  competition. 

The  total  output  of  their  station  for  24  hours  April  2ud  was  1040  K.  W.  hours. 
The  load  during  the  afternoon  was  about  10  K.  tV.  and  in  the  evening  about  100 
K.  W.  The  amount  of  power  sold  in  the  borough  of  Ashland  and  in  territory  in 
which  they  do  not  have  competition,  for  the  past  three  months  was  as  follows: 
.January  16400.0  K.  W.  hours,  February  14147.5  K.  W.  hours.  March  12.375.6  K.  3V . 
hours.  This  does  not  include  the  power  used  in  street  lighting  for  which  they 
have  a contract.  It  would  appear  that  the  amount  of  business  in  sight  is  rather 
small  and  it  is  my  opinion  that  it  would  not  pay  another  company  to  put  up  the 
I'o.uipment  to  go  into  competition  even  if  they  should  succeed  in  securing  the  greater 
part  of  the  business. 

General  Information. 

The  Eastern  Pennsylvania  I.ight.  Heat  and  Power  C'ompany,  in  addition  to  fur- 
nishing power  from  this  station  to  Ashland  Borough,  and  certain  parts  of  Cun- 
ningham and  Butler  Townships,  in  which  they  have  no  competition  are  furnish- 
ing power  and  light  in  Centralia,  (Jilberton  a'nd  Girardville  in  competition  with 
the  Schuylkill  Electric  Company,  which  in  addition  to  operating  a trolley  line 
from  Ashland  to  Shenandoah  and  from  Girardville  to  IMahanoy  City  and  from 
IMahanoy  City  to  Shenandoah  also  furnish  electricity  for  lighting  and  power  pur- 
poses in  Girardville,  Ashland,  (four  customers)  Centralia,  Gilberton  and  parts  of 
Butler,  Cunningham  and  Mahanoy  townships. 
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This  information  was  given  me  by  Mr.  T.  J.  McAndrews,  Superintendent  of 
the  Schuyikill  Electric  Company,  who  also  showed  me  through  their  power  house 
in  which  1 found  the  following  equipment: 

One  — 425  KW,  DC,  Railway  Generator,  direct  connected  to  single  cylinder 
Corliss  engine. 

One  — 300  KW,  DC,  Railway  Generator  and  one  hundred  KW — 1100  volt,  single 
phase  generator  belted  to  Simple  Engine. 

One  — 250  KW,  2400  volt,  3 jihase  generator  and  one  200  KW  Railway  generator, 
belted  in  tandem  to  single  cylinder  Corliss  engine. 

One  — 500  KW  2400  volt,  3 phase  generator  direct  connected  to  Corliss  engine. 

Three — 150  HP  Keeler  Return  Tubular  Boilers. 

Two  — 300  HP  Keeler  Water  Tube  Boilers. 

Two  — 250  HP  Babcock  and  Wilcox  water  tube  boilers. 

They  have  ample  capacity  to  take  care  of  any  increase  in  load  which  might  be 
required  should  they  be  allowed  to  do  lighting  business  in  the  borough  of  Ashland, 
and  was  informed  by  Mr.  T.  R.  Ettringham,  foreman  in  charge  of  the  interests 
of  the  Eastern  Pennsylvania  Eight,  Heat  and  Power  Company  at  Ashland,  that 
they  have  connected  up  four  customers  since  the  Commissioners  issued  an  order 
restraining  them  from  doing  business  in  Ashland. 

The  switch-boards  were  for  the  most  part  of  an  old  type  and  the  power  house 
wiring  poor.  A considerable  portion  of  their  line  construction  which  I noticed 
in  the  vicinity  of  the  power  house  as  well  as  that  in  the  borough  of  Centralia  is  far 
from  being  first  class.  I understand  that  they  do  not  furnish  polyphase  current 
in  Centralia  ; in  other  words  they  are  not  in  a position  to  take  on  anything  in  the 
way  of  power  customers  except  very  small  motors.  Their  power  house  equipment, 
however,  is  suitable  and  it  would  be  only  necessary  to  run  the  wires. 

Rates. 

Appended  hereto  you  will  find  on  a light  blue  paper  the  rates  in  force  in  Ashland 
as  well  as  other  places  in  which  the  Eastern  Pennsylvania  Light,  Heat  and  Power 
Company  do  business.  These  were  furnished  me  by  Miss  M.  E.  Russell,  the  com- 
pany’s lady  clerk  in  charge  of  the  Ashland  office.  I questioned  her  in  regard  to 
them  and  asked  her  if  they  charged  the  same  rates  to  all  the  customers,  making 
special  reference  to  those  residing  within  and  without  the  competitive  territory. 
She  assured  me  they  did,  also  Mr.  Win.  H.  Long,  their  contract  agent,  with  whom 
I talked  over  the  telephone,  he  being  in  Pottsville  at  the  time,  assured  me  .that 
they  maintained  these  rates  wdierever  they  do  business,  including  the  City  of  Potts- 
ville. 

In  order  to  verify  this,  I went  to  Centralia,  where  both  companies  do  business 
and  made  inquiry  from  A.  D.  Goldsmith,  a druggist,  who  kindly  let  me  see  one 
of  his  receipted  bills  and  I found  it  to  be  in  accordance  with  the  established 
rates . 

You  will  also  find  appended  herewith  an  application  blank  for  power  service 
which  discloses  the  power  rates.  The  lighting  rates  of  the  Schuylkill  Electric  Com- 
pany in  typewritten  form  are  also  appended.  This  latter  sheet  does  not  state  the 
basis  rate  but  it  is  my  understanding  that  it  is  ten  cents  (lOc.)  per  kilowatt  hour, 
and  under  the  flat  rates  I was  informed  by  Mr.  McAndrews  previou.sly  referred  to, 
that  this  means  16  candle-power  carbon  lamps  or  their  equivalent  or  nothing  above 
60  watt  lamps.  Since  meters  have  become  so  cheap  there  is  not  much  excuse  for 
having  any  flat  rates. 
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There  is  not  much  difference  between  the  rates  of  the  two  companies  although 
the  discounts  allowed  by  the  Schuylkill  Electric  Company  increases  more  rapidly 
than  those  of  the  Eastern  Pennsylvania  Light,  Heat  and  Power  Company,  and  both 
companies  seem  to  have  custom  in  territory  where  they  compete.  There  does  not 
seem  to  be  much  sense  to  either  company's  rates,  since  there  is  no  sound  reason 
why  a large  consumer  should  be  allowed  a larger  discount  than  a small  one ; on 
the  other  hand,  the  discount  should  be  allowed  for  prompt  payment  and  should  be 
the  same  to  all.  The  rate  should  be  fixed  in  accordance  with  the  consumption, 
taken  in  consideration  with  the  demands  of  the  customer.  The  rates  in  force  by 
either  company  are  about  what  are  usually  charged  and  it  is  my  understanding 
that  there  are  no  rate  complaints. 

Service. 

The  service  of  the  Eastern  Pennsylvania  Light,  Heat  and  Power  Company  in 
Ashland,  so  far  as  I could  see,  was  first-class,  better  than  the  average,  and  the 
entire  layout  is  much  superior  than  is  usually  found  in  towns  of  this  size.  IMr. 
Goldsmith  in  Centralia  stated  he  cut  off  from  the  other  company  because  this 
company  gave  the  best  service.  They  have  a systematic  method  of  taking  care  of 
all  complaints  and  their  trouble  sheets  were  shown  me  showing  that  all  complaints 
were  promptly  taken  care  of  and  the  customers  satisfied.  Their  plant  being  lo- 
cated near  the  center  of  the  town,  they  have  no  voltage  drops  and  since  their  load 
is  steady  the  regulation  is  good. 

Conclusions. 

It  is  my  opinion  that  the  P>orough  of  Ashland  is  well  served  by  the  Eastern 
Pennsylvania  Light,  Heat  and  Power  Company  ; that  the  rates  are  reasonable  and 
that  any  other  entering  the  field  would  not  be  able  to  secure  sufficient  business  to 
earn  dividends  on  the  necessary  investment. 

The  Schuylkill  Electric  Company  have  poles  on  the  principal  street  of  the  town 
but  these  are  too  low  for  properly  supporting  high  tension  wires,  besides  to  bring 
in  the  same  from  the  front  of  the  houses  would  greatly  mar  the  appearance  of  the 
street  and  on  the  other  streets  the  equipment  would  have  to  be  duplicated  from 
the  ground  up. 

The  returns  as  evidenced  from  the  amount  of  current  sold  cannot  be  very  great 
and  if  this  were  greatly  reduced  it  would  not  be  a paying  proposition,  and  would 
only  result  in  poorer  service. 

I noticed  entire  blocks  of  houses  in  which  there  were  no  domestic  customers 
and  others  in  which  there  were  only  one  of  two  customers,  although  the  equipment 
was  at  hand  to  serve  them.  I was  informed  that  they  couldn’t  get  the  property 
owners  to  wire  the  houses. 

It  would  seem  to  me  that  a town  of  7,000  inhabitants  having  gas  and  electric 
lights  could  not  receive  any  permanent  benefits  from  a second  electric  light  company. 

For  the  good  of  both  companies,  I respectively  advise  against  the  granting  per- 
mission to  the  Schuylkill  Electric  Company  or  any  other  company  engaging  in 
competition  in  the  electric  lighting  business  in  the  borough  of  Ashland. 

JOHN  C.  REED. 

Electrical  Engineer. 

b— EXETER. 

An  inspection  tvas  made  of  the  equipment  for  furnishing  light  to 
the  citizens  of  the  Borough  of  Exeter,  Luzerne  Countv,  by  the  Citi- 
zens Electric  Illnminating  Company  of  Pittston.  This  company  fur- 
nishes light  and  power  in  the  city  of  Pittston  and  surrounding  bor- 
oughs, including  West  Pittston  and  Exeter  on  the  opposite  side  of 
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the  river  from  Pittston.  All  of  the  territory  in  this  vicdnity  is  sup- 
plied by  one  of  three  companies  whose  principal  place  of  business  is 
either  Wilkes-Barre,  Pittston  or  Scranton,  there  being  no  competi- 
tion or  duplicates  of  equipment  and  it  would  appear  that  there  is  no 
unserved  territory  as  a basis  for  a new  company. 

The  Borough  of  Exeter  has  2,500  to  3,000  inhabitants  and  is  not 
closely  built  up  but  is  widely  scattered,  making  it  an  expensive  propo- 
sition for  an  electric  lighting  company. 

Mr.  Beed  made  the  held  investigation  and  he  reported  as  follows: 

The  Citizens’  Electric  Illuminating  Company  has  110  customers  in  Exeter  and  it 
had  a contract  for  supplying  39  street  arc  lamps  for  lighting  the  streets  of  Exeter. 
This  contract  expired  several  months  ago  and  since  then  they  have  been  con- 
tinuing to  serve  the  borough  and  are  charging  $60.00  each  per  year  for  the  lights, 
the  same  as  is  charged  the  City  of  Pittston,  although  they  have  not  been  paid  since 
the  first  of  the  year  owing  to  the  fact  that  there  are  two  sets  of  couucilmen  and 
other  borough  officers. 

I made  inquiry  from  a cigar  dealer,  as  to  the  quality  of  the  service,  and  he  said 
it  was  all  right  and  I found  his  bills  in  accordance  with  the  established  rates  of  the 
company. 

The  current  sold  exclusive  of  the  street  lighting  within  the  borough  of  Exeter  for 
the  month  of  March,  1914,  amounted  to  4338  K.  W.  hours;  this  information  being 
workt'd  up  at  my  request  from  the  bills,  since  the  Borough  of  Exeter  and  the  Bor- 
ough of  West  Pittston  are  carried  on  the  same  station  lines.  The  above  consump- 
tion includes  five  power  customers,  so  it  will  be  readily  seen  that  the  business  is  very 
small.  The  company  has  two  phase  60  cycle  current  and  direct  current  series  arc 
circuits  in  the  Borough. 

The  line  construction's  in  good  shape  although  not  of  an  expensive  nature.  There 
is  gas  competition  in  the  town. 

There  is  not  sufficient  business  in  sight  for  another  company  to  make  a living, 
in  fact,  I doubt  if  it  could  be  shown  that  it  would  be  a profitable  investment  for  a 
new  company  if  they  had  the  entire  borough  to  themselves. 

The  company  has  a fairly  modern  power  plant  of  several  thousand  kilowatts 
capacity,  consisting  of  steam  turbines,  operating  condensing,  and  was  informed  their 
capacity  was  twice  their  maximum  load. 

I understand  there  is  ample  evidence  now  before  the  Commissioners  to  prove 
that  the  service  is  satisfactory,  nearly  all  their  customers  having  signed  a paper 
to  that  effect. 

The  Power  house  is  located  at  no  great  distance  from  the  borough  so  there  should 
be  no  difficulty  about  the  regulation  with  such  a small  load.  I did  not  stay  over 
night  in  the  borough  of  Exeter  since  I did  not  consider  it  necessary. 

First — In  my  opinion  the  Borough  of  Exeter  is  well  served  with  electric  light  and 
power . 

Second — That  another  company  entering  this  field  would  not  be  a paying  proposition. 

Third — That  the  present  company  cannot  be  securing  more  than  a fair  price  on  the 
investment  now  in  the  Borough . 

Fourth — The  introduction  of  a second  company  could  not  result  in  any  permanent 
benefit  to  the  citizens  of  Exeter. 

I,  therefore,  recommend  that  permission  for  a second  company  to  do  electric 
lighting  business  in  the  Borough  of  Exeter  be  refused. 


•lOHN  C.  REED, 
Electrical  Engineer. 
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c— LEBANON  TALLEY  ELECTRIC  LIGHT  COMPANY. 

All  inspectiou  was  made  of  the  Lebanon  ^'alley  Eleotiic  Light  Com- 
pany’s plant  and  facilities.  The  question  up  for  consideration  was 
the  purchase  by  the  Heading  Transit  and  Light  Company  of  the  con- 
trolling right,  title  and  inteiest  in  the  said  Lebanon  \hiliey  Electric- 
Light  Company. 

The  transmission  lines  and  distributing  system  of  tlie  said  Leb- 
anon Valley  Company"  are  substantially  good  and  serviceable,  but  the 
apparatus  at  the  main  power  plant  and  at  the  auxiliary  station  is 
not  worth  much. 

Eurthermoie,  in  order  tliat  the  said  compaii}'  may  continue  its 
business  of  furnishing  light  and  power  in  its  present  developed  ter- 
ritory it  will  be  necessary  for  it  to  build  an  entire  new  and  up-to- 
date  power  plant  irrvolving  an  expenditure  of  $.30,000.00.  This  orrt- 
lay  would  of  course  be  a charge  rrpon  the  cornparry’s  cousrrnrers.  The 
territory  irr  and  aborrt  Lebanon  is  not  extensive  euoirgh  to  srrpport 
two  companies  operating  irrdividrral  plants.  There  is  no  rprestion 
but  that  the  Heading  Transit  and  Light  Company  is  ecpripped  and 
capable  of  furnishing  satisfactory  service  at  reasonable  rates  to  all 
its  territory  including  Lebanon  and  its  environments.  The  public 
convenience  and  necessity  would  be  subserved  by  the  taking  over  of 
the  plant  and  property  of  the  said  Lebarrorr  \Alley  Company  by  the 
said  Heading  Transit  Company. 

Mr.  John  S.  Weaver,  the  prime  rno\er  and  prirrcipal  owner  in  the 
incorporation  of  the  subsidary  companies  and  the  merger  of  them 
into  the  said  Lebanon  Valley  Electric  Light  Company,  is  a citizen 
of  North  Lebanon  Towrrship  and  a manufacturer  of  bologna  sausages. 
Several  years  ago  he  ventured  into  the  held  of  ])nblic  water  works, 
and  hnally  sold  out  at  considerable  proht.  Thus  encouraged  he  took 
up  the  proposition  of  furnishing  electric  current.  He  knew  nothing 
of  this  business  and  it  is  evident  from  a physical  inspection  of  the 
plant  that  very  poor  judgment  was  exercised.  The  plant  has  been 
developed  in  a desultory  manner;  second-liand  ai»paratus  has  been 
largely  used;  the  capacity  has  been  inadequate  at  all  times.  An 
auxiliary  station  was  hnally  erected  at  the  bologna  works.  Naturally 
the  result  of  such  methods  of  development  is  an  inferior  and  totally 
inadequate  power  plant.  Nevertheless  the  plant  is  not  totally  value- 
less. It  has  a net  earning  capacity  of  between  |5,000.00  and  .$0,000.0(1 
per  annum,  which  capitalized  at  0%  represents  over  -$90,000.00. 

The  main  power  station  is  in  North  Lel)auon  Towtiship  at  the  edge 
of  Lebanon  City.  The  auxiliary  plant  is  a mile  and  a lialf  or  so 
distant  out  in  the  same  Township  at  the  bologna  works.  The  original 
hydro-electric  plant  on  Swatara  Creek  has  been  dismantled.  There 
are  approximately  15  miles  of  main  transmission  lines  and  it  is 
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reported  that  there  are  about  as  man}'  more  miles  of  service  wires. 
This  distributing  system  is  quite  new  and  in  a fairly  good  condition. 
The  expert  who  examined  the  same  for  the  Oomj)any  has  reported 
the  cost  of  this  portion  of  tlie  plant  to  be  as  follows : 


Poles,  transmission  lines  and  rights  of  way, ?32,00O  00 

Street  light  system,  4^000  00 

Transformers,  4,500  00 

Meter  and  service  connections,  3, .500  00 


Total,  $44,000  00 


1 orty  thousand  dollars  would  be  the  present  value  of  the  distributing  system, 
so  it  would  appear. 

The  proposed  purchase  does  not  include  the  land,  water  rights  and  property  on 
the  Swatara  Creek.  The  poles  to  this  property  are  still  standing,  but  the  wires 
have  been  taken  down  for  some  distance  towards  Lebanon  from  the  Swatara 
property,  which  was  the  original  plant.  The  wires  now  terminate  at  Mountville 
in  North  Anville  Township,  approximately  6 miles  in  a straight  line  northwesterly 
from  the  main  power  plant.  In  an  easterly  direction  from  the  main  power  plant 
the  transmission  wires  now  terminate  in  Myerstown  Borough,  6 miles  distant.  The 
poles  have  been  erected  3 miles  be5n)nd  Myerstown  to  Richland  Borough,  but  the 
wires  have  not  been  strung. 

The  apparatus  and  everything  connected  therewith  at  the  auxiliary  station, 
bologna  factory,  is  to  be  excluded  from  the  purchase. 

At  the  main  station  there  is  !i  lot  150'  long  by  113'  wide,  which  cost  $25,000.00. 
The  building,  a frame  structure,  50'  x 70',  looks  more  like  a shack  than  anything 
else.  The  lot,  building  and  railroad  siding  into  it,  is  probably  worth  $3, .500. 00  to- 
day. The  4.50  foot  artesian  well  on  the  premises  is  worth  $1,000.00;  the  two 
producer  gas  engines  directly  connected  to  generators,  having  a present  value  of 
not  over  $10,500.00,  although  the  cost  set  up  was  ,$25,500.00.  On  this  basis  the 
present  value  at  the  main  power  station  is  $15,000.00,  added  to  the  $40,000.00,  the 
distributing  system,  gives  a present  value  of  the  entire  plant  of  $55,000.00.  This 
conclusion  is  the  result  of  a very  hasty  and  general  examination  of  the  property. 

There  are  about  400  customers.  Light  is  sold  at  50  K.  W.  H.  net  with  a mini- 
mum of  75  cents  per  month.  The  power  rate  is  4 to  2 cents  per  K.  W.  H.  net — 
no  minimum.  The  transformers  range  from  1.5  to  30  K.  W.,  being  mostly  from 
2.5  to  5 K.  W.  in  capacity.  There  is  a total  of  about  750  K.  W.,  which  at  $6.00 
is  equivalent  to  $4,500.00.  Eight  dollars  is  not  an  unusual  figure  to  estimate  as 
the  value  K.  W.  for  transformers.  The  purchasing  company  proposes  to  pay  for 
the  property  to  be  acquired  $41,500.00  in  cash,  and  $75,000.00  at  face  value  in 
common  stock  of  the  stock  of  the  Easton  Power  and  Light  Corporation.  This 
stock  is  not  listed,  but  its  accepted  value  among  owners  is  taken  at  $20.00  per 
share.  If  the  stock  were  listed  at  this  rate  it  would  be  equivalent  to  $15,000.00, 
or  a total  purchase  price  of  $56,500.00  at  this  time. 

Conclusion. 

The  present  investment  in  the  plant  and  property  of  the  Lebanon 
Valley  Electric  Light  Company  is  approximately  $100,000.00.  The 
distributing  system  is  fairly  good  and  may  be  valued  at  $40,000.00; 
the  power  plant  at  $15,000.00  making  the  pre.sent  value,  excluding 
the  Swatara  property  and  the  auxiliary  station  plant,  as  $55,000.00, 
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If  the  Lebanon  VaUej’  Electric  Light  Company  is  to  continue  on 
in  business  a new  power  plant  will  have  to  be  built  at  an  estimated 
cost  of  $50,000.00;  but  there  is  not  enough  business  to  warrant  such 
an  expenditure  on  the  part  of  this  competing  company.  For  sub- 
stantially the  same  price,  namely,  $41,500.00  in  cash,  the  Reading- 
Transit  and  Light  Company  with  adequate  plant  now  in  operation 
will  take  over  the  said  Lebanon  Company's  property  and  operate  it. 


6.  WATER  WORKS. 


a— SUSQUEHANNA  TOWNSHIP  WATER  COMPANY. 


This  case  was  brought  up  on  complaint  of  David  M.  Beck  against 
the  Susquehanna  Township  Water  Company  of  Dauphin  County, 
with  particular  reference  to  the  alleged  inadequate  service. 

The  conclusion  of  the  Bureau's  investigations  were  substantially 
to  the  effect  that  the  water  company  is  rendering  efficient  service 
and  that  the  suspension  of  service,  principally  complained  about, 
was  due  to  a cause  which  is  not  likely  to  happen  again.  When  the 
interruption  to  service  may  be  remedied  by  the  company  where  ap- 
plication is  made  properly  to  the  Company,  it  is  not  the  proper  pro- 
cedure, in  neglecting  to  so  notify  the  Company,  to  bring  the  com- 
plaint before  the  Public  Service  Commission.  Accidents  such  as 
breaks  in  water  pipes,  followed  by  temporary  suspension  of  service 
during  repairs,  aie  not  sufficient  cause  for  complaint  to  the  Public 
Service  Commission  ordinarily.  These  necessary  interruptions  daily 
aggregate  throughout  Pennsylvania  many  scores  no  doubt.  They  are 
incident  to  the  management  of  a water  works  system,  even  where  the 
system  is  new,  as  in  the  case  at  hand. 

The  complainant  resides  near  the  City  of  Harrisburg  line  and 
draws  water  from  a distributing  pipe  of  the  Susquehanna  Township 
Water  Company  at  or  near  the  end  of  this  pipe.  In  consequence, 
there  is  more  likelihood  of  entrained  air  appearing  in  the  water 
drawn  from  the  pipe.  The  water  company  represents  that  if  it  be- 
comes necessary,  the  company  will  install  a blow-off  on  said  pipe  to 
reduce  the  air  in  the  water  to  a minimum. 

The  rates  charged  for  water  are  less  in  Susqnehanna  Township 
and  vicinity  than  elsewhere  in  the  districts  supplied  by  the  Paxtang 
Consolidated  Water  Company,  which  is  tlie  main  holding  and  oper- 
ating company. 

About  six  years  ago,  the  only  corporation  that  supplied  water 
to  the  public  in  Susquehanna  and  Swatara  townships,  in  which 
towmships  are  the  suburbs  of  Harri.sburg,  was  the  Paxtang  Water 
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Coiiipany.  Its  charter  was  limited  to  Paxtang  village  in  Swatara 
Township.  The  source  of  sui)ply  was  drilled  wells  and  the  service 
was  inadequate.  At  that  time  the  Borough  of  Hummelstown  was  sup- 
])lied  with  water  by  the  Hummelstown  Light,  Heat  and  Power 
Company.  The  service  was  unsatisfactory.  The  Borough  of 
Middletown  and  vicinity  was  supplied  with  water  by  the  Mid- 
dletown Water  Company  and  the  service  was  unsatisfactory. 
Tlje  State  I)e])artment  of  Health  took  action  relative  to  these  three 
vater  woi-ks  systems  and  im])rovemeuts  had  to  be  inangurafed.  Har- 
rishnrg’s  suburbs  were  growing  rapidly  and  needed  public  watcj*.  A 
chrater  liad  beeu  granted  to  the  Penbrook  Water  Company  for  the 
Borough  of  Penbrook  and  to  the  Progress  Water  Company  for  the 
Town.ship  (jf  Susquehanna,  but  there  was  no  place  where  a source  of 
su])jdy  could  be  obtained  except  along  the  Swatara  Creek.  This  was 
also  true  with  re, speed  to  the  Butherford  Heights  Water  Supply  Com- 
])any,  chartered  for  Susquehanna  Township. 

Tlie  State  Departments  of  Health  and  Water  Supply  encouraged 
tlie  reorganization  and  consolidation  of  these  comj)anies  in  order 
lliat  there  might  be  created  a district  large  enongli  to  warrant 
tlie  constiuction  of  one  adequate  water  works  .system  and  in  con- 
sequence names  were  changed  as  hereinafter  explained  and  the  Pax- 
tang ('onsolidated  Water  Chunjtany  came  into  existence  as  a hold- 
ing, oiierating  comi)any.  ft  also  actpiired  the  controlling  intere.st 
in  tlie  Middletown  Water  (hmijianv.  lint  since  there  is  no  physical 
connection  lietween  the  Middletown  jdant  and  the  Snsquehanna 
Township  Water  Company  ca.se,  it  need  not  be  further  mentioned. 

Tlie  Hnmmelstown  Liglit,  Heat  and  Power  Company  changed  its 
name  to  the  HumnielstoAvn  Consolidated  Water  Company.  This 
comjiany  built  a modern  filtration  jdant,  ajijiroved  by  the  State  De- 
jiartnient  of  Health  and  ojierated  to  its  satisfaction.  This  company 
today  owns  this  tiltration  jdant,  the  dam  on  the  Swatara  River,  the 
jiower  station  and  eqnijmient.  It  .supplies  power  and  light  and 
water  to  Hummelstown  Borough.  x41so  it  supplies  power  and  water  to 
the  Rutherford  Heights  Water  Supply  Co.  Since  the  reconstruction 
of  the  works,  the  service  has  been  most  excellent  in  Hummelstown. 

There  is  a minimum  meter  rate  of  |10  per  annum  and  20  cents 
jser  thousand  gallons.  There  are,  however,  not  over  twenty  meters 
in  the  borongh.  The  lowest  flat  rate  is  -fC.SO  per  annum.  Water  is 
furnished  for  fire  jnirjioses  and  domestic  nse. 

In  connection  with  the  filter  plant,  there  are  dnjdicate  raw  water 
jmmjis  of  two  million  gallons  cajiacity,  and  a third  unit  of  the  same 
size  is  being  put  in.  The  outjuit  at  the  station  averages  1,250,000 
gallons  per  24  hours.  This  is  the  total  consumjition  of  all  of  the 
water  comjranies  mentioned  with  the  exception  of  the  Middletown 
jdant  which  has  no  jdiysical  connection. 
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The  Rutherford  Heights  Water  Supply  Com[)auy  has  installed  in 
the  HummelstoAvn  station  a 2,000,000  gallon  steam  ]tump,  a million 
gallon  j)ump  water  driven  by  power  from  the  dam  and  a million  gal- 
lon electric  driven  pump.  The  filtered  water  is  ])nmped  to  Chai)man 
Hill  through  a 12-iiich  j)ipe  5 miles  long.  This  reservoir  is  circular, 
covered,  re-iuforced  concrete  construction,  having  a capacity  of 
1,100,000  gallons.  From  it  water  is  delivered  by  gravity  through 
a 12-inch  pipe  laid  along  the  Hummelstown  turnpike  to  the  City  of 
Harrisburg  line,  a distance  of  three  miles.  This  pipe  passes  through 
Paxtang  village. 

In  Swatara  Township  is  the  village  of  Kiitherford  Heights  and 
the  freight  yards  of  the  P.  & R.  Railway.  This  Railway  Company 
purchases  about  250,000  gallons  daily  from  the  water  company.  The 
Rutherford  Heights  Water  Supply  Company  owns  the  reservoir  and 
pipe  lines,  excluding  those  in  the  village  of  Paxtang.  The  water  is 
all  purchased  on  a flat  rate  basis,  |G.50  being  the  minimum  rate. 
The  minimum  meter  rate  is  |12.  per  annum.  The  charge  for  water 
is  30  cents  per  thousand  gollons.  The  Railroad  pays  4 cents  per 
thousand  gallons. 

The  Paxtang  Water  Compau}-  changed  its  name  to  the  Paxtang 
Consolidated  Water  Company.  It  owns  the  distributing  j)i|)es  in 
its  charter  territory  of. Paxtang  village  in  Swatara  Townshi])s.  This 
is  a'  fir.st  class  townshij).  The  Commissioners  thereof  have  not  es- 
tablished fire  hydrants  service.  The  fire  hydrants  have  been  erected 
by  the  com])auy  but  they  are  used  only  as  blow-ofl's.  The  rates  of 
this  company  are  the  same  as  in  the  other  portion  of  Swatara  Town- 
ship. Paxtang  Consolidated  Water  Company  buys  its  water  of  the 
Rutherford  Heights  Water  Snpi)ly  Company.  This  company  sup- 
plies the  public  in  the  trolley  park.  Mrs.  H.  F.  Kramer  was  inter- 
viewed in  her  husband's  store  in  Paxtang.  She  said  that  the  water 
service  was  excellent  in  all  ies])ects.  At  the  P.  & R.  Y.  M.  C.  A.  and 
at  Rutherford  Heights  store  similar  statements  were  made  as  to 
service. 

The  Susquehanna  Townshij)  Water  Com[)au3"  is  chartered  for  the 
entire  township.  It  buys  water  of  the  Rutherford  Heights  Water 
Supply  Company  and  sells  to  the  Kxtension  Water  Company  of 
Penbrook,  originally  the  Penbrook  Water  Company  of  Peidrrook 
Borough.  Susquehanna  Townshi])  Water  Company  was  origin- 
ally the  Progress  Water  Com]»any.  It  snpjdies  the  State  Hos]>ital 
in  the  suburbs  of  Harrisburg  Avith  300,000  gallons  of  water  daily. 
The  Superintendent,  Dr.  Orth,  has  designated  an  attendant  to  take 
charge  of  the  Institution's  water  woi  ks.  This  attendant  is  instructed 
to  blow  off  the  water  ]iipes  every  month  or  so.  It  happened  that  dur- 
ing the  time  the  48  hour  interinptiou  in  service  is  alleged  to  have 
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occurred  by  the  coruplainant  Beck,  that  this  attendant  opened  up 
the  blow-off  at  the  hospital  and  entirely  forget  to  close  it,  resulting 
in  the  emptying  of  the  reservoir  severr  miles  distant.  It  is  not  likely 
that  he  will  do  this  agairr,  brrt  of  course  it  is  possible. 

Bdward  Hoffnagle,  Postmaster  of  Penbrook  Borough,  stated  when 
asked,  that  the  water  service  in  I’enbrook  is  excellent  in  the  main 
and  the  i)rrb]ic  has  no  I’eason  to  complain,  so  far  as  he  knows. 

Because  the  oiigiual  Progress  Water  Company  and  the  original 
Penbrook  Water  Company  fixed  in  their  franchise  a rrrinimrrm  meter 
rate  of  |8.  per  annum  and  30  cents  per  tliorrsarrd  gallorrs  with  a flat 
rate  of  $6.  for  single  spigot,  the  Srrsquehanna  Township  Water  Com- 
]»any  and  the  Extensiorr  Water  Company  of  Penbrook  now  maintain 
these  rates,  although  they  are  lower  than  the  i-ates  charged  by  the 
Paxtang  Consolidated  Water  Company,  the  Rutherford  Heights 
Water  Suj^ply  Company  or  the  Hummelstown  Consolidated  Water 
Compaii}". 

Fire  service  is  afforded  in  Penbrook.  At  the  hospital  the  charge  for 
water  is  4 cents  ])er  thousand  gallons. 

In  Ihe  village  of  Progress,  Susquehanna  Township,  at  Hotel  Pro- 
gress, tlie  man  interviewed  reported  that  the  service  was  good  but 
that  tlieie  was  some  complaint  about  air  in  the  water.  Tills  is  due 
to  the  service  main  being  a dead  end.  Possibly  the  air  valves  do  not 
woi-k  to  the  best  advantage.  The  company  uses  the  hydrants  along 
the  streets  witli  wliich  to  blow  off  the  air  Avhen  there  is  undue  com- 
])laint. 

Mr.  Beck’s  principal  complaint  is  tliat  the  company  shuts  off  water 
without  due  warning  to  the  consumers;  also  that  there  is  no  local 
agent  of  tlie  comjiany  nor  is  the  office  of  the  company  open  at  night 
so  that  in  case  of  susiiension  of  service,  the  consumers  have  nowhere 
to  go  for  information  or  to  whom  an  accident  or  break  can  be  re- 
j'orted  until  the  next  morning;  that  during  office  hours,  the  com- 
]>any’s  agents  in  charge  at  the  office  in  the  Commonwealth  Trust 
Building,  Harrisburg,  oft  times  give  facetious  answers  or  mislead- 
ing information  to  ’phone  inquiries. 

The  complainants  Beck,  Lunib,  Smith  and  Hetrick,  whose  houses 
are  on  the  highway  in  the  rear  of  which  is  the  public  park  and  golf 
course,  most  earnestly  covet  and  desire  the  City  of  Harrisburg  water, 
which  extends  jiractically  to  their  back  doors.  It  is  significant  that 
nowhere  else  throughout  the  very  extensive  district  of  the  operating 
comiiany  has  there  develojied  or  could  be  found  remonstrance  to 
the  service  rendered,  but  to  the  contrary,  the  service  is  commended. 

Conclusions. 

1.  That  the  water  company  only  shall  operate  the  blow-off  at  the 
State  Hospital. 
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2.  That  the  water  eoiiii)aiiy  shall  not  ,su}»ply  to  the  P.  & R.  Rail- 
road at  any  time  a volnine  of  water  in  excess  of  that  which  can  he 
supplied  and  at  the  same  time  maintain  a (XVntinnons  and  satisfac- 
tory service  in  the  water  district  beyond. 

3.  Mr.  Wagoner  & Son,  Plumbers,  of  Penbrook  Borough,  are  the 
local  representatives  of  the  company  in  that  neighborhood,  so  it  is 
stated  by  C.  E.  Schaup,  Engineer  of  the  Paxtang  Consolidated  Water 
Company;  but  it  appears  that  the  consumers  do  not  undeistand 
this.  The  com{)a'ny  should  maintain  locally,  after  establishing  either 
at  the  office  of  the  said  Wagoner  Son,  or  elsewhere,  a comi)any 
’phone,  a satisfactory  information  bureau  for  the  benefit  of  the 
consumers  there  not  only  during  the  day  time  bnt  for  emergencies 
at  night.  Furthermore,  the  de])ortment  of  the  company’s  agents 
in  the  general  office  at  the  Commonwealth  Trust  Building  should  be 
such  with  resjtect  to  answer  to  co'nsumers,  whose  service  is  inter- 
rupted, as  to  obviate  any  basis  for  conpbaint  as  to  inattention  and 
lack  of  courteous  treatment.  All  complaints  of  a local  nature 
should  be  proj)erly  made  to  the  com])any  and  the  company  must  be 
bound  to  proi)erly  act  on  such  complaint. 

4.  The  water  company  should  he  careful  to  notify  its  consumers 
of  any  intended  and  necessary  interruj»tions  in  the  service,  or  in 
case  of  accident,  to  promptly  inform  the  consumers  affected  of  the 
nature  thereof  and  the  probable  extent  of  the  interiaiption  in  the 
service. 

5.  The  air  valves  on  the  distributing  system  should  be  examined 
frequently  and  be  kept  in  working  condition.  If  it  be  feasible  at 
the  end  of  the  ])ipe  fi“om  which  the  complainant  draws  the  water, 
for  a connection  to  be  made  with  the  City  of  Harrisburg  water  works 
system,  so  as  to  temporarily  feed  city  water  into  this  portion  of  the 
company’s  ])ipe  line  during  such  times  as  a temj>orary  interiujdion 
in  the  company’s  service  may  occur.  This  should  be  done. 


7.  JACKS. 


In  the  operation  of  electric  railways — urban  and  suburban — de- 
railments and  more  serious  accidents  in  which  other  vehicles  oi* 
human  beings  become  lodged  under  the  car  are  bound  to  occur  from 
time  to  time.  If  the  accident  is  a deiailment,  it  is  essential  in  the 
interest  of  good  service  to  get  the  car  back  on  the  track  as  quickly 
as  possible.  If  it  happens  that  an  unfortunate  human  has  become 
jammed  under  the  car  or  the  car  wheels,  his  rapid  removal  from  the 
position  will  enable  him  to  receive  so  much  sooner  the  proper  medical 
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aid  that  may  i educe  very  much  tlie  serious'uess  of  the  iujury,  or  that 
may  eveu  mean  the  diliereiice  betweeu  a serious  and  a fatal  occur- 
ence. lu  response  to  a rapidly  ciystaliziug  public  seutiment  in 
favor  of  some  measure  that  would  ensure  prompter  and  more  effective 
measures,  particularly  in  accident  cases  involving  injury  to  life  and 
limb,  the  Public  Service  Commission  held  a hearing  on  May  7th, 
1914,  at  which  hearing  interested  parties  were  invited  to  present  their 
views.  On  May  21st,  1914,  the  Comrnissiorr  issued  General  Order 
No.  10,  calling  for  the  eqirij[urrent  of  all  street  railway  cars  with 
suitable  jacks. 


THE 


PUBLIC  SEBVICE  COMMISSION  OF  THE 
WEALTH  OF  1‘ENNSYL VANIA. 


COrMMON 


At  a meeting  of  The  Public  Service  Commission 
of  the  Commonwealth  of  Pennsylvania,  held 
at  its  office  in  the  City  of  Harrisburg,  Penn- 
PliESENT:  sylvania,  on  the  twenty-first  day  of  May,  1914. 

S.  LA  RUE  TONE, 

SAMUEL  W.  PENNYPACKER, 

EMORY  R.  JOHNSON, 

MILTON  J.  BRECHT, 

CHARLES  F.  WRIGHT, 

PRANK  M.  WALLACE,  Acting  Chairman, 

Commissioners . 


GENERAL  ORDER  NO  10. 

In  the  matter  of  installing  .Tacks  on  the  Cars  of  Street  Railway  Comi^anies. 

AND  NOW,  May  21st,  1914,  it  is  ordered  that  each  street  railway  car,  engaged 
daily  in  operating  service  upon  the  surface  of  streets  and  highways  within  this 
State,  be  equipped  with  a jack  of  a lifting  capacity  sufficient  to  raise  one-quarter 
of  the  total  weight  of  a double  truck  car  and  one-half  of  the  total  weight  of  a 
single  truck  car  at  least  eight  inches. 

It  is  further  ordered  that  one-half  of  the  cars  of  each  street  railway  company  be 
('quipped  in  the  manner  as  above  described  on  or  before  December  1st,  1914,  and 
that  every  car  included  in  the  provisions  of  this  oi’der  be  equipped  on  or  before  .Tune 
1st,  191.0. 

BY  THE  COMMISSION: 

A.  B.  MILLAR, 

Secretary . 


The  investigation  of  the  question  by  the  Chief  of  the  Engineering 
Bureau  and  the  testimony  presented  at  the  hearing  developed  in- 
formation that  should  prove  of  general  value  and  interest,  and  hence 
is  included  in  this  report. 
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Some  of  the  street  railway  officials  present  at  the  hearing  ex- 
pressed the  opinion  that  the  demand  for  jacks  on  each  car  was  based 
more  largely  on  sentimental  than  on  practical  considerations  and 
that  the  etl'ectiveness  of  a single  jack  in  the  hands  of  untrained  and 
partly  trained  men  in  conserving  life  or  redncing  the  severity  of 
injury  to  the  victim  was  open  to  donbt.  They  recognized  the  growth 
of  public  demand  in  the  matter,  believed  it  would  be  wise  to  yield 
to  the  demand,  and  were  also  anxious  to  co-operate  with  the  Com- 
mission in  iiupioving  service  and  general  conditions.  The  representa- 
tives of  the  traction  interests  in  Philadelphia  considered  their  system 
of  nine  emergency  districts  and  twenty-eight  emergency  vehicles,  a 
system  that  enables  them  to  place  a vehicle  carrying  a complete  out- 
tit  of  wrecking  cMpiipment  and  a crew  of  trained  men  at  the  scene  of 
an  accident  in  the  central  sections  of  their  .system  in  from  three  to 
live  minutes,  as  oli'ering  much  more  positive  and  effective  relief.  The 
(piestion  of  jacks  had  been  taken  up  with  them  by  the  Civic  Club, 
an  organization  of  women,  and  they  had  made  an  exhansti\e  study 
of  the  question  in  relation  to  their  equipment,  lesulting  in  tlie 
design  of  a special  jack  which  they  considered  very  satisfactory. 

A general  discussion  concerning  the  approval  of  certain  makes  and 
types  of  jacks  by  the  Commission  led  to  the  conclusion  that  speciff- 
cation  of  the  lift  and  of  the  lifting  capacity  in  terms  of  the  weight 
of  the  car  to  be  handled  was  the  rational  solution  of  the  pioblem. 
The  action  of  the  Commission  was  in  accord  with  this  thought.  The 
character  of  the  equipment  and  the  nature  of  the  roadbed  would 
naturally  affect  the  type  of  jack  selected  in  any  particular  case.  Jn 
Philadelphia,  for  example,  the  near  side  cars  are  CMpiipjied  with  a 
rubber  sheathed  board  placed  just  before  the  truck  to  act  as  a sec- 
ondary fender,  making  it  necessary  to  develoj)  a special  form  of  jack 
that  would  enable  a grip  to  be  obtained  upon  the  truck  frame.  It 
is  also  obvious  that  the  conditions  on  a suburban  road  equipped  with 
a “T”  rail  might  re(piire  a different  form  of  jack  and  a slightly  higher 
lift  than  would  be  required  for  use  on  girder  rail  constrnctioti  in 
paved  streets. 

The  ffist  re(]nirenients  of  a suitable  jack  are  effective  lift  and  lift- 
ing capacity,  combined  with  general  features  adapted  to  the  char- 
acter of  the  rolling  stock  and  to  the  nature  of  the  roadbe<l.  The  jack 
should  possess  flexibility  of  application  in  order  to  be  usable  in 
close  quarters,  without  blocking  if  possible,  a re(piirement  that 
may  be  met  by  a movable  jaw  on  a swivel  head  oi-  its  e([nivaleut, 
and  by  a short  working  lever  and  a short  working  stroke.  Furthei-- 
more,  the  construction  of  the  jaw  must  meet  any  special  require- 
ments imposed  by  the  construction  of  the  truck  or  of  the  car.  The 
jack  should  be  simple  in  its  construction  and  its  operation,  and 
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should  give  its  lifting  capacity  with  minimitin  requirements  of  force 
applied  consistant  with  reasonable  speeds  of  lifting.  Lightness  of 
construction  consistent  with  a strength  will  increase  ease  of  handling 
and  also  reduce  the  yearly  charge  for  weight  carried  on  the  car. 
The  jack  that  can  be  handled  and  Avorked  by  one  man  will  surely 
be  better  suited  to  this  work  than  aauII  the  jack  requiring  tAvo  men 
for  its  handling  or  its  Avorking.  Strength  and  ruggedness  of  con- 
struction— although  opposed  to  lightness — are  necessary  factors  to  be 
considered  in  the  selection  of  a jack,  as  a jack  must  stand  up  under 
repeated  use,  and  even  under  abuse,  and  must  ahvays  be  ready  for 
service.  Jt  must  be  absolutely  reliable.  As  loAvering  a load  is  often 
as  important  as  raising  it,  the  construction  governing  this  function 
is  Avorthy  of  careful  study. 

Accomi)anyiug  Figures  No.  1 and  No.  2 shoAV  the  application  of 
jacks  to  the  lifting  of  the  end  of  a car  and  to  tlie  raising  of  a car 
truck  respectively,  and  also  illustrate  the  structural  difference  be- 
tAveen  geared  jacks  and  jacks  of  the  hydraulic  type. 


8.  RAILIK )A1 ) AND  RAILWAY  CROSSINGS. 

A-l.  IN  GENEKAL. 

Up  to  the  end  of  the  iiscal  year,  the  Kngineering  Bureau  has  ex- 
amined and  ])re])ared  leports  on  171  railroad  and  railAvay  crossings. 
123  of  the.se  171  crossings  Avere  lequiied  by  the  plans  ai)iJroved  by 
the  Commission  to  be  carried  over  or  under  the  railroad  or  raihvay 
— 78  crossings  being  eliminated  at  grade  and  45  grade  crossings 
being  avoided  by  neAV  Avork.  47  grade  crossings  Avere  appioved,  10 
of  which  involved  street  railAvays  and  public  highways,  one  was  a 
freight  siding,  one  Avas  a temporary  grade  crossing  and  35  were 
permanent  steam  railroad  crossings.  One  grade  crossing  asked  for 
Avas  denied  and  the  petitioners  concluded  to  give  up  the  idea  of  any 
crossing  Avhatsoever  at  the  street  in  question. 

The  statement  in  tabular  form  is  as  folio avs; 


Grade  Crossings  Approved : 

Freight  Siding,  1 

Temporary,  1 

Street  Railway,  10 

Steam  Railroad,  35 


Total  grade  cros.sings  approved,  47 
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Grade  Crossings  Eliminated: 

Existing  crossing  done  away  with,  78 

Avoided  by  new  work,  45 


Total  grade  crossings  avoided,  123 

Asked  for  and  no  kind  of  crossing  approved,  1 


Total,  171 


111  the  followiug  pages  will  he  t'oiiud  a desci-iptioii  of  these  oross- 
iiigs,  excepting  those  in  Soutli  Philadelphia,  which  may  he  found 
under  the  section  of  this  repoi  t dealing  with  the  impioveinents  of 
the  Port  of  IMiiladelphia. 

A 2.  rHIEADELPIIIA. 

In  Philadelphia  very  extensive  work  has  heen  done  in  tlie  years 
past  in  the  matter  of  eliminaring  and  avoiding  grade  crossings 
Many  of  the  prohlems  weie  met  and  solved  at  a time  wlien  the  icapiiie 
ments  for  safety  were  not  as  exacting  as  at  the  ]»resent  time.  It 
will  appear  in  connection  with  Peed  and  71st  Streets  and  <;ieiiwoo<l 
and  Warrington  Avenues,  that  the  Puhlic  Service  Commission  lias 
had  to  be  governed  somewhat  in  its  decision  relative  to  the  plans 
for  avoiding  grade  crossings  at  these  points  hy  what  has  heen  done  in 
the  past. 

a — Peed  Street  Foot  Bi  idge — Philadelphia. 

Over  tlie  Tracks  of  the  JJaltimore  & Ohio  Railroad. 

Reed  Street  is  in  South  Philadelphia.  It  extends  from  the  Schuylkill  River  to  the 
Delaware  River.  There  is  a small  sectifui  of  the  laud  thoroughly  built  up  south  of 
Grays  Ferry  Avenue  and  lying  between  the  Schuylkill  Rp-er  and  the  Caltiinore  & 
Ohio  Railroad  in  which  Reed  Street  is  built  up:  but  this  section  of  Reed  Street  has 
not  been  physically  connected  with  the  section  of  Reed  Street  east  of  said  B.  & O. 
Railroad.  The  public  traffic  has  never  amounted  to  enough  in  this  small  west  sec- 
tion to  demand  the  building  of  a highway  bridge  over  the  railroad  tracks  at  Reed 
Street  but  there  is  a demand  and  sufficient  warrant  for  a bridge  for  pedestrians  and 
such  a structure  the  City  now  purposes  to  provide. 

The  Baltimore  and  Ohio  Railroad  connects  with  the  Philadelphia  and  Reading  Rail 
way  in  the  vicinity  of  Girard  Avenue  near  Xorth  Philadelphia.  For  the  purposes 
of  this  report  the  discussion  will  be  confined  to  that  portion  of  the  line  of  the  B.  & O. 
from  Market  Street  south.  Beginning  at  Market  Street,  the  B,  & O.  Railroad 
follows  down  the  east  bank  of  the  Schuylkill  River  through  the  i)assenger  station  in 
the  city  block  between  Chestnut  and  Walnut  streets,  thence  under  South  Street  and 
under  the  Delaware  Extension  of  the  Pennsylvania  Railroad,  and  thence  by  tunnel 
under  Grays  Ferry  Avenue  and  P.  B.  & W.  Railroad  and  \inder  a highway  bridge 
at  Wharton  Street,  and  thence  passing  Reed  Street  where  as  hereinbefore  stated 
there  is  no  physical  crossing,  and  over  the  Schuylkill  Avenue  and  the  Schuylkill  River 
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into  West  Philadelphia  and  thence  in  a southerly  direction  into  Delaware  County. 
Beginning  at  Reed  Street  and  extending  southerly  along  the  east  bank  of  the  Schuyl- 
kill River  are  the  freight  and  storage  yards  and  extensive  repair  shops  of  the  B.  & O. 
Railroad.  Along  the  line  described  from  Market  Street  to  the  Delaware  County  Line, 
there  are  in  the  City  1.3  highway  crossings,  3 railroad  crossings  and  the  proposed  foot 
bridge  crossing.  A tabular  statement  with  respect  to  these  crossings  follows: 


Baltimore  and  Obio  Railroad  passes 
under. 


Crossing. 


T3 

<1. 

iJD 

2 

.a 


.O 

a 


3 


Overhead  structure. 


Vertical 

clearance. 


Z 


Ft. 


z 


1 

2 

4 

5 

6 

7 

8 
9 

10 

11 

12 

13 

14 

15 

16 
17 


Market  St 

Chestnut  St. 

Walnut  St 

South  St 

P.  R.  R.  De.  Ex.  Br., 

Grays  Ferry  Ave 

P.  B.  & W.  R.  R 

Wharton  St 

Reed  St.  (foot  Irrldge), 

Schuylkill  Ave 

Gibson  Ave 

P.  B.  & W.  R.  1! 

Grays  Ave.,  

Woodland  Ave.,  

61st  St 

Cemetery  Lane 

65th  St 


l>eck  girder, 

Viaduct 

Viaduct,  

Steel  Truss,  . 
Steel  Truss,  . 

Tunnel,  

Tunnel 

Girder 

Steel  Truss,  . 
(R.  R.  over). 

Girder,  

Truss 

(R.  R.  over), 

(ilrder 

Girder 

Wood 

Girder,  


15.83 

20.50 

20.17 

22.67 

18.33 

17.25 

17.2.5 
18.00 

20.5 


It  will  be  observed  that  only  one  of  all  the  bridges  given  in  the  above  table  affords 
a clearance  between  the  tracks  and  the  bridges  of  over  20.5  feet,  which  is  the  head 
room  proposed  at  the  foot  bridge.  Furthermore,  the  clearance  over  rails  at  the  pro- 
posed Reed  Street  foot  bridge  is  to  range  from  the  minimum  of  20.. 5 feet  to  the 
maximum  of  21.8  feet,  which  clearance  is  satisfactory  to  the  railroad  company.  The 
detail  plans  have  been  approved  by  the  chief  engineer  of  the  railroad  and  by  the 
proper  city  officials. 

The  bridge  is  to  be  8 feet  wide  in  the  clear  and  to  have  a span  of  174  feet.  The 
estimated  cost  is  $12,500,  all  of  which  expenses  is  to  be  assumed  by  the  city. 

The  plans  were  approved  with  this  modiiication,  namely  that  the  vertical  clearance 
should  not  be  less  than  21.8  feet.  If  greater  clearances  than  those  now  provided 
along  the  line  of  the  railroad  and  shown  in  the  above  table  are  ever  required,  it  will 
necessitate  extended  changes  in  the  railroad  all  along  the  line  and  the  work  would, 
have  to  be  done  all  at  one  time. 


b — 71st  Street  Bridge — Pliiladelphia. 

Over  the  Tracks  of  the  Philadelphia,  Baltimore  and  Washington  Railroad. 

Seventy-first  Street  is  in  West  Philadelphia  and  extends  from  Cobbs  Creek— the 
Delaware  County  Line— in  a general  easterly  direction  to  the  marshes  along  the 
Schuylkill  River. 

The  Philadelphia,  Baltimore  and  Washington  Railroad  primarily  started  in  South 
Philadelphia,  at  the  corner  of  Broad  Street  and  Washington  Avenue,  and  extended 
westward  across  the  Schuylkill  River  near  Grays  Perry  Avenue  and  thence  in  a 
southerly  direction  through  West  Philadelphia  into  Delaware  County.  Now,  there 
is  a branch  line  near  Grays  Ferry  Avenue,  (which  branch  line  is  the  main  line 
as  the  railroad  is  operated)  that  continues  northerly  along  the  west  bank  of  the 
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Schuylkill  River  from  near  Grays  Ferry  Avenue  to  the  station  in  West  Phihulei 
phia  at  Market  Street.  This  connecting  line  comprises  a part  of  the  Ceutral  Di- 
vision of  the  said  P.  B.  & W.  Railroad — a part  of  the  Pennsylvania  Railroad 
System . 

On  the  P.  B.  & W.  main  line  from  West  Philadelphia  station  to  Cobbs  Creek 
there  are  18  public  highway  crossings  in  the  city.  A tabular  statement  with  respect  to 
these  crossings  named  in  order  from  the  station  follows: 


Pennsylvania  Railroad  passes  under. 

O 

o 

Number. 

Crossing. 

Overhead  structure. 

Vertical 

clearance. 

No.  tracks  bridged 

1 

Ft. 

13.92 

2 

2 

13.92 

2 

3 

24. SS 

0 

4 

15.21 

S 

5 

13.00 

8 

6 

19.09 

17 

49th  St.,  

19.50 

8 

IS.  GO 

9 

B.  & 0.  R.*  li..  ’ 

IS.OO 

6 

10 

24.30 

6 

11 

58tli  St 

20.00 

6 

12 

60th  St 

IS. OS 

4 

13 

62nd  St.,  

20. OS 

4 

14 

63rd  St.,  

4 

65th  St.i  

19.  S4 

4 

16 

67th  St.;  

20.00 

4 

17 

71st  St.,  

IS. 70 

4 

IS 

72nd  St 

19.45 

4 

It  will  be  observed  that  there  are  a number  of  bridges  over  the  Pennsylvania 
Railroad  along  the  line  under  discussion  which  provide  a vertical  clearance  from  the 
lowest  part  of  the  bridge  to  the  top  of  the  rails  of  the  tracks  beneath  of  18  feet  or 
under. 

For  over  a year,  traffic  across  the  71st  street  highway  bridge  over  the  Penn- 
sylvania Railroad  has  been  discontinued  owing  to  the  unsafe  condition  of  the 
structure.  The  proposed  new  bridge  is  to  replace  the  old  wooden  one.  The  new 
bridge  is  to  be  a steel  through-girder  structure.  The  steel  work  is  to  be  encased 
in  concrete.  The  vei'tical  head  room  between  the  tracks  and  the  bridge  above  is 
to  be  18.07  feet.  The  street  approaches  and  the  connecting  streets  are  all  estab- 
lished at  grade,  and  on  the  west  side  of  the  railroad  they  are  surfaced  with  brick 
or  asphalt  and  the  land  is  quite  thoroughly  occupied  by  dwellings.  The  approach 
from  the  west  from  Paschall  Avenue  is  on  a 4 per  cent,  grade  ascending;  and  from 
the  east  beginning  at  Grays  Avenue  the  grade  ascends  on  a 3.83  per  cent,  grade. 
The  existing  abutments  of  the  old  bridge  are  in  good  condition  and  will  be  used 
for  the  new  structure,  as  well  as  the  existing  i)ier.s.  The  foundations  of  the  abut- 
ments and  piers  are  so  built  as  to  provide  in  the  future  for  four  additional  railroad 
tracks  under  the  bridge. 

It  is  feasible  in  case  it  becomes  necessary,  for  any  reason,  to  increase  the 
existing  vertical  clearances  at  the  several  bridges  hereinbefore  mentioned,  to  lower 
the  roadbed  of  the  railroad . To  gain  increased  headroom  by  elevating  the  high- 
ways would  involve  heavy  damages  to  abutting  property . Grades  would  have  to  be 
reestablished,  permanent  pavements  and  sidewalks  would  have  to  be  changed, 
entrances  to  buildings  would  have  to  be  altered  and  the  public  would  be  much 
more  inconvenienced  in  this  manner  than  by  changes  in  the  grade  of  the  railroad. 
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The  proposed  bridge  is  of  the  design  in  general  use  by  the  City  for  similar  cross- 
ings and  it  is  approved  by  the  Chief  Engineer  of  the  Railroad  and  the  proper 
city  officials. 

The  estimated  cost  and  expense  of  the  erection  of  the  said  bridge  is  $24,000,  all 
to  be  borne  by  the  City. 

The  total  width  of  the  bridge  is  to  be  63  feet  and  the  total  length  between  face 
of  abutments,  122  feet.  It  would  seem  that  practical  considerations  limit  the 
clearance  for  the  present  to  that  proposed  and  that  the  way  to  get  more  headroom 
in  the  future  will  be  to  lower  the  railroad  ; but  this  will  involve  changes  in  the 
tracks  at  more  than  one  crossing. 

Tile  plans  were  approved . 

(• — Gleinvood  Avenue  B idge — Philadelphia. 

Over  the  Philadeli)hia  and  Reading  Railway. 

Glenwood  Avenue  is  an  important  thoroughfare  laid  out  to  extend  from  East 
Park  on  the  Schuylkill  River,  northerly  parallel  to  and  just  east  of  the  Pennsyl- 
vania Railroad — main  line  to  New  York — through  North  Philadelphia. 

The  Richmond  Rraiich  of  the  Philadelphia  and  Reading  Railway  begins  at  the 
terminal  facilities  of  said  railway  company  on  the  Delaware  River  at  Port  Rich- 
mond, in  the  25th  and  31st  Wards  and  thence  it  extends  northwesterly  to  near 
Wayne  Junction  and  thence  southwesterly  to  and  crossing  the  Schuylkill  River 
and  thence  northerly  along  the  west  bank  of  the  river  towards  Reading.  The  line 
was  constructed  many  years  ago  when  the  country  through  which  it  passes  was 
sparsely  settled.  Now  it  has  become  thoroughly  built  up  for  most  part.  There 
are  along  said  line  in  the  City  28  crossings.  Data  regarding  these  crossings  is 
given  in  the  following  tabular  statement: 


Crossing. 


Philadelphia  & Reading  Railway. 


> 

o 

*0 

fei) 


O) 

a 

3 

5^. 


1 

2 

3 

4 

5 

6 

7 

8 
9 

10 

11 

12 

13 

14 

15 

16 

17 

18 
]9 
20 
21 
22 

23 

24 

25 

26 

27 

28 


Overhead  structure. 


, V2 

Vertical 

clearance.  S 


6 


City  Line,  

Norristown  Br.  P.  & R.  By., 

Fox  St.,  

Stokley  St..  

Chestnut  Hill  Br.  P.  R.  R..  .. 

Wissahickon  Ave,,  

Blabon  St 

Germantown  Br.  P.  & R.  R., 

Clarissa  St.,  

Germantown  Ave.,  

Hunting  Park  Ave.,  

Broad  St.,  

York  Road,  

Erie  Ave.,  

Venango  St 

Rising  Sun  Ave.,  

Tioga  St 

Ontario  St.,  

Sedgley  Ave.,  

Connecting  Br.  P.  R.  R 

Glenwood  Ave 

6th  & Allegheny 

5th  St.,  

N.  Penn  Br.  P.  & R.  R.,  ... 

Second  St.,  

Front  St.,  

Cambria  St 

Somerset  St.,  


Viaduct,  

Truss 

Arch,  

Girder,  

Steel,  

Girder,  

Foot  bridge,  

Steel,  

Girder,  

Wooden,  

Girder,  

Girder 

Girder,  

Girder 

Grade.  

(R.  K.  over  St.),  

Grade 

(R.  R.  over  St.) 

Girder,  

Steel 

Girder,  

Girder,  

Girder,  

Truss 

Girder 

Girder 

(Proposed),  

Truss 


23.88 

*16.00 

16.00 

22.79 

16.0 

20.00 

17.58 

16.00 

18.00 

16.00 

16.00 

16.17 

16.00 


16.00 

16.65 
16.00 
18.60 
18.00 
15.67 
18.50 
15.20 
16.00 

16.66 


3 
2 
2 

4 
4 
6 
4 
4 
2 
2 
2 
4 
4 


3 

4 
4 
4 
4 
8 
8 
4 

13 

7 


*Outer  rail. 

All  the  other  streets  to  the  Delaware  River  pass  under  the  railroad.  Extensive  abolition  of 
grade  crossings  just  completed  through  Kensington. 
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The  territoi’y  all  around  the  proposed  crossing  at  Gleuwood  Avenue  is  thoroughly 
built  up  and  occupied  by  factories  and  dwellings.  Streets  are  paved  at  established 
grades  and  they  are  opened  and  in  use  up  to  the  railroad  location  on  both  sides. 

The  proposed  highway  bridge  is  to  be  a steel  through  girder  encased  in  concrete 
with  a longitudinal  span  between  the  abutments  of  56  feet  and  a width  of  60  feet 
over  all. 

The  plans  have  been  approved  by  the  chief  engineer  of  the  railway  company  and 
by  the  proper  city  officials.  The  estimated  cost  and  expense  of  erecting  the  bridge 
is  $40,000,  all  to  be  borne  by  the  city. 

The  proposed  headroom  of  16  feet,  it  will  be  noted  by  reference  to  the  above 
table,  is  the  same  as  that  at  10  of  the  existing  crossings.  It  would  appear  to  be 
impracticable  to  increase  this  headroom  at  Glenwood  Avenue  by  elevating  the  street 
higher  than  it  is  proposed  to  elevate  it.  The  west  approach  as  now  planned  in- 
volves no  change  in  the  grade  of  the  street  nor  the  buildings  and  pavements.  This 
existing  grade  in  Glenwood  Avenue  is  6 per  cent.  To  carry  the  bridge  higher 
than  proposed  will  involve  a large  additional  expense  including  damages  to  the 
property.  Furthermore,  when  it  shall  appear  to  be  necessary  to  obtain  more 
than  16  foot  headroom  between  the  underside  of  the  bridge  and  Glenwood  Avenue 
.and  the  top  of  the  rail  underneath,  it  will  also  have  become  necessary  that  more 
Feadroom  than  now  exists  shall  be  obtained  at  the  other  crossings  hereinbefore 
•enumerated.  At  all  of  the  said  crossings  with  an  exception  or  two,  and  in  the 
vicinity  the  property  developments  are  complete  and  hence  to  change  and  elevate 
the  established  street  grade  with  all  that  this  means  would  not  only  involve  an 
enormous  outlay  of  money  but  it  would  be  a positive  detriment  to  the  highway 
traffic.  Besides,  the  elevation  of  the  streets  is  unnecessary.  The  railroad  tracks 
can  be  lowered  no  doubt  at  much  less  expense. 

In  view  of  the  foregoing  considerations,  the  abutments  of  the  proposed  Glenwood 
avenue  bridge  should  be  carried  down  deep  enough  to  permit  of  the  lowering  of 
the  railroad  tracks. 

The  Richmond  Branch  was  built  years  before  the  expansion  of  the  City  made  the 
present  number  of  crossings  necessary.  From  somewheres  near  Germantown  Avenue, 
where  the  summit  of  the  railroad  is,  the  grade  to  the  Delaware  River  is  uniform 
and  0.66  per  cent.  On  this  grade  it  is  possible  for  a locomotive  to  draw  from 
the  river  up  to  the  summit  a train  of  as  many  light  cars  as  a locomotive  will  handle 
heavily  loaded  cars  on  the  down  grade  to  the  river.  Hence  the  company  will  not 
readily  assent  to  a change  in  this  grade  and  it  will  probably  be  some  time  before 
either  the  city  or  the  railway  company  will  raise  the  issue  before  the  Public  Ser- 
vice Commission  as  to  a safe  headroom  for  bridges  over  the  tracks  along  this  line. 

d — Warrington  Avenne  Foot  Bridge,  Philadelphia. 

Over  the  Philadelphia  and  Baltimore  Central  Railroad — Pennsylvania  Railroad 

System. 

Warrington  Avenue  is  in  West  Philadelphia  and  extends  from  Cobbs  Creek 
northerly  to  Baltimore  Avenue. 

The  Philadelphia  and  Baltimore  Central  Railroad  begins,  for  the  purpose  of 
of  this  report,  at  the  West  Philadelphia  passenger  station  on  Market  street,  ex- 
tends southerly  along  the  west  bank  of  the  Schuylkill  River  to  near  Grays  Ferry 
Avenue,  where  it  deflects  to  the  west  and  extends  across  the  city  and  out  into  Dela- 
ware County,  passing  there  through  Yeadon  and  Lansdowne  Boroughs  on  its  way 
to  Baltimore. 
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The  part  of  this  railroad  extending  from  West  Philadelphia  to  near  Grays  Perry 
Avenue  is  along  the  main  line  of  the  Pennsylvania  Railroad  system  from  Phila- 
delphia to  Washington.  Prom  this  passenger  station  to  Cobbs  Creek,  along  the 
Central  Railroad  Branch,  there  are  17  crossings  in  the  City.  A tabular  statement 
with  respect  to  these  crossings  and  clearances  follows: 


Crossing. 


1 

2 

3 

i 

5 

6 
7 
S 
9 

10 

11 

12 

13 

11 

15 

16 
17 


Market  St 

Chestnut  St.,  

Walnut  St. 

Walnut  in  yards. 

South  St 

47tU  St 

Woodland  Avo., 
Klngsessing  Ave., 

19th  St.,  

Chester  Ave.,  

Springfield  Ave..  . 
Warrington  Ave., 

52nd  St 

Thomas  Ave 

55th  Ave 

57th  St 

5Sth  St.,  


Pennsylvania  Railroad  passes  under. 

Overhead  structure. 

Vertical 

clearance. 

Tunnel 

Ft. 

13.92 

Tunnel 

13.92 

Viaduct,  

24.88 

Viaduct 

15.21 

Viaduct,  

18.00 

Girder 

16.35 

Foot  bridge,  

16.75 

Girder 

16.00 

Girder,  

le.ffi 

(R.  R.  over  8t.),  

Foot  bridge 

16.25 

Girder,  

17.00 

Concrete  arcli 

ne.oo 

steel 

DO.OO  - 

Concrete  arch,  

1 

‘16.00 

‘Outer  rail. 


It  will  be  observed  that  there  are  7 bridges  with  a head  room  of  16.25  feet  or  less, 
and  that  the  head  room  iit  all  of  the  bridges,  with  one  exception,  along  the  Cen- 
tral Division,  is  below  standard. 

Warrington  Avenue  is  paved  and  grades  permanently  established.  The  land  is 
all  occupied  by  dwellings  and  these  developments  have  been  improved  with  respect 
to  street  grades  and  house  lot  elevations,  in  conformity  with  an  agreement  between 
tlie  city  and  the  Railroad  Company,  signed  in  18M,  the  Railroad  Company  then 
agreeing  to  lower  its  tracks  whenever  more  clearance  shall  be  needed  than  existed 
at  bridges  over  the  railroad  at  that  time  and  as  shown  in  the  above  table. 

At  Warrington  Avenue  the  amount  of  this  proposed  lowering  is  4.5  feet.  There- 
fore, while  the  present  proposed  head  room  is  to  be  16.25  feet  only,  the  ultimate 
clearance  will  be  20.75  feet. 

At  and  along  most  all  of  the  crossings,  the  property  in  the  vicinity  thereof  has 
been  improved  by  the  erection  of  buildings  and  the  permanent  paving  of  the  streets. 
The  span  of  the  bridges  between  abutments  provides  ultimately  for  4 parallel 
tracks.  To  increase  the  vertical  clearance  by  raising  the  street  grades  would 
very  extensively  inconvenience  the  public  by  changing  established  conditions  under 
which  improvements  were  made  and  by  increasing  the  steepness  of  the  approaches 
to  the  bridges  over  the  railroad,  thus  putting  for  all  time  a burden  on  the  highway 
traffic.  This  is  not  necessary  because  it  is  practicable  by  the  lowering  of  the 
railroad,  at  less  cost  than  to  change  the  highway  grades,  to  increase  the  head 
room  to  the  neighborhood  of  20  feet  as  originally  contemplated  in  the  said  agreement 
of  July  18,  1894. 
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The  proposed  foot  bridge  at  Warrington  Avenue  is  approved  by  the  chief  engi- 
neer of  the  railroad  and  the  proper  city  officials.  The  estimated  cost  of  the  bridge 
is  $6,000,  and  the  cost  of  damages  to  property  $2,(X)0,  all  of  which  is  to  be  assumed 
by  the  City.  The  width  of  the  foot  bridge  is  to  be  6 feet  and  its  total  span  62  feet. 
The  steps  and  landings  are  arranged  in  such  a way  that  it  is  not  practicable  at 
this  time  with  the  use  of  the  ordinary  riser  to  obtain  a greater  height  of  the 
bridge  above  the  tracks  and  keep  the  landings  on  the  sidewalks. 

The  plans  were  approved . 

The  increasing  of  vertical  clearance  along  this  line  of  railroad  in  Philadelphia 
will  he  a problem  in  itself  sometime  and  whatever  changes  are  decided  upon  they 
will  naturally  be  done  as  a single  piece  of  work. 

e — Delaware  Avenue  Grade  Crossing,  at  Pier  No.  40,  Philadelphia. 

The  City  of  Philadelphia  is  erecting  Pier  No.  40,  South  Wharves  from  the  bulk 
head  line  at  Delaware  Avenue  to  the  pier  head  line;  this  is  near  Queen  Street.  Dela- 
ware Avenue  is  the  thoroughfare  which  parallels  the  Delaware  River,  and  by  means  of 
which  all  traffic  is  carried  to  and  from  the  docks,  wharves  and  piers  located  on 
said  river  for  the  greater  portion  of  its  length  in  the  city . Dn  the  easterly  side  of 
this  thoroughfare  are  the  said  wharves,  etc.,  and  on  the  westerly  side  are  ware- 
houses and  places  of  business  such  as  may  be  found  along  the  water  front  of  a 
great  sea  port.  In  the  middle  of  the  thoroughfare  running  lengthwise  thereof 
are  the  tracks  of  the  Delaware  Extension  of  the  Pennsylvania  Railroad  Company. 
This  company  constructed  the  tracks  and  operates  the  same  under  an  agreement 
with  the  Philadelphia  Belt  Line  Railroad  Company  (a  quasi  municipal  railroad) 
to  handle  the  latter’s  traffic  and  that  of  all  other  traffic  consigned  through  the  said 
belt  line.  This  belt  line  right  of  way  begins  northerly  at  the  Point  Richmond 
freight  yards  and  tracks  of  the  Reading  Railway  Company,  and  it  extends  southerly 
in  Delaware  Avenue  and  along  the  lower  part  at  considerable  distance  south  of 
(Jueen  Streeet.  There  are  approximately  200  sidings  from  said  Penn-sylvania  Rail- 
road tracks  into  the  wharves,  docks  and  piers  and  the  said  warehouses,  etc. 
These  sidings  are  all  necessary,  and  ultimately  the  street  traffic  may  become  so 
congested  that  Delaware  Avenue  may  have  to  be  widened  or  the  railroads  elevated, 
or  some  other  arrangement  therefor  to  provide  for  public  necessities  on  the  thor- 
oughfare. However  for  the  present  it  is  impracticable  on  account  of  the  expense 
involved  to  offer  other  than  sidings  which  must  cross  tlie  avenue  at  grade  from 
railroad  tracks  in  the  centre. 

Pier  No.  40  must  have  a connection  with  the  said  railroads  in  order  to  accom- 
modate the  business  for  which  the  pier  is  constructed.  The  Public  Service  Com- 
mission approved  the  proposed  siding  at  grade  into  the  pier. 

f — Westmoreland  Sti-eet  Cros.sing,  riiiladelphia. 

The  Philadelphia  and  Trenton  Branch  of  the  Pennsylvania  Railroad  is  the  one 
involved  in  this  petition.  It  starts  at  Kensington  Station  in  the  19th  ward  and 
extends  northerly  to  Tioga  Street  freight  station  in  the  4.5th  ward ; thence  it  con- 
tinues northerly  to  Erankford.  connecting  here  with  what  is  known  as  the  main 
line  to  Trenton  and  New  York. 

The  Tioga  freight  station  is  east  of  the  railroad  and  on  AVitte  Street  (which 
is  parallel  to  and  200  feet  from  the  said  railroad!  the  freight  yards  lying  between 
Westmoreland  Street  on  the  south  and  Ontario  Street  on  the  north.  The  three  main 
running  tracks  of  the  railroad  are  elevated  and  carried  over  said  Ontario  and 
AVestrnoreland  Streets  and  over  AA’illard  Street  beyond  by  suitable  and  permanent 
steel  bridges,  the  tracks  in  between  being  supported  on  earthen  embankment. 
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It  is  proposed  by  the  railroad  company  to  build  another'  siding  at  grade  across 
Westmoreland  Street  immediately  east  of  the  bridge  abutments,  this  siding  to  be 
a spur  from  the  main  siding  which  now  comes  down  from  the  railroad  into  Westmore- 
land Street ; thence  the  new  siding  is  to  continue  southerly  along  the  foot  of  the 
earth  embankment  of  the  main  railroad  and  on  land  of  the  railroad  company  to 
Willard  Street  and  across  Willard  Street  at  grade  to  and  onto  land  of  William 
E.  Cooper,  one  of  the  petitioners. 

Willard  Street  is  not  opened  and  paved  under  the  railroad  and  beyond  to  Witte 
Street  and  up  Wittee  Street  to  Westmoreland,  or  if  opened  the  streets  are  not 
improved;  but  they  will  be  no  doubt  most  anytime. 

The  city  has  by  ordinance,  approved  on  the  31st  day  of  December,  1913,  author- 
ized the  railroad  company  to  lay  and  maintain  the  said  siding  across  Westmore- 
land and  Willard  Streets.  There  is  a provision  in  said  ordinance  as  follows: 

“PROVIDED,  That  said  siding  be  removed  at  any  time  upon  the 
passage  by  councils  of  an  ordinance  to  that  effect  without  any  recourse 
against  the  t'ity  of  Philadelphia  for  damages,  either  property,  personal 
or  otherwise.” 

The  Public  Service  Commission  withheld  approval  of  the  proposed  siding. 


A-3— CROSSINGS  OF  THE  PITTSBURGH,  BESSEMER  AND  LAKE  ERIE 
RAILROAD  AND  PUBLIC  HIGHWAYS  IN  ALLEGHENY  AND  BUTLER 
COUNTIES. 

The  said  Pittsburgh.  B('s.semcr  and  Lake  Erie  Railro  id  is  straightening  and  other- 
wise improving  its  main  line  in  West  Deer  Township,  Allegheny  County,  and  in 
Clinton  Township,  Butler  County.  In  connection  with  the  changes  incident  to  the 
work,  an  agreement  has  been  reached  between  the  said  Company  and  Clinton  Town- 
ship, and  between  the  said  Company  and  West  Deer  Township. 


a — Culmerville  Koad  Crossiug,  West  Deer  ToWnsliip. 

The  Culmerville-Butler  Road  is  a public  highway  passing  southerly  up  the  valley 
of  a small  tributary  of  Bull  Creek  to  Culmerville  Village.  This  portion  is  a section 
only  of  the  through  highway  from  Butler  on  the  north  to  the  towns  along  the  Alle- 
gheny River  on  the  south. 

•lust  north  of  Culmerville  the  said  line  of  this  railroad  is  to  be  deflected  to  the 
right,  and  a new  road  bed  will  be  constructed  for  a distance  of  about  a mile  and  a 
half.  Where  the  new  line  begins  to  deflect,  there  is  at  present  a crossing  under 
the  railroad  of  the  said  public  highway,  which  highway  then  deflects  to  the  west 
and  follows  closely  the  railroad  northerly.  It  becomes  necessary,  according  to  the 
plan  for  the  new  railroad,  to  cross  the  said  highway  at  a point  about  600  feet 
northerly  of  the  existing  under  pass.  In  other  words,  it  is  proposed  that  the  new 
highway  shall  parallel  the  railroad  as  reconstructed,  and  be  west  of  it  for  sev- 
eral miles,  with  the  exception  of  a length  not  exceeding  1,000  feet  where  the  high- 
way will  cross  under  the  railroad  to  the  other  side  by  a new  under  pass,  and  thence 
back  again  to  the  west  .side  by  the  existing  under  pass. 

The  Railroad  Company  is  planning  to  construct  a proposed  new  crossing  for  a 
four-track  60  foot  steel  girder  span  bridge  of  the  deck  type.  The  highway  under- 
neath will  have  a width  of  26  feet  and  a vertical  clearance  of  14  feet.  At  present 
two  tracks  only  will  be  built.  In  carrying  out  this  plan,  it  is  necessary  that  the 
highway  should  be  moved  over  to  the  east,  and  this  change  the  railroad  company 
will  make. 
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b — Millorstowii  Crossiiif^',  West  Deei-  Townsliip. 

As  previously  stated,  on  the  main  line  of  the  Pittsburgh,  Bessemer  and  Lake 
Erie  Railroad,  in  West  Deer  Township,  and  extending  over  into  Clinton  Town- 
ship, Butler  County,  there  are  changes  in  alignment,  and  other  improvements 
being  made  for  a distance  of  a mile.  New  tracks  are  being  carried  to  the  east 
of  the  old  tracks,  and  it  is  necessary  to  cross  the  old  highway  known  as  Willerstown 
Road,  which  connects  the  Kittanning  Road  on  the  west  and  the  Tarentum  Road  on 
the  east.  This  connecting  highway  is  about  one-half  mile  long.  Instead  of  cross- 
ing the  grade,  the  Railroad  Company  proposes  to  pass  over  this  highway,  and  to 
change  its  location,  moving  the  public  road  further  north,  and  shortening  and 
straightening  the  length  of  said  road. 

The  proposed  bridge  supporting  the  railroad  over  the  iMillerstown  Road  is  to  be 
a masonry  arch  structure  26  feet  horizontal  clearance  and  16  feet  vertical  clearance 
at  point  on  6 feet  on  either  side  of  the  centre  of  the  roadway . The  entire  length 
of  the  barrel  of  the  arch  will  be  310  feet.  The  highway  approaches  and  the  arch 
will  be  in  the  same  line. 


0 — ITiblic  lligh\v:iy  (irade  CTossing,  Cliiitou  Township. 

Where  the  said  main  line  of  the  Pittsburgh,  Bessemer  and  Lake  Erie  Railroad 
in  Clinton  Township  crosses  the  public  highway  extending  from  Butler  to  Culmer- 
ville  (via  Saxonburg)  there  is  at  present  an  obliiiue  crossing  at  grade  of  the  said 
public  highway  of  the  existing  railroad  tracks.  It  happens  that  near  this  crossing 
the  proijosed  straightening  of  the  railroad  will  begin,  which  makes  necessary  the 
moving  over  of  the  railroad  tracks  at  the  highway  of  25  feet  or  more  to  the 
west,  and  the  Railroad  Company  also  proposes  to  lay  two  tracks  across  the  high- 
way, where  one  is  now  laid.  The  change  in  the  location  of  the  public  road  does 
not  invole  an  alteration  of  the  grades  of  the  highway.  It  consists  simply  in 
shifting  the  position  of  the  highway  at  that  place  so  that  the  crossing  will  he 
more  perpendicular  than  it  is  at  the  prc'sent  time.  The  township  supervisors  have 
agreed  to  this  plan. 


(I — Suiiiniit  Road  ('rosisiiig,  West  Deer  Townslii[). 

The  said  Railroad  Company  is  extending  a branch  line  westward  for  about  three 
miles  to  Mine  No.  3 of  the  Ford  Collieries  Company.  This  line  crosses  Summit 
Road.  The  township  supervisors  have  agreed  that  the  Railroad  Company  may 
construct  the  railroad  at  Summit  Road  below  grade,  the  plan  providing  for  a 
girder  bridge  to  sustain  highway  trallic  of  100  pounds  per  sciuare  foot,  eijuivalent 
to  a load  produced  by  a 15  ton  roller.  Twenty-two  feet  beneath  the  under  part  of 
the  girder  will  be  placed  the  top  of  the  rails  of  the  proposed  track.  The  railroad 
is  to  be  constructed  in  excavation  here.  Thirty  feet  on  either  side  of  the  track 
centre  is  to  be  built  concrete  piers  that  will  be  carried  up  a sufficient  width  to 
support  the  main  girder  in  position.  This  part  of  the  highway  bridge  will  be  a 
through  girder  construction.  On  either  side  beyond  these  piers  a 25  foot  girder 
will  be  provided,  one  end  resting  on  the  pier  and  the  other  end  on  the  timber 
abutment.  The  roadway  of  the  bridge  will  be  24  feet  wide.  The  25  foot  spans  will 
be  deck  girder  construction.  The  roadway  surface  on  the  bridge  will  have  a grade 
of  2.4  per  cent. 
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e — Clmrch  lioad  Crossing,  West  Deer  Township. 

Along  the  line  of  said  branch  railroad,  and  about  one-third  of  a mile  distant 
from  Mine  No.  3 of  the  Ford  Collieries  Company  there  is  a public  highway  known 
as  Church  Road. The  proposed  railroad  will  pass  under  this  highway  in  a cut. 
The  railroad  company  and  the  supervisors  of  the  township  have  agreed  upon  the 
plan.  This  plan  provides  for  a through  girder  bridge  60  foot  span,  twenty-four  foot 
roadway,  the  girders  to  be  supported  by  concrete  piers.  On  either  side  of  the  piers 
the  bridge  is  to  consist  of  a deck  girder  construction  30  foot  span,  making  the 
total  length  of  the  bridge  120  feet.  The  outer  end  of  the  30  foot  girders  are  to  rest 
on  the  timber  abutments,  tliis  construction  being  adopted  to  permit  of  adjustment  as 
the  fill  on  the  embankments  settled . The  final  abutments  will  be  of  concrete  con- 
struction. The  north  approach  to  tlie  bridge  for  230  feet  in  length  is  to  be  on  an  8 
Ijer  cent,  grade,  terminating  in  an  existing  8 per  cent,  descending  grade.  The 
southerly  approach  is  to  be  level  instead  of  the  existing  8 per  cent,  descending 
grade.  The  top  of  the  rails  of  the  tracks  will  be  22  feet  below  the  lowest  part  of 
the  highway  bridge. 

The  Railroad  Company  will  provide  a temporary  crossing  while  the  highway 
construction  is  being  carried  on.  The  railroad  company  will  keep  the  bridge  in 
repair,  and  in  the  event  of  the  abandonment  of  the  crossing,  it  will  restore  the 
crossing  to  the  township. 

f — Batz  Road  Crossing,  West  Deer  Township. 

At  Mine  No.  3 of  the  Ford  Collieries  Company  there  is  a highway  known  as  Batz 
Road.  This  highway  will  have  to  be  crossed  by  the  branch  line  of  the  railroad,  but 
it  is  proposed  to  make  this  crossing  a temporary  one.  The  railroad  tracks  are  to  be 
supported  on  the  temporary  trestle  on  either  side  of  the  highway,  and  by  a deck  girder 
bridge  of  2.5  foot  span  over  the  highway,  giving  a vertical  clearance  of  15  feet  or 
more  for  highway  traffic  beneath. 

The  railroad  company  and  the  supervisors  of  the  township  have  agreed  upon  the 
I)lan,  which  provides  for  the  laying  out  of  the  new  Batz  Road  south  of  and  parallel 
to  and  on  tlie  land  of  the  Ford  Collieries  Company  to  connect  with  the  Church 
Road,  which  is  completed,  it  is  proposed  to  abandon  the  old  Batz  Road  fall  on  the 
Ford  Collieries  land)  the  portion  to  be  closed  amounting  to  about  .3000  feet  in 
length.  The  railroad  company  will  then  fill  in  underneath  its  tracks,  and  the 
crossing  will  be  abandoned. 

The  grades  on  the  new  Batz  Road  will  be  no  steeper  than  on  the  old  Batz  Road, 
but  the  new  road  will  add  materially  to  the  vertical  height  to  which  all  loads  must 
be  raised  on  tlie  highway,  but  this  is  agreed  to  by  the  township  supervisors. 

g — County  Road  Cros.sing,  West  Deer  Township. 

Tlie  Bessemer  and  Lake  Erie  Railroad  Company  proposes  to  connect  its  branch 
line,  operating  over  the  grade  of  the  Dorserville  and  Culmersville  Road,  and  the 
plan  has  been  agreed  to  by  the  county  and  railroad  authorities.  It  provides  for  a 
widening  trestle  about  500  feet  long  for  temporary  construction.  The  alignment  of 
the  trestle  is  upon  a 3°  curve.  The  railroad  will  be  carried  over  the  county  high- 
way about  midway  of  this  trestle  by  a steel  bridge.  The  abutments  are  to  be  of 
concrete  masonry  and  the  bridge  of  the  steel  girder  type  with  at  least  26  foot 
horizontal  clearance  between  the  abutments,  and  a vertical  cleai’ance  of  16  feet 


between  the  surface  of  the  improved  highway  and  the  bottom  of  the  steel  girders. 
The  highway  between  the  abutments  is  to  be  improved  for  the  full  widtli  of  26  feet . 
To  protect  the  traveling  public  the  railroad  agreed  to  construct  a suitable  floor 
to  the  said  overhead  bridge,  this  lloor  to  extend  for  a distance  of  7 feet  on  eitlier 
side  of  the  centre  line  of  the  proposed  track. 

These  several  plans  for  crossings  were  approved  by  the  Public  Service  Commis- 
sion subject  to  certain  conditions  which  appear  elsewhere  in  the  annual  report  of 
the  Commission. 


A-4.  MISCELLANEOUS. 

Certain  crossings  may  be  classed  as  miscellaneous  including  10  crossings  at 
grade  of  public  ways  and  a street  railway.  They  are  described  tinder  this  heading. 

a — llauover  Townisliip  Grade  Crossing. 

The  Delaware,  Lackawanna  and  Western  Railroad  operate  extensively  in  Jai- 
zerne  County.  The  main  tracks  of  this  company  are  opposite  Hanover  Township, 
in  Plymouth  Borough  and  Plymouth  Township.  The  company  has  a bridge  over 
the  Susquehanna  River  from  these  two  places,  and  across  this  bridge  there  is  a 
branch  line  extending  southerly  in  Hanover  Township  with  a switch  to  the  Bliss 
mine  of  the  Truesdale  Colliery;  also  another  branch  to  the  Auchincloss  mine. 
These  two  branches  now  cross  at  grade  a township  highway  known  as  the  Dundee 
Crossway.  Owing  to  certain  developments  in  the  vicinity,  it  has  become  desirable 
and  necessary  to  cross  in  two  other  places  the  said  public  road.  Instead  of  attempt- 
ing to  establish  these  two  additional  grade  crossings  the  company  proposes  to  bring 
about  an  abandonment  of  a portion  of  the  said  public  road  and  the  substitution 
therefor  of  a new  highway  which  shall  pass  under  the  two  branches  hereinbefore 
named.  The  plans  for  this  change  have  been  approved  by  the  Hanover  Township 
Commissioners,  and  an  agreement  has  been  entered  into  between  the  said  township 
commissioners  and  the  railroad  company  providing  for  the  construction  and  main- 
tenance of  the  new  highway  and  two  under  passes.  The  railroad  company  will 
make  all  the  changes  at  its  own  cost.  Thereafter,  the  township  will  maintain  the 
highway  and  the  company  will  maintain  the  bridge. 

One  of  the  proposed  under  passes  is  now  in  existence.  It  comprises  a stone  arch 
culvert  carrying  the  Auchincloss  branch  over  Black  Creek,  sometimes  called 
Nanticoke  or  Sugar  Creek.  The  culvert  has  a radius  of  16  feet  and  a vertic.-il 
height  at  the  crown  above  the  bed  of  the  stream  of  approximately  23  feet.  It  is 
proposed  to  build  a concrete  culvert  in  the  bed  of  this  stream.  It  will  be  a box 
shaped  culvert  with  two  compartments  each  11  feet  wide  by  5 feet  inches  high. 
The  top  of  this  culvert  will  be  reinforced  concrete,  and  it  will  afford  the  roadway 
surface  with  a new  highway,  which  is  to  occupy  the  space  above  under  the  arch. 
There  will  be  a vertical  clearance  of  14  feet  for  a height  of  20  feet  from  the 
middle  of  the  arch. 

Adjacent  to  the  culvert  there  is  a concrete  arch  constructed  to  carry  the  pro- 
posed branch  from  the  Auchincross  breaker  to  the  Dundee  Shaft  in  the  vicinity  over 
the  creek  and  the  new  highway.  The  construction  for  the  water  way  will  be 
the  same  as  described  in  the  preceeding  paragraph,  and  above  this  water  way  at 
the  crown  there  will  be  19  feet  head  room.  The  radius  of  the  arch  is  to  be  12 
feet.  The  box  culvert  will  be  constructed  under  stream  for  a distance  of  about 
100  feet  and  a new  channel  will  be  constructed  for  the  creek  several  hundred  feet 
in  length  to  assure  drainage  of  the  culvert.  The  only  thing  that  could  happen  in 
the  event  of  some  extraordinary  rainfall,  overtaxing  the  capacity  of  the  culvert, 
would  be  an  overflow  temporarily,  and  the  passage  of  the  water  over  the  box 
culvert  and  down  the  roadway  through  the  arches  to  the  street  below. 
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On  the  Bliss  Branch  a new  under  pass  is  to  be  constructed.  The  railroad  is  to 
be  carried  over  the  highway  on  a plate  girder  construction,  resting  on  concrete 
abutments,  and  providing  for  vertical  clearance  of  14  feet,  and  a horizontal  clear- 
ance of  24  feet.  There  will  be  no  pocket  at  this  under  pass,  the  grade  of  the  high- 
way affording  sufficient  grade  for  surface  drainage. 

The  plans  were  approved  by  the  Public  Service  Commission  subject  to  certain 
conditions  appearing  elsewhere  in  the  annual  report  of  the  Commission. 

b — Grade  Crossing,  Hatfield  Borough. 

The  Philadelphia  and  Reading  Railway  Company’s  petition  states  that  the  pro- 
posed crossing  is  in  Hatfield  Township.  It  has  later  developed  that  the  public 
road  to  be  crossed,  known  as  Union  Avenue,  is  in  the  Borough  of  Hatfield  rather 
than  in  the  Township  of  Hatfield. 

Union  Avenue  is  a public  highway  in  the  northern  part  of  said  borough  having  a 
width  of  about  2.5  rods,  a nearly  level  grade  and  being  quite  well  built  up  in  this 
vicinity  of  the  double  tracks  of  the  P.  & R.  Railway  which  the  highway  crosses 
at  grade.  Union  Avenue  crosses  said  tracks  nearly  perpendicularly  and  at  a point 
1.50  feet,  or  thereabouts,  distant  from  the  railroad  it  turns  and  extends  southerly 
through  the  borough  paralleling  the  railroad  tracks.  West  of  the  railroad  there 
is  a road  running  northerly  out  into  the  country  and  between  this  road  and  the 
angle  in  Union  Avenue  to  the  west  there  are  three  dwellings  with  a brick  and  stone 
sidewalk  in  front.  The  highway  has  a macadam  surface.  Along  that  portion  of  the 
avenue  paralleling  the  railroad  a dwelling  occupies  every  lot. 

East  of  the  railroad  and  1,50  feet  therefrom  in  Maple  Avenue  beginning  at  Union 
Avenue  and  extending  southerly — it  is  on  the  lot  between  Maple  Avenue  and  the 
railroad  that  the  North  Penn  Washer  Company  has  erected  a brick  building  and 
arranged  for  a siding  to  the  plant.  Along  the  south  side  of  Union  Avenue,  be- 
yond IMaple  Avenue,  there  are  several  dwellings. 

The  crossing  at  grade  of  the  highway  and  the  railroad  is  now  protected  by  a sign, 
an  electric  light  and  a track  circuit  bell,  which  announces  the  approach  of  every 
train . 

One-quarter  of  a mile  south  is  the  Hatfield  passenger  station  and  a highway 
grade  crossing  of  the  railroad  tracks.  Hatfield  Borough  is  a community  of  about 
700  inhabitants.  The  grade  of  the  railroad  would  have  to  be  changed  for  long 
distances  north  and  south  to  obviate  the  existing  grade  crossings  mentioned.  The 
one  at  the  station  is  not  protected  by  gates.  It  is  reported  that  the  citizens  have 
requested  the  railroad  company  to  provide  and  operate  a gate  at  this  crossing  and 
that  the  borough  council  will  withhold  any  approval  of  the  proposed  siding  across 
Tlnion  Avenue  at  grade  until  gates  are  provided  at  the  station  highway.  However, 
this  is  considered  an  immaterial  point. 

The  North  Penn  Washer  Company  is  ready  for  the  siding.  The  switch  and  mate- 
rial is  on  the  ground  ready  for  the  work.  There  is  no  way  to  avoid  this  grade 
crossing  without  abolishing  the  existing  grade  crossing  of  the  main  tracks. 

The  Commission  approved  the  grade  crossing. 

c — Manatawny  Railroad  Bridge  Over  Pennsylvania  and  Reading 
Railroads  near  Stowe,  Montgomery  County. 

The  said  Manatawney  Railroad  has  a connection  with  and  begins  at  the  Penn- 
sylvania Railroad  near  Stowe  in  Montgomery  County,  and  thence  extends  northerly 
along  and  parallel  to  the  said  single  track  of  the  Pennsylvania  Railroad,  crossing 
the  State  highway  at  Stowe  station  at  grade  and  also  crossing  a public  highway 
known  as  Grosstown  Road  at  grade.  Thence  on  an  embankment  newly  built  and 
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at  an  ascending  grade  and  over  Dasher  Run  on  a wooden  trestle  to  a point  about 
2,000  feet  distant  from  the  beginning  where  the  line  of  the  railroad  crosses  obliquely, 
and  on  a curve,  the  existing  three  tracks  of  the  Philadelphia  and  Reading  Railroad. 
The  single  track  of  the  Manatawney  Railroad  is  to  be  carried  over  the  said  tracks 
by  a steel  truss  bridge  having  a vertical  clearance  above  the  top  of  the  rails  beneath 
of  22  feet  and  a span  of  120  feet  between  the  abutments.  This  span  provides  for 
three  additional  tracks  in  the  future  in  the  location  of  the  Philadelphia  and  Read- 
ing Railroad. 

This  bridge  was  approved  by  The  Public  Service  Commission. 


d — ^Deodate  and  Hei-.shey  Ifaihvay  Crossing. 

The  Hershey  Transit  Company  now  operates  an  electric  street  railway  in  and  out 
of  Hershey  Village,  Derry  Township,  Dauphin  County.  One  of  the  lines  of  this 
company  extends  southerly  out  of  the  village  to  the  Campbelltown  Turnpike  and 
thence  easterly  in  said  turnpike.  It  is  proposed  to  construct  a new  line  to  be  known 
as  the  Elizabethtown  Dine  of  the  Hershey  Transit  Company,  from  the  said  Camp- 
belltown Turnpike  southerly  through  Dauphin  County  and  Lancaster  County  to  the 
Borough  of  Elizabethtown. 

The  street  railway  herein  described  is  to  be  constructed  by  the  Deodate  and 
Hershey  Street  Railway  Company.  It  is  to  begin  at  a point  in  Conewago  Township 
in  the  public  road  from  Elizabethtown  to  Hockersville,  where  the  public  road  from 
Campbelltown  meets  said  road,  north  to  the  village  of  Deodate,  at  or  near 
Shanks  Church,  at  which  point  ends  the  proposed  Elizabethtown  and  Deodate 
Street  Railway,  from  whence  the  said  Deodate  and  Hershey  Street  Railway  is  to 
be  built  northerly  in  Conewago  and  Derry  townships.  Dauphin  County,  to  a point 
in  Derry  Township  on  a public  road  formerly  known  as  the  Downingtown,  Ephrata 
and  Harrisburg  Turnpike,  or  Campbellstown  Turnpike,  where  the  old  Hummels- 
town  and  Campbelltown  Street  Railway  tracks  are  now  Laid  and  operated  by  the 
Hershey  Transit  Company. 

In  this  distance  of  about  3.5  miles,  2 public  highways  are  crossed  at  grade  in 
Conewago  Township,  Dauphin  County,  and  3 public  highways  are  crossed  at  grade 
in  Derry  Township,  Dauphin  County. 

The  petitioner  holds  to  the  view  that  no  safety  devices,  safeguards,  or  other 
protective  means  are  required  to  be  installed  for  the  safety  of  the  public  at  the  pro- 
posed grade  crossings. 

It  is  true  that  the  country  through  which  the  proposed  railroad  is  to  pass  is  a 
sparsely  settled  and  entirely  rural  district.  There  is  little  use  made  of  the  highway 
except  as  the  resident  farmers  pass  to  and  fro  thereon.  The  method  of  operation 
over  the  said  crossings  at  grade  will  be  the  usual  and  ordinary  operation  of  street 
railways  in  suburban  communities,  stopping  at  road  crossings  and  other  convenient 
stations  to  receive  and  discharge  passengers,  to  receive  and  deliver  packages,  milk 
shipments,  farm  products  and  supplies,  merchandise  and  other  light  freight  and 
property.  But  since  the  tracks  will  not  extend  along  a highway  where  they  may 
be  seen  and  avoided  but  will  cross  the  highways  perpendicularly  and  thus  the 
pedestrian  or  driver  of  a vehicle  may  be  taken  unawares  at  the  highway  crossings, 
it  seems  reasonable  and  in  the  interest  of  public  safety  that  the  railroad  company 
be  required  to  put  up  signs  indicating  the  location  of  the  crossings,  and  that  the 
crossings  should  be  constructed  and  maintained  with  respect  to  the  grades  of  the 
highway,  surface  drainage,  etc.,  in  an  entirely  safe  and  satisfactory  manner. 

They  were  all  approved,  subject  to  certain  conditions  relating  to  the  manner  of 
construction  of  crossings  and  the  maintenance  of  warning  signs. 
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e — Elizabeth  town  and  Beodate  Eailway  Crossings. 

Mr.  M.  8.  Ilersliey,  the  noted  chocolate  manufacturer,  whose  plant  is  located 
at  the  Village  of  Hershey,  in  Derry  Township,  Dauphin  County,  has  built  and  is 
operating  more  than  one  electric  street  railway  line  out  of  said  village  into  the 
surrounding  country.  The  Hershey  Transit  Company  now  operates  a line  southerly 
out  of  the  village  to  the  Campbelltown  Turnpike  and  thence  easterly  in  said  turn- 
pike. It  is  proposed  to  construct  a new  line  from  this  turnpike  southerly  through 
Dauphin  County  and  in  Lancaster  County  to  the  borough  of  Elizabethtown. 

The  street  railway  herein  described  is  to  be  constructed  by  the  Elizabethtown  and 
Deodate  .Stieet  Railway  Company.  It  is  to  begin  at  the  public  square  in  the  Bor- 
ough of  Elizabethtown,  Lancaster -County  and  at  or  near  the  Elizabethtown  station 
on  the  Pennsylvania  Railroad  and  thence  from  this  point  and  the  present  terminus 
of  the  Elizabethtown  and  Florin  Street  Railway,  northerly-  along  High  Street  in 
said  borough  and  out  into  and  through  iMt.  .Toy  Town.ship,  Lancaster  County,  and  in 
Conewago  Township,  Dauphin  County,  to  the  public  road  from  Elizabethtown  to 
Hockersville  north  of  the  village  of  Deodate  at  or  near  Shanks  Church. 

In  this  distance  of  about  6 miles  2 public  highways  are  crossed  at  grade,  in  Mt. 
.Toy  Township,  Lancaster  County,  and  3 public  highways  in  Conewago  Township, 
Dauphin  County . 

The  Public  Service  Commission  approved  these  crossings  subject  to  conditions 
relative  to  the  manner  of  construction  and  maintenance. 


A-.5.  VIADUCTS. 

The  plans  for  several  viaducts  received  the  attention  of  the  Bureau  and  the  Com- 
mission. They  are  described  in  this  section. 


a — Butler  Viaduct,  Butler  Borough. 

Involving  the  consideration  of  the  elimination  of  crossings  at  grade  of 
highways  and  railroad  tracks  throughout  Butler  Borough,  Butler  County, 
Penna . 

General  Conditions . 

Briefly,  the  Borough  of  Butler  is  a thriving,  industrial  community  of  over  20,000 
population.  Surrounding  it  is  the  township  of  Butler,  which  has  a population  of 
6,000,  most  of  which  clusters  about  and  composes  the  environs  of  Butler  Borough. 
In  1900,  the  population  of  said  Borough  and  Township  was  less  than  one-half  of 
wlKit  it  is  to-day.  Tlds  boom  is  attributable  to  the  new  industries  which  have 
located  in  the  town.  The  Standard  Steel  Car  Company  has  an  extensive  plant  in 
the  southeastern  corner  of  the  Borough  extending  out  into  the  township  along  the 
creek  into  the  village  known  as  Lyndora. 

Besides  being  the  county  seat,  Butler  Borough  is  also  in  the  centre  of  a farming 
region  and  also  in  the  natural  gas  and  oil  fields. 

The  entire  settlement  stretches  along  the  Connoquenessing  Creek.  The  section 
on  the  south  side  is  the  newer  part.  Connoquenessing  Creek  rises  a few  miles  to 
the  north  in  Butler  County,  and  follows  a general  southwesterly  course,  entering 
the  Beaver  River  near  Ellwood  City,  32  miles  distant.  The  valley  of  this  creek 
in  places  is  quite  narrow  and  deep.  Throughout  Butler  Borough  it  broadens  out 
a little  but  the  slopes  are  quite  precipitous. 
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The  Borough  is  a hilly  town.  Down  this  valley  and  through  the  Borough  are  the 
tracks  of  the  Pittsburgh,  Bessemer  and  Lake  Erie  Railroad  and  the  tracks  of  the 
Baltimore  and  Ohio  Railroad.  The  West  Penn  Division  of  the  Pennsylvania  Rail- 
road has  a terminal  station  in  Butler,  and  the  Buffalo,  Rochester  and  I’ittsburgh 
Railroad  runs  its  trains  over  the  tracks  used  by  the  Baltimore  and  Ohio. 

Street  and  Railroad  Crossings. 

Following  the  course  of  the  Connoquenessing  Creek  down  through  Butler  P>orough, 
the  crossing  of  streets  and  railroads  are  as  follows; 

Millerstown  Road, 

Kittanning  Street, 

Lookout  Avenue, 

Centre  Avenue, 

South  Main  Street, 

Road  to  Lyndora. 

Millerstown  Road,  or  East  .Jefferson  Street  Extension,  sometimes  known  as 
Ivearns  Road , leads  into  Butbu-  from  the  northeast . The  crossing  is  at  grade  (in 
Butler  Township)  with  the  road  bed  of  the  Bessemer  and  I^ake  Erie. 

Five  thousand  four  hundred  feet  distant  from  the  Kearns  lioad  Crossing,  in 
the  Borough  of  Butler  is  the  crossing  at  grade  of  Kittanning  Road  on  the  Bes- 
semer and  r^ake  Erie  tracks  and  the  tracks  of  the  Baltimore  and  Ohio  Railroad. 
Thus  far  the  said  road  beds  lie  to  the  west  and  north  of  the  Counoqueuessing  Creek . 

One  thousand  feet  distant  in  the  Borough  I.ookout  Avenue  crosses  at  grade  the 
tracks  of  the  West  Penn  Division  of  the  Penn.sylvania  Railroad,  the  station  being 
located  on  this  street,  at  the  corner  of  East  .Jefferson  Street.  Thence  passing 
southerly  I.ookout  Avenue  bridges  the  creek  and  near  the  south  bank  passes  under 
the  Bessemer  and  T^ake  Idrie  tracks  and  (.>ver  the  tracks  of  the  Baltimore  and  Ohio 
Railroad,  both  of  these  railroads  lying  south  of  the  creek,  the  bridges  over  the 
stream  being  located  between  the  Ivittanning  Road  and  J^ookout  Aveniie  crossings. 
The  B.  ct  O.  roadbed  is  in  a cut  here  and  the  P.  B.  & J. . road  a high  en- 
bankment . 

One  thousand  live  hundred  feet  farther  southwesterly.  Centre  Avenue,  the  main 
thoroughfare  of  JJutler  Borough,  crosses  at  grode  the  tracks  of  both  said  railroads, 
but  the  valley  being  narrow  here  has  required  the  construction  of  the  tracks  of 
P.  B.  & L.  E.  along  the  mjrth  bank  of  the  creek  at  this  crossing  and  the  con- 
struction of  the  JL  & O.  tracks  along  the  south  bank,  the  passenger  stations  of 
these  two  companies  being  located  on  Centre  Avenue.  Both  the  higliway  bridge 
and  the  railroad  bridge  spanning  the  creek  are  sufficiently  higli  to  he  above  floods, 
but  it  would  not  do  to  lower  this  head  room  very  much. 

One  thousand  feet  down  stream  South  iMain  Street  crosses  at  grade  the  tracks 
of  said  railroads  and  necessarily  spans  the  creek,  the  railroads  being  located  on 
either  bank  of  the  stream.  The  valley  is  narrow  at  this  point  also  and  the  street 
grades  are  precipitous  here  as  at  Centre  Avenue.  Main  Street,  however,  is  not 
built  uf)  as  thoroughly  as  is  Centre  Avenue,  the  road  surface  is  unpaved  and  the 
highway  bridge  at  the  creek  is  a wooden  structure  condemned  as  unsafe. 

One  mile  westerly  at  the  extreme  end  of  the  Borough  where  the  Standard  Steel 
Car  plant  is  located,  partly  in  and  partly  outside  of  Butler,  and  the  Village  of 
T.yndora  is  located  there  is  a crossing  at  grade  of  I’ierce  Avenue  and  the  tracks 
of  said  railroads. 

Between  the  South  IMaiu  Street  Crossing  and  Pierce  Avenue  crossing,  the  tracks 
of  the  I’*ittsburgh  and  Butler  Street  Railway  are  carried  over  the  tracks  of  the 
said  railroads  at  a private  right-of-way  belonging  to  the  said  Street  Railway 
Company. 
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At  Pierce  Avenue,  the  P.  B.  & L.  E.  tracks  and  a number  of  parallel  switches 
are  located  along  the  north  bank  of  the  creek.  The  extensive  plant  of  the  Standard 
Steel  Car  Company  and  Lyndora  Village  are  also  on  this  side  of  the  stream.  The 
south  bank  of  the  Conuoquenessing  Creek  here  is  precipitous.  The  B.  & O.  tracks 
are  located  on  this  slope  and  parallel  to  and  adjoining  the  railroad  location  is  the 
main  public  highway,  known  as  the  Three  Degree  Road.  Back  of  this  road  there  is 
a real  estate  development,  which  bids  fair  to  become  quite  extensive. 

Discussion  of  a I*laii  foi*  Eliminating  tlie  Grade  Crossings. 

It  is  roughly  estimated  that  to  elevate  the  railroads,  thus  permitting  the  grades 
of  the  streets  to  remain  unaltered,  would  cost  approximately  $1,550,000,  divided 
as  follows: 


B.  & O.  R.  R.,  $650,000 

B.  & L.  E.  R.  R.,  800,000 

P.  & B.  St.  Ry.,  50,000 

Lookout  Avenue,  50,000 


$1,550,000 


To  this  estimate  should  be  added  the  cost  of  adjusting  the  industrial  tracks  and 
Standard  Steel  Car  Company’s  yards  to  the  new  gi-ade,  which  has  been  estimated 
at  a half  a million  dollars  and  also  declared  by  said  industrial  company  to  be 
undesirable  and  impracticable. 

This  plan  would  disturb  sidings  and  the  existing  railroad  facilities  to  abutting 
properties.  Furthermore,  the  project  would  have  to  be  executed  all  at  one  time 
and  the  total  cost  would  have  to  be  imposed  and  laid  upon  the  various  interests 
concerned  all  at  once.  Ijookout  Avenue  would  have  to  be  changed  in  grade  at  the 
B.  e't  O.  crossing;  there  would  be  attendant  property  damages  there  and  the  grade 
of  the  street  would  be  permanently  steeper. 

By  elevating  the  grade  of  the  streets,  permitting  the  existing  grades  of  the  rail- 
road sidings,  freight  yards  and  industrial  plants,  and  the  passenger  stations  to 
remain  unaltered,  would  cost  approximately  $520,000,  divided  as  follows: 


Kearns  Road,  

Kittanning  Road,  

Centre  Avenue,  

Main  Street,  

Pierce  Avenue,  

1050  feet  long, 

700  feet  long. 

$80,000 

80,000 

180,000 

100,000 

80,000 

$520,000 

By  this  plan  there  would  still  be  a crossing  at  grade  on  Centre  Avenue  in  order 
to  maintain  highway  traffic  to  the  passenger  stations  and  freight  yards  and  abutting 
properties  along  Centre  Avenue. 

To  eliminate  this  crossing  would  impose  an  additional  expense  for  damages  and 
new  construction  work  of  approximately  $100,000. 

The  advantages  of  this  plan  are,  first,  that  the  changes  need  not  be  undertaken 
all  at  one  time.  Centre  Avenue  viaduct  as  proposed  can  be  constructed  now,  the 
money  having  been  provided  by  vote  of  the  electors  of  the  Borough.  The  Main 
Street  crossing  can  be  abolished  at  some  later  period  when  the  citizens  of  the 
Borough  demand  it,  and  so  on.  By  this  plan  the  present  grades  of  Lookout  Avenue 
need  not  be  disturbed,  neither  the  existing  viaduct  of  the  street  Railway  Company. 
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Furthermore,  the  travel  from  south  into  the  heart  of  the  Borough  will  he 
facilitated  because  the  new  grades  of  the  highways  will  be  substantially  level 
where  they  cross  the  deep  valley  of  the  stream.  Now  the  travel  is  compelled  to 
pass  down  into  the  valley  and  thence  up  steep  grades  to  the  principal  portion  of 
the  Borough. 

The  disadvantages  relate  principally  to  the  injury  to  property  along  Centre 
Avenue  and  to  the  re-arrangement  in  the  matter  of  getting  to  and  from  the  Balti- 
more and  Ohio  freight  and  passenger  stations.  However,  these  disadvantages  would 
not  seem  to  warrant  the  expenditure  of  over  a million  dollars  additional  to  secure 
the  elevation  of  the  railroad,  and  besides,  the  protest  against  this  railroad  eleva- 
tion by  the  Standard  Steel  Car  Company  must  necessarily  be  taken  into  account. 

The  elevation  of  the  highways,  viewed  as  a comprehensive  plan,  is  a reasonable 
project,  will  confer  the  benefits  desired  at  the  least  expense  and  permit  the  cost 
to  be  assumed  and  assessed  gradually  upon  those  interests  that  must  contribute 
the  funds. 

The  Commission  has  under  consideration  the  plans  and  specifications  of  the 
viaduct,  which  have  been  approved  wit  hslight  modifications  by  the  Engineering 
Bureau. 

b — Wilkes-Baire,  Butler  Street  Viaduct. 

Extension  of  Butler  Street  over  the  Tracks  of  the  Lehigh  Valley  Railroad, 
Central  Railroad  of  New  Jersey,  Delaware  and  Hudson  Railroad  and 
Pennsylvania  Railroad  in  the  City  of  Wilkes-Barre. 

The  proposed  viaduct  will  be  1,350  feet  long.  The  city  had  laid  out  a new  high- 
way across  the  said  territory  and  railroad  tracks.  Therefore,  the  viaduct  will  not 
abolish  a lawfully  existing  grade  crossing.  However,  it  happens  that  many  citizens 
do  cross  the  tracks  at  the  point  in  question,  although  they  trespass  in  doing  so. 
Not  a few  of  these  trespassers  are  men  employed  by  the  said  interested  railroads 
or  by  corporations  subsidiary  to  the  railroads,  and  it  has  been  agreed  by  the  city 
and  the  railroad  companies  that  common  interests  dictate  that  a public  overhead 
crossing  shall  be  provided  here. 

Pennsylvania  Avenue  is  a thoroughfare.  It  is  paved  with  brick,  has  flagged 
sidewalks  and  is  lined  with  dwellings  in  the  vicinity  of  Butler  Street.  This  avenue 
parallels  the  railroad  and  is  distant  therefrom  about  400  feet.  At  Butler  Street, 
Pennsylvania  Avenue  has  a lower  elevation  than  the  said  railroad  tracks.  West 
of  Pennsylvania  Avenue  there  is  a thickly  built-up  section  of  the  city  known  as 
North  Wilkes-Barre.  East  of  the  railroad  tracks  is  the  section  known  as  East 
Wilkes-Barre.  It  contains  a population  of  about  4,000.  This  territory  will  never 
in  all  probability  be  extensively  developed  as  a residential  district  because  the 
lands  are  principally  owned  by  coal  companies  and  are  occupied  by  collieries  and 

breakers,  or  held  for  mine  operation  purposes.  However,  there  is  a large  amount 

of  through  travel  as  well  as  local  travel  between  the  said  north  and  east  sections  of 
Wilkes-Barre  and  at  present  this  travel  has  to  cross  the  railroads  either  at  Conyng- 
ham  Avenue  which  is  2,000  feet  to  the  north  where  the  crossing  is  at  grade,  or 
at  Scott  Street  which  is  about  the  same  distance  to  the  south,  where  the  highway 
passes  under  the  Lehigh  Valley  tracks  and  at  grade  across  the  Delaware  and  Hud- 
son tracks  and  the  Central  Railroad  tracks. 

From  an  examination  of  the  ground  it  will  appear  that  when  the  grade  crossings 
at  Conyngham  Avenue  and  Scott  Street  and  at  other  streets  in  Wilkes-Barre  along 
the  lines  of  the  said  railroad  are  abolished,  it  will  not  involve  a change  in  the 

elevation  of  the  railroads  at  Scott  Street  and  Conyngham  Avenue  and  hence  not  at 

the  site  of  the  proposed  viaduct  at  Butler  Street. 
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The  plans  for  the  Butler  Street  viaduct  call  for  a vertical  clearance  above  the 
tracks  of  the  railroads  of  at  least  22  feet.  In  order  to  obtain  this  height  without 
disturbing  the  existing  grade  of  Pennsylvania  Avenue,  it  is  necessary  to  have  the 
approach  on  the  Pennsylvania  Avenue  end  at  a grade  of  7.38  per  cent.  This  is  in 
excess  of  good  practice.  Eastwardly  from  the  railroads  the  roadway  of  the  viaduct 
will  have  a descending  slope  of  3.62  per  cent. 

As  previously  stated,  Pennsylvania  Avenue  is  paved  and  lined  with  residences. 
To  raise  the  elevation  of  the  avenue  sufficiently  to  reduce  the  said  grade  of  7.38 
Ijer  cent,  to  5 per  cent,  would  affect  the  present  sidewalk  and  street  grades  in 
front  of  70  dwellings  located  along  Pennsylvania  Avenue  and  on  Butler,  Thomp- 
son, John  and  Chester  streets,  which  extend  laterally  from  the  Avenue. 

It  is  estimated  that  the  viaduct  as  now  planned,  including  damages,  will  cost 
T'110,000.  The  City  does  not  wish  to  expend  over  if50,000  on  the  project.  When 
tlie  proposition  to  abolish  all  the  grade  crossings  in  the  city  was  submitted  to  the 
voters,  there  was  an  item  of  $35,000  as  the  City’s  share  for  the  Butler  Street 
over  crossing.  If  we  assiune  that  the  damages  to  the  said  70  above  properties 
would  be  at  least  $40,000  the  entire  improvement  would  cost  $150,000  of  which  the 
City  would  have  to  pay,  let  us  say,  between  $75,000  and  $100,000.  Probably  $100,000 
is  nearer  what  the  City  would  finally  pay  as  its  share  of  such  cost. 

There  is  a trolley  track  in  Pennsylvania  Avenue . The  proposed  viaduct  is  to  be 
50  feet  wide  and  is  designed  to  sustain  heavy  street  car  traffic,  should  this  ever  be 
required.  For  the  present,  however,  the  Wilkes-Barre  Railway  Company  will 
not  lay  tracks  on  the  viaduct  and  will  not  assume  any  share  of  the  expense  of  the 
bridge.  Automobiles  and  heavy  trucks  and  fire  apparatus,  however,  will  use  the 
viaduct. 

Some  cities  will  not  accept  plans  that  call  for  a street  grade  in  excess  of  5 per 
cent,  and  strive  to  obtain  gi-ades  of  less  slope.  Plere  the  City  of  Wilkes-Barre 
proposes,  of  its  own  accord,  to  establish  a steep  slope  down  on  to  a main  thorough- 
fare where  there  is  a trolley  track  running  at  right  angles  to  the  line  of  said 
steep  declivity.  The  City  Planning  Commission  has  required  the  modification  of 
the  plans,  namely  the  widening  out  of  the  approach  at  the  foot  of  the  slope  in 
either  direction  at  Pennsylvania  Avenue  so  that  vehicles  may  pass  off  the  steep 
grade  on  to  the  Avenue  in  line  with  the  traffic  on  said  Avenue.  This  is  as  far  as 
the  City  of  Wilkes-Barre  chooses  to  go  at  the  present  time.  If  the  traffic  becomes 
very  considerable  on  the  viaduct  and  public  necessity  then  demands  a lesser  grade 
than  7.38  per  cent.,  the  City  then  at  its  own  cost  and  expense,  will  take  up  the 
matter  of  reducing  the  grade  and  assume  the  cost  at  that  time. 

It  is  planned  to  pave  the  surface  of  the  roadway  on  the  steep  slope  with  some 
one  of  the  approved  modern  and  so-called  non-skidding  surface  materials.  Some 
further  minor  changes  in  the  design  of  the  structure  will  be  made  before  the  plans 
and  specifications  are  finally  submitted  for  the  approval  of  The  Public  Service 
Commission.  Special  traffic  regulation  relating  to  the  traffic  on  the  viaduct  should 
be  ordained  by  the  City  and  enforced. 

c — Homewood  Hollow  Viaduct. 

The  Pittsburgh,  Harmony,  Butler  and  New  Castle  Railway  Company  is  extend- 
ing its  lines  through  the  Borough  of  Homewood,  Beaver  County,  and  also  across  the 
highway  leading  eastward  from  Homewood  Station  to  the  river.  The  plans  call 
for  the  erection  of  a viaduct  known  as  the  Homewood  Hollow  Viaduct,  a steel 
structure  340  feet  long  comprising  five  spans,  the  shortest  one  being  30  feet,  and 
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the  longest  being  80  feet.  Near  the  top  of  the  slope  into  Homewood  Hollow  on 
one  side  of  the  viaduct  there  is  an  old  public  road,  little  used,  over  which  the  said 
viaduct  is  to  be  carried  with  a span  of  40  feet.  The  vertical  cleai-ance  between 
the  bridge  and  the  surface  of  the  road  beneath  is  to  be  1.)  feet.  The  girder  will 
rest  on  a concrete  pier  at  one  end  upon  a steel  tower  at  the  other  end,  the  road 
being  about  midway  of  the  40  foot  span. 

The  plans  were  approved  by  the  Public  Service  Commission. 


(1 — Kuliiiiool*  Viaduct. 

The  Schuylkill  Kailway  Company  was  notified  by  the  State  Railroad  Commission 
of  the  unsafe  condition  of  a trestle  carrying  the  said  electric  railway  over  the 
tracks  of  the  Philadelphia  and  Reading  Railway  in  West  IMahanoy  Township, 
Schuylkill  County.  This  was  sometime  during  the  year  1913.  Changes  were 
ordered  but  were  not  carried  out,  and  finally  in  the  spring  of  1914,  the  State 
Railroad  Commission  having  been  superseded  by  the  Public  Service  Commission, 
the  latter  notified  the  said  electric  railway  company  substantially  to  the  effect, 
that  if  progress  had  not  been  made  towards  putting  the  structure  in  safe  condition 
on  or  before  April  1st,  an  order  would  be  issued  suspending  traffic  over  the  bridge. 
In  pursuance  of  this  last  notification,  the  two  railway  companies  interested  drew 
up  an  agreement  whereby  the  said  Schuylkill  Railway  Company  in  the  recon- 
struction of  its  railway  ordered  by  the  Public  Service  Commission,  was  to 
cross  the  tracks,  right  of  way  and  property  of  the  Shenandoah  Branch  of  the 
Philadelphia  and  Reading  Railway  at  two  points,  with  a single  track  by  overhead 
bridges,  to  be  constructed  approximately  in  the  manner  shown  by  a plan,  said 
points  of  crossing  being  approximately  6,573  feet  south  of  Shenandoah  Station. 

The  plans  provided  that  the  electric  railway  shall  cross  over  the  steam  railroad 
tracks  upon  a metal  viaduct  supported  by  metal  columns  on  concrete  abutments, 
with  a head  room  of  not  less  than  23  feet  in  the  clear  at  one  point  and  not  less  than 
25  feet  at  the  other  iJoint  of  crossing,  and  that  there  shall  be  a clear  span  of  not 
less  than  46  feet  at  the  first  point  of  crossing  and  not  less  than  42  feet  at  the  other 
point  of  crossing. 

Temporary  repairs  were  made  to  the  existing  wooden  structure.  Single  truck 
cars  only  were  then  run  over  the  bridge  and  frequent  inspections  were  made  by 
agents  of  the  Company  as  a necessary  part  of  the  safe  operation  of  public  traffic 
at  this  point.  The  foundations  of  the  structure  rested  upon  insecure  ground,  made 
so  by  reason  of  coal  mining  operations.  P''reiiucnt  settlements  of  ground  occurred 
not  only  at  the  bridge  but  at  other  points  along  the  route  of  this  company's  line 
in  the  Shenandoah  Valley.  A cave-in  may  occur  at  any  moment. 

This  line  extends  down  tlie  valley  to  (firardvilh'  and  it  is  the  main  means  of  trans- 
portation to  the  citizens  of  tlie  numerous  mining  settlements  in  the  district.  To 
suspend  traffic  altogether  over  the  old  bridge  would  have  required  the  patrons  to 
descend  a flight  of  steps  to  be  built  on  the  stc'ep  hillside  from  the  trolley  tracks 
to  the  highway  below  in  the  valley  where  they  would  have  been  obliged  to  cross 
at  grade  the  tracks  of  the  Philadelphia  and  Reading  Railway  Company  ; or  a tem- 
porary bridge  for  foot  passengers  would  have  to  be  erected  over  the  said  steam  rail- 
road tracks;  thence  the  patrons  woidd  have  had  to  walk  along  the  highway  in  the 
valley  for  several  hundred  feet  and  then  climb  a flight  of  steps  to  the  roadbed  of 
the  trolley  line  at  the  other  end  of  the  viaduct.  By  the  placing  of  bracing  iron 
girders,  additional  trusses  and  replacement  of  unsound  timber,  the  bridge  was 
considered  temporarily  safe  enough  for  the  continued  operation  of  single  truck 
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cars  over  it.  The  proposed  relocation  of  the  viaduct  is  substantially  along  the 
property  line  between  the  Girard  Estate  and  the  Gilbert  Estate.  Here  is  maintained 
what  is  known  as  a barrier  pillar  not  less  than  50,  or  more  than  200  feet  wide.  In 
this  stretch  of  ground  the  removal  of  coal  is  not  permitted  and  hence  the  founda- 
tion for  the  new  structure,  if  resting  on  this  barrier  pillar,  will  be  more  secure 
than  if  it  were  placed  in  the  location  of  the  existing  bridge.  However,  the  ap- 
proaches to  the  proposed  viaduct  will  not  be  more  secure  than  the  approaches  and 
the  bridge  have  been. 

Subject  to  a few  modifications,  the  plans  for  the  viaduct  were  approved. 

e — Mahoning  Avenue  Viaduct. 

Proposed  Abolition  of  Grade  Crossings  at  and  in  the  Vicinity  of  Gard- 
ner Avenue,  City  of  New  Castle,  Lawrence  Co.,  Pa. 

About  ten  years  ago  a project  to  construct  a viaduct  for  highway  traffic  across 
the  valley  of  the  Shenango  River,  through  the  lower  part  of  the  City  of  New  Castle, 
was  considered  jointly  by  the  authorities  of  the  said  City  and  the  County  Commis- 
sioners. At  that  time  the  City,  in  contemplation  of  this  improvement  laid  out  a 
new  highway,  which  may  be  designated  as  the  Mahoning  Avenue  Extension,  and 
the  County  Commissioners  took  over  this  extension  and  legally  occupied  it,  so  I am 
informed.  However,  the  estimated  cost  of  the  viaduct  having  been  found  to  be 
in  the  neighborhood  of  $600,000.00,  the  project  of  building  the  structure  was  abon- 
doned.  It  was  revived  by  the  County  Commissioners  during  the  year  1911,  and 
plans  and  specifications  were  well  along,  so  it  is  reported,  for  a shorter  and  much 
less  expensive  viaduct — substantially  the  project  that  is  now  under  consideration 
by  the  County — when  the  flood  of  March,  1913,  occurred,  destroying  the  highway 
bridge  at  Gardner  Avenue,  which  highway  bridge  was  to  be  abandoned  and  sub- 
stituted by  the  proposed  viaduct.  This  destruction  of  the  Gardner  Avenue  Bridge 
over  which  the  traffic  from  Mahoning  Avenue  is  carried,  interjected  a new  element 
into  the  project — namely,  that  of  the  Commonwealth — since  the  Shenango  River 
at  this  point  is  a navigable  stream  and  the  Commonwealth  has  obligated  itself  to 
reconstruct  highway  bridges  that  may  be  destroyed  by  flood  on  navigable  streams 
in  Pennsylvania. 

In  pursuance  of  law  and  the  petition  of  the  Commissioners  of  Lawrence  County 
for  a bridge  across  the  Shenango  River  at  Gardner  Avenue,  the  Court  of  Common 
Pleas  of  Dauphin  County  appointed  viewers  to  examine  the  location  and  report  May 
25th,  191^.  At  a meeting  of  said  viewers  on  May  17th,  Charles  Adams,  Esq., 
represented  the  Attorney  General  of  Pennsylvania  and  Mr.  J.  V.  McNary  repre- 
sented the  State  Highway  Commission  of  Pennsylvania.  The  Commissioners  of 
Lawrence  County  were  present  with  their  Attorney,  William  McElwee,  .Ir.,  and 
their  Bridge  Engineer,  Thomas  Gilkey. 

It  was  ascertained  that  the  Gardner  Avenue  Bridge,  destroyed  by  flood  and 
high  water,  March  27th,  1913,  was  a through  3-span  Pratt  Truss,  with  inclined 
end  posts,  steel  highway  bridge,  with  a roadway  20  feet  in  the  clear  and  with 
sidewalks  6 feet  wide  on  each  side  thereof ; the  floors  of  said  roadway  and  side- 
walk being  of  plank.  The  abutments  and  piers  were  of  bridge  masonry.  The  total 
length  of  the  bridge  was  380  feet,  and  its  roadway  floor  elevated  about  13  feet  above 
the  ordinary  stage  of  water  in  the  Shenango  River . 

This  bridge  connected  the  seventh  and  eighth  wards  of  the  said  City.  It  sup- 
ported the  single  track  of  the  Mahoning  and  Shenango  Street  Railway  Company. 
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The  Viewers  found  that  the  accommodation  of  the  travelling  public  in  the  said 
locality  demands  the  rebuilding  of  the  bridge  which  was  a County  bridge,  having 
been  erected  by  the  County  Commissioners  in  pursuance  of  an  order  of  the  Court 
at  No.  3 March  Sessions,  1890,  24  years  ago,  and  was  tlie  first  bridge  built  on  said 
site.  The  Viewers  reported  that  to  rebuild  a liridge  on  that  site  at  the  same 
elevation  of  the  old  structure  to  accommodate  the  traveling  public,  would  cost 
$60,000.00. 


The  Viewers  further  found  and  reported  as  follows: 

That  about  560  feet  south  of  and  practically  parallel  with  said  Gardner 
Avenue,  by  City  Ordinance  approved  November  12,  1901,  recorded 

Ordinance  Book  5,  page  245,  the  said  City  of  New  Castle  ordained  a .50 
foot  street  calling  the  same  iMahoning  Extension.  That  at  No.  7 De- 
cember Sessions,  1901,  Common  Pleas  of  said  Lawrence  County,  will  be 
found  the  authority  to  said  Lawrence  County  to  build  a ‘bridge  from 
Moravia  Street  over  railroads  and  Shenango  River,”  with  this  final  en- 
dorsement “April  7,  1902  above  findings  of  Grand  .Jury  and  report  of 
viewers  approved  By  the  Court.’ 

That  said  50  foot  ordained  Jlahoning  Avenue  Extension  and  said  pro- 
posed bridge  over  railroads  and  Shenango  River  are  not  now  actually 
built. 

That  from  the  point  marked  A to  the  point  marked  B on  plan  of 
Gardner  Avenue  herewith,  are  nine  busy  railroad  tracks  crossing  said 
Gardner  Avenue  at  grade. 

That  said  Gardner  Avenue  is  the  main  artery  of  travel  from  the  Seventh 
Ward  of  the  said  City  of  New  Castle  to  the  rest  of  the  City  and  that  from 
five  to  ten  thousand  citizens  of  said  City  cross  stiid  Shenango  River  at 
the  location  of  said  destroyed  bridge  going  to  and  from  their  daily  work. 
That  said  Gardner  Avenue  is  the  route  of  the  local  double  tracked  street 
railway. 

That  by  reason  of  said  nine  grade  crossings,  the  public  travel  on  said 
Gardner  Avenue  of  the  grade  of  the  said  destroyed  bridge  has  become 
intolerably  dangerous  to  said  travelling  public. 

That  in  the  opinion  of  your  viewers  it  is  imperatively  necessary  for  the 
proper  accommodation  and  safety  of  the  travelling  public  that  said  de- 
stroyed bridge  be  rebuilt  at  an  elevation  sufficient  to  permit  tlie  building 
and  construction  of  over-head  crossings  over  said  railroads,  to-wit: 
the  tracks  of  the  Allegheny  and  Western  Railroad,  operated  by  the 
New  York  Central  Lines,  the  tracks  of  the  Erie  Railroad,  operated  by 
the  New  York  Central  lines,  and  the  tracks  of  the  Pittsburgh  and 
Western  Railroad,  operated  by  the  Baltimore  and  Ohio  Railroad.  See 
plan  herewith . That  the  old  bridge  was  destroyed  because  of  insufficient 
waterway  under  it. 

That  the  elevation  of  the  proposed  new  bridge  as  aforesaid,  will  in 
addition  to  above,  greatly  insure  its  safety  against  flood  and  high  water. 

That  contracts  can  and  should  be  made  by  the  Commonwealth  of  Penn, 
sylvania,  through  its  Board  of  Public  Grounds  and  Buildings,  or  other- 
wise, with  the  said  City  of  New  Castle,  the  said  County  of  Lawrence, 
and  the  several  railroad  and  street  railroads  interested,  for  the  erection 
and  construction  of  the  approaches  to  said  proposed  bridge  to  be  built 
at  the  elevation  set  out  herein.  All  the  findings  under  this  Caption  Nine 
we  so  report. 


Accordingly  the  Viewers  recommended  the  new  location  to  be  over  the  Shenango 
River  on  said  Mahoning  Avenue  Extension,  a fifty  foot  street,  ordained  as  afore- 
said, to  be  560  feet  south  of  and  down  said  Shenango  River  from  the  site  of  the 
said  destroyed  Gardner  Avenue  Bridge ; and  the  Viewers  recommended  that  in 
lieu  of  the  rebuilding  by  the  Commonwealth  of  said  destroyed  Gardner  Avenue 
Bridge,  that  a reinforced  concrete  arch  bridge,  having  a clear  waterway  of  300 
feet,  a roadway  of  30  feet,  paved  with  brick,  sidewalks  on  each  side  of  ten  feet, 
the  clear  waterway  to  consist  of  not  more  than  three  channel  arches  of  100  feet 
each,  to  be  constructed,  towards  the  exiienses  of  which  the  Commonwealth  should 
contribute  $60,000.00,  the  probable  cost  of  replacing  the  old  bridge. 

This  report  was  confirmed  by  the  Court  on  .July  9th,  1913,  and  the  bridge  was 
directed  to  be  rebuilt  by  the  Commonwealth  of  Pennsylvania , in  accordance  with 
the  recommendations  of  the  Viewers. 
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The  City  of  New  Castle,  having  a population  of  about  40,000  people  is  located 
in  the  Shenango  and  Mahoning  River  Valleys,  just  above  the  point  where  these 
streams  combine  to  form  the  Beaver  River.  Entering  the  City  from  the  extreme 
northwest  corner  is  Neshaunock  River,  which  joins  the  Shenango  River  near  the 
center  of  the  City  ; and  just  above  the  confluence  of  these  two  streams  and  lying 
between  them  is  a flat  low  area  of  land,  covering  about  650  acres,  upon  which  is 
located  a large  portion  of  the  business  and  manufacturing  interests  of  the  City. 
This  area,  as  well  as  that  lying  on  the  southeast  side  of  the  creek,  has  been 
subject  to  inundations  and  damage  by  floods  for  many  years,  and  the  problem  of 
protecting  this  area  from  further  flood  and  damage  has  been  the  subject  of  special 
study  by  the  City  since  the  flood  of  March,  1913,  and  also  by  the  State  Water 
Supply  Commission. 

The  Shenango  River  above  New  Castle  has  a drainage  area  of  approximately  840 
square  miles.  The  topography  of  its  watershed  is  generally  hilly,  but  also  con- 
tains some  flat  swampy  areas.  The  river  passes  through  the  westerly  and  central 
portions  of  the  City  of  New  Castle  and  it  is  bordered  on  the  east  bank  by  the 
Erie  Railroad,  which  to  a large  extent  has  formed  an  effective  barrier  against 
the  direct  flooding  of  the  low  portions  of  this  City,  although  the  back  water  from 
the  Shenango  River,  passing  up  and  overflowing  the  Neshannock  Creek  channel, 
has  caused  damage  several  times  in  the  past. 

The  flood  of  March,  1913,  raised  the  waters  of  the  Shenango  to  a height  never 
before  equaled  and  caused  them  to  break  through  the  Erie  Railroad  embankment 
at  a point  over  a half  mile  up  stream  above  the  Gardner  Avenue  bridge,  near 
Grand  Avenue,  and  flood  the  City. 

The  General  Assembly  of  1913,  approved  plans  of  the  Pennsylvania  Water  Supply 
Commission  for  the  construction  of  a large  reservoir  near  the  headwaters  of  the 
Shenango,  above  Greenville,  and  iirovided  an  appropriation  for  the  beginning  of 
tliis  work,  which,  when  completed,  will  reduce  the  danger  of  floods  in  the  Shenango 
Valley,  but  not  entirely  eliminate  them  at  New  Ca.stle. 

The  Gardner  Avenue  crossing  of  the  Shenango  River  is  located  a short  distance 
down  stream  from  the  confluence  of  the  Shenango  River  and  Nesliannock  Creek.  It 
is  the  main  highway  across  the  valley  in  the  lower  portion  of  the  City  and  it  is 
a part  of  the  comprehensive  State  Highway  System  of  main  routes  in  and  out  of 
New  Castle. 

The  Board  of  Commissioners  of  Public  Grounds  and  Buildings  of  the  Common- 
wealth, proceeded  according  to  law  to  appoint  an  engineer  to  draw  up  plans  and 
specifications  for  the  bridge,  his  compensation  to  be  fixed  by  the  County  of  Eaw- 
renee. 

iMr.  Emil  Swensson,  of  Pittsburgli,  was  the  engineer  selected,  and  he  prepared  a 
general  preliminary  plan  and  an  approximate  estimated  cost  thereof.  In  the  matter 
of  building  the  new  bridge  and  viaduct  at  the  Mahoning  Avenue  Extension,  in  lieu 
of  the  site  at  the  old  Gardner  Avenue  Bridge,  the  County  of  Lawrence,  the  City 
of  New  Castle,  the  Youngstown  Street  Railway  Company,  the  Buffalo,  Rochester 
and  Pittsburgh  Railway  Company,  the  Erie  Railroad  Company,  the  Pittsburgh 
and  Lake  Erie  Railroad  Company,  the  Baltimore  and  Ohio  Railroad  Company, 
and  the  State  of  Pennsylvania  are  proportionately  interested  and  an  effort  has  been 
made  by  Mr.  Swensson  to  have  said  general  plan  approved  by  each  and  every 
one  of  the  parties  interested,  before  contract  plans  and  specifications  can  be  pro- 
ceeded with. 

This  was  substantially  the  situation  at  the  close  of  the  fiscal  year. 
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A-6.  GRADE  CROSSINGS  IN  THE  CITY  OF  READING. 

In  regard  to  the  abolition  of  crossings  at  grade  of  the  liighways  and  tracks  of 
the  Philadelphia  and  Reading  Railway  in  the  City  of  Reading,  conferences  were 
had  by  the  engineer  of  the  Commission  with  his  honor,  Ira  W.  Stratton,  the  IMayor, 
and  other  city  officials  having  such  matter  in  charge.  These  officials  have  done 
nothing  in  the  way  towards  the  preparation  of  i)racticable  plans  for  the  abolition 
of  the  said  grade  crossings.  It  is  true  that  much  correspondence  has  ensued 
between  the  City  and  the  railway  company  officials,  but  no  encouragement  has  been 
received  by  the  City  from  the  said  company  in  the  matter  of  eliminating  said 
grade  crossings. 

It  was  the  hope  of  the  Mayor  and  city  councils  that  the  Public  Service  Com- 
mission would  initiate  the  surveys  and  make  the  plans  for  the  said  elimination. 
However,  it  was  deemed  impracticable  by  the  Commission  thus  early  in  its  history, 
and  with  the  small  force  in  its  employ  and  at  its  command,  owing  to  limited  funds, 
to  inaugurate  the  policy  of  initiative  and  preparation  of  detail  plans  for  big  projects 
of  this  kind.  This  determination  by  the  Commission  was  a disappointment  to  the 
City  of  Reading.  However,  the  Commission  did  inform  the  Mayor  that  it  would 
act  upon  such  plans  as  might  be  prepared  either  by  one  or  both  of  the  parties  in- 
terested in  Reading. 

The  result  of  the  conference  of  the  engineer  of  tlie  Commission  with  the  said  city 
officials  was  to  bring  out  the  fact  that  the  city  would,  if  found  absolutely  necessary, 
employ  a competent  expert  engineer,  skilled  in  these  matters,  to  study  the  problem 
and  to  prepare  plans  for  the  elimination  of  the  grade  crossings  at  Penn  Street  and 
at  Franklin  Street  and  at  such  other  streets  along  the  main  line  of  the  Reading 
Railway  as  would  necessarily  be  involved  in  the  project.  However,  it  was  the 
unanimous  opinion  of  the  city  council  that  tlie  engineeriug  ought  to  be  initiated  by 
the  Railway  Coinp-niy,  more  especially  since  the  problem  involves  changes  in  the 
Franklin  Street  Passenger  Station  and  probably  at  the  Union  Station  and  the 
Union  Yards.  It  seemed  to  the  City  that  n.o  matter  how  competent  an  engineer  it 
might  employ,  no  jdans  could  be  evolved  that  would  be  as  satisfactory  to  the  Rail- 
way Com])any  .as  those  plans  that  might  be  prepared  by  the  Railway  Engineering 
Department.  In  consequence,  the  Jlayor  requested  that  the  Public  Service  Com- 
mission endeavor  to  prevail  upon  the  Railway  Company  to  undertake  the  prepara- 
tion of  the  pl.ans  either  atone  or  in  conjunction  with  the  city,  and  that  the  work 
should  be  largely  done  by  the  railway  engineers. 

It  appearing  evident  that  much  time  and  durdic.ation  of  work  could  he  sav<>d 
in  the  preparation  of  the  plans  if  the  work  be  done  by  the  Engineering  Depart- 
ment of  the  Railway  Company,  a conference  was  had  between  the  engineer  of  the 
Company  and  the  engineer  of  the  Coinmis.sion.  The  outcome  was  exhibition  of  an 
evasive  attitude  on  the  part  of  the  Company  to  take  up  the  problem  at  the  present 
time. 

The  Mayor  is  reported  to  have  appointed  the  city  engineer  and  the  engineer  of 
the  water  works  to  prepare  plans  and  estimate  of  cost  for  the  City,  but  at  the 
expiration  of  the  fiscal  year  no  funds  or  adequate  amounts  of  money  had  been 
provided  for  the  prosecution  of  this  work . 

A-7.  WILKES-BARRE  CONNECTING  RAILROAD. 

Abolition  of  certain  gr-wle  crossings  in  Wilkes  P-irre  and  vicinity  by 
the  construction  of  a connecting  railroad  around  the  City. 

neiiei’al  Coiiditioiis. 

The  City  of  Wilkes-Barre-  is  located  along  the  ea'st  bank  of  the  Susquehanna 
River,  partly  on  a level  plateau  a considerable  portion  of  which,  in  the  section 
known  as  South  Wilkes-Barre,  is  subject  to  annual  inundation, — a fact  of  relevance 
in  this  case, — and  partly  back  on  the  hillsides  which  rise  steadily  to  the  summit 
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of  the  Wilkes-Barre  Mountain.  Opposite  Wilkes-Barre  are  extensive  flats  about 
a mile  and  a half  wide  which  are  also  largely  subject  to  inundation  during  extra- 
ordinary floods.  In  spite  of  this  the  land  has  become  extensively  occupied  by 
dwellings  and  here  may  be  found  the  Boroughs  of  Bdwardsville,  Dorranceton  and 
Forty-fort. 

On  the  north,  Wilkes-Barre  is  bounded  by  Mill  Creek,  the  Township  of  Plains 
and  the  Borough  of  Parsons  and  Miners  Mills. 

In  the  City,  back  from  the  river  where  the  flats  end,  may  be  found  the  tracks 
of  the  Pennsylvania  Railroad,  the  Lehigh  Valley  Railroad,  the  Central  Railroad 
of  New  Jersey  and  the  Delaware  and  Hudson  Railroad,  all  side  by  side.  In  the 
outskirts  of  the  City,  these  railroads  branch  in  various  directions. 

Excluding  that  section  of  South  Wilkes-Barre  where  the  connecting  line  is  being 
built  and  the  extreme  eastern  portion  of  Wilkes-Barre  where  there  are  two  or  three 
crossings  which  have  no  relevance  to  the  matter  in  hand,  there  are  in  the  City 
27  streets  which  are  crossed  by  steam  railroads.  Such  crossings  at  grade  number 
in  all  44  and  such  crossings  either  over  or  under  the  railroad  tracks  number  7. 
In  the  following  table  the  names  of  these  streets  and  the  number  and  class  of 
crossing  are  given: 


Crossings  of  Steam  Railroads  and  Highwa.ys  in  the  Central  Part  of 

Wilkes-Barre. 


Highway. 

At  grade. 

Street  over  or  under 
railroad. 

Total. 

1 

1 

1 

1 

1 

] 

2 

2 

5 

5 

1 

1 

1 

1 

2 

2 

1 

1 

2 

2 

3 

3 

2 

2 

1 

1 

3 

3 

3 

3 

1 

3 

4 

3 

3 

1 

1 

Hill  ^Street  . / 

1 

1 

2 

2 

1 

1 

1 

1 

1 

1 

3 

3 

1 

1 

1 

1 

2 

1 

1 

2 

44 

7 

51 

The  streets  in  the  table  are  named  in  order  in  passing  through  the  City  from 
the  south  to  the  north. 

In  addition  there  are  four  points  in  the  city  where  a railroad  crosses  a railroad 
at  grade.  This  makes  a grand  total  of  55  railroad  crossings. 
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Suuimaiy. 

Grade  crossings — 

Highways  and  steam  railroads,  ^ 

Railroads  and  railroads,  ^ 

48 

Crossings  over  or  under  railroads — 

Highways  over  railroads 6 

Highways  under  railroads,  1 

7 


Grand  total. 


In  several  of  the  highways  there  are  street  railway  tracks  which  cross  the  rail- 
road. There  are  also  numerous  switches  into  industrial  plants.  The  Pennsyl- 
vania Railroad  and  the  D.  & H.  Railroad  have  respectively  8 and  9 street  grade 
crossings.  The  Central  Railroad  and  the  Lehigh  Railroad  have,  respectively,  12 
and  15  street  grade  crossings.  Each  of  these  railroads  maintains  a crossing  at 
grade  of  another  railroad.  The  number  and  kind  of  crossings  of  these  four  rail- 
roads in  the  section  of  the  City  under  discussion  are  shown  in  the  following  tabular 
statement: 


Classitiactioii  of  Railroad  Crossings. 


Railroad  Company. 

Street  Crossings. 

Across  Railroad 
by  R.  R. 

At  grade. 

Street  over. 

i 

street  under. 

Total  street 
crossings.  ^ 

cj 

< 

1 

Total  R.  R. 
Across  R.  R. 

Penna 

8 

1 

0 

0 

1 

1 

D.  & H.,  

9 

0 

0 

9 

1 

1 

Central,  

12 

2 

14 

1 

1 

Lehigh,  

15 

3 

1 

19 

1 

1 

Totals,  

44 

6 

1 

51 

4 

4 

The  City  endeavored  to  bring  about  an  abolition  of  these  crossings.  A compre- 
hensive plan  was  agreed  upon  by  the  parties  in  interest.  The  project  involved  an 
estimated  cost  of  $3,000,000,  of  which  the  City  was  to  pay  $900,000.  This  proposition 
was  submitted  to  the  voters  of  the  City  early  in  the  year  1912  and  was  defeated. 

The  Pennsylvania  Company  and  the  D.  & H Company  then  entered  into  a work- 
ing agreement  which  brought  about  the  incorporation  of  the  Wilkes-Barre  Con- 
necting Railroad  Company  under  the  laws  of  Pennsylvania.  This  was  in  Novem- 
ber, 1912.  The  principal  reasons  for  this  action  was  to  avoid  the  charges  paid  by 
these  two  railroad  companies  to  the  Lehigh  Valley  Company  for  transference  of 
traffie  between  the  two  over  the  Lehigh’s  tracks. 

The  Pennsylvania  Railroad  enters  Wilkes-Barre  from  the  south  and  ends  in  the 
center  of  the  City.  The  D.  & H.  Railroad  tracks  enter  from  the  north  and  end  in 
the  center  of  the  City.  There  is  a space  intervening  between  these  two  ends  in 
the  center  of  the  City  that  is  traversed  by  the  Lehigh  Valley  tracks.  The  D.  & H. 
has  a branch  line  from  Plymouth  which  enters  South  Wilkes-Barre,  and  terminates 
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in  a connection  with  the  Pennsylvania  and  the  Lehigh  tracks.  The  only  way 
that  the  cars  of  the  D.  & H.  and  Pennsylvania  Lines  can  pass  northerly  to  the 
other  tracks  of  the  D.  & H.  in  Wilkes-Barre,  or  vise  versa,  is  by  use  of  the  tracks 
of  the  Lehigh  Valley  Railroad  (or  the  Central)  traversing  the  narrow  zone  in  the 
centre  of  the  City.  It  is  stated  that  this  transference  amounts  to  many  train 
movements  each  24  hours  and  that  the  annual  charges  amount  to  a sum  sufficient 
to  warrant  the  cost  of  the  building  of  the  proposed  connecting  line  around  the  city 
between  the  tracks  of  the  Pennsylvania  and  the  D.  & H.  on  the  south  and  the 
main  line  of  the  D.  & H.  to  the  north  of  the  City  in  Plains  Township.  Further- 
more, the  avoidance  of  great  delay  in  train  movements  through  the  City,  due  to 
switching  and  hold-ups  at  grade  crossings  has  been  an  important  consideration. 
By  means  of  the  new  connecting  line  around  the  City  instead  of  train  movements 
comprising  a few  cars  per  movement,  the  traffic  will  be  composed  of  heavy  slow 
moving  trains  of  many  cars,  thus  shortening  the  time  of  transit  and  reducing  the 
cost  of  operation. 

It  will  be  possible  in  the  future  to  send  through  Lehigh  freight  trains  around  the 
city  over  the  proposed  connecting  line  if  this  were  found  to  be  desirable. 

It  is  not  contemplated  by  the  railroads  to  give  up  any  of  their  holdings  in  the 
city,  or  to  abandon  the  use  of  their  lines  and  track  facilities  to  industrial  plants; 
but  the  improvement  will  relieve  the  congestion  of  traffic  due  to  the  haulage  of 
freight  through  the  City,  and  to  this  extent,  materially  reduce  the  existing  delay 
to  the  street  traffic,  at  the  highway  crossings  hereinbefore  mentioned. 

rtoposed  Wilkes-Baire  Connecting  Eailroad. 

This  road  is  to  be  7 miles  long.  It  is  to  begin  at  a point  of  connection  with 
the  Northern  Coal  and  Iron  Company’s  railroad  (understood  to  be  a subsiduary 
of  the  D.  & H.)  at  or  near  Hudson  Station  on  the  D.  & H.  Railroad  in  Plains 
Township,  thence  westerly  through  Plains  Township,  Miners  Mills  Borougli,  and 
in  said  township,  passing  by  and  near  Parsons  Borough  and  the  City  of  Wilkes- 
Barre  to  the  Susquehanna  River,  near  the  mouth  of  Mill  Creek;  thence  across  the 
said  river  and  southerly  along  the  flats  through  the  Boroughs  of  Dorranceton  and 
Edwardsville  to  the  Susquehanna  River ; and  tiTence  across  said  river  and  through 
a new  developed  section  of  Wilkes-Barre,  commonly  termed  South  Wilkes-Barre, 
to  Hanover  Township;  and  thence  continuing  southerly  in  said  township  to  a con- 
nection with  the  Sunbury  Division  of  the  Pennsylvania  at  Buttonwood  in  said  town- 
ship. 

The  said  connecting  railroad  is  planned  to  pass  over  16  highways,  over  4 steam 
railroads,  over  1 express  electric  railway,  over  2 farm  lands.  It  is  also  planned  to 
cross  at  grade  4 highways  and  1 steam  railroad,  and  by  the  plan,  1 street  grade 
crossing  will  be  abolished,  making  a total  of  5 grade  crossings  proposed  and  23 
overhead  crossings. 

At  Hudson  the  facilities  of  the  Northern  Coal  and  Iron  Company  yards  will  be 
utilized  for  storage  purposes. 

Over  the  Susquehanna  River  at  the  south  of  Mill  Creek  the  existing  bridge  and 
tracks,  for  some  distance  on  either  side,  of  the  Wilkes-Barre  and  Eastern  Railroad 
Company  will  be  utilized,  enlarged  and  improved.  The  said  Wilkes-Barre  and 
Eastern  Railroad  was  constructed  many  years  ago.  A passenger  station  was  built 
on  the  flats  at  Market  Street  in  Dorranceton,  opposite  the  City  and  on  the  west 
bank  of  the  river.  From  this  point  the  road  was  built  on  an  embankment  northerly 
to  the  river  and  thence  over  the  river  and  through  Plains  Township  easterly  for  a 
number  of  miles.  For  a number  of  years  past,  that  portion  of  the  road  from 
Plains  village  back  of  Miners  Mills  Borough  easterly  has  been  the  only  part  of 
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the  railroad  that  has  been  operated.  The  Wilkes-Barre  Couneeting  llailroad  Com- 
pany has  secured  certain  rights  and  will  double  track  the  bridge  over  the  river  for 
its  own  purposes  and  the  use  of  the  said  Wilkes-Barre  and  Eastern  Company ; and 
will  also  provide  an  additional  track  for  the  Delaware,  Leckawanna  and  Western 
Railroad  Company  that  has  a prior  right  and  is  constructing  a narrow  gauge  mine 
track  extending  from  the  “Peach  Orchard”  Colliery  near  Parsons  to  the  Pettibone 
Beraker  in  Dorranceton  Borough  to  the  north. 

The  Wilkes-Barre  Connecting  Railroad  Company  will  also  widen  the  existing 
bridge  of  the  Wilkes-Barre  and  Eastern  Railroad  over  the  tracks  of  the  Lacka- 
wanna and  Wyoming  Valley  Railroad  (Laurel  Line)  and  the  Harveys  Lake  Branch 
of  the  Lehigh  Valley  Railroad,  and  the  existing  bridge  of  the  said  Wilkes-Barre  and 
Eastern  Railroad  over  North  River  Street,  and  the  existing  bridge  under  said 
Wilkes-Barre  and  Eastern  Railroad  over  the  tracks  of  the  Lehigh  Valley  Railroad 
and  the  Central  Railroad  of  New  Jersey  so  as  to  carry  two  standard  gage  tracks 
and  one  narrow  gauge  track,  all  as  agreed  upon  by  the  parties  mentioned.  It  is  repre- 
sented that  the  Wilkes-Barre  Connecting  Railroad  Company  will  maintain  the 
bridges  and  facilities  provided  by  it  and  used  by  the  said  Wilkes-Barre  and  Eastern 
and  the  said  D.  L.  & W.  Railroad  Companies. 

In  Hanover  Township  and  South  Wilkes-Barre,  the  existing  track  and  bridges 
and  facilities  of  the  Northern  Coal  and  Iron  Company  will  be  utilized.  Said 
Northern  Coal  and  Iron  Company  (hereinafter  referred  to  as  the  Plymouth  Branch 
of  the  D.  & H.)  operates  a coal  railroad  from  Plymouth  Borough  or  Larksville 
Borough  west  of  South  Wilkes-Barre  on  the  opposite  bank  of  the  Susquehanna 
River,  southerly  over  the  river  and  across  certain  highways  in  Wilkes-Barre  to  a 
connection  with  the  Lehigh  Valley  Railroad.  About  8 years  ago,  what  is  known 
as  the  Buttonwood  Branch  of  the  said  Northern  Coal  and  Iron  Company  (herein- 
after referred  to  as  the  Buttonwood  Branch  of  the  Delaware  and  Hudson  Railroad) 
was  constructed  from  a point  of  connection  with  the  Sunbury  Division  of  the  Penn- 
sylvania Railroad  at  Buttonwood  in  Hanover  Township,  northerly  for  a distance 
of  over  a mile  in  said  township,  crossing  at  grade  the  Plymouth  Ferry  Road  and 
being  carried  over  Carey  Avenue  and  also  a farm  lane  in  said  township,  to  the 
City  of  Wilkes-Barre  line  ; thence  it  continued  northerly  in  said  City  a distance  of 
three-fifths  of  a mile  to  and  connected  with  the  Plymouth  Branch  of  the  D.  & H., 
being  carried  over  the  following  streets  by  through  plate  girder  bridges  built  for 
double  track.  The  overhead  bridge  at  Carey  Avenue  is  also  double  tracked. 


Tabular  KStateiuent  as  to  Existing  f^treet  Crossings. 


street  crossing. 

Vert,  clearance  bet. 
St.  surface  & bot- 
tom of  bridge  above. 

Street  span. 

Proposed  Alterations. 

At  Grade 

14.5  ft. 

13.0  ft. 

12.0  ft. 

12.0  ft. 

13.0  ft. 

16.0  ft. 
16.0  ft. 

None. 

None. 

None. 

None. 

None. 

None. 

Bridge  to  be  raised  2.5  ft. 
Bridge  to  be  raised  5 ft. 

Carey  Avenue,  

Bridge  column  in  street 

Simpson  St 

Columns  in  street  gutter. 

Willow  St.,  

Oak  Street 

Lawrence  St 

Clear  span.  

Horton  St 

Dagabert  St 

Clear  span 
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Between  Dagabert  Street  and  the  said  Plymouth  Branch  there  now  exists  whai 
is  called  an  overflow  bridge.  It  is  a steel  deck  girder  structure  wide  enough  for 
two  tracks  and  being  supported  on  masonry  piers,  four  in  number,  between  the 
abutments.  The  land  is  low  here  and  during  flood  times  a very  considerable  body 
of  water  passes  over  the  surface  of  the  ground  southwesterly  towards  the  river 
from  a point  further  up  the  valley.  If  the  openings  were  not  provided,  the  flood 
waters  would  pond  up  and  do  more  damage  than  now.  This  structure  is  to  be  wid- 
ened and  raised  from  5 to  10  feet  in  height  and  will  be  carried  over  the  Gatlin 
Farm  lane,  that  is  to  say,  the  tracks  extending  beyond  this  overflow  bridge  will 
be  carried  over  the  lane  and  be  connected  to  the  proposed  new  construction  to  be 
built  by  the  Wilkes-Barre  Connecting  Railroad. 

These  facilities  of  the  Buttonwood  Branch  of  the  D.  & H.  Railroad  have  been 
acquired  and  will  form  a part  of  the  Wilkes-Barre  Connecting  Railroad.  This  was 
done  prior  to  the  creation  of  the  Public  Service  Commission,  so  it  is  represented. 

The  new  construction  work  proposed  by  the  Wilkes-Barre  Connecting  Railroad 
Company  is  to  comprise  the  double  tracking  of  the  existing  Buttonwood  Branch 
and  the  elevation  of  the  grades  thereof  approaching  the  tracks  of  the  said  Plymouth 
Branch  in  order  that  the  said  connecting  railroad  shall  pass  over  the  existing  tracks 
of  the  said  Plymouth  Branch  at  the  point  where  these  two  lines  intersect  at 
right  angles.  The  clearance  here  is  to  be  18  feet  only  in  height.  The  horizontal 
clearance  between  abutments  is  to  be  57  feet,  which  provides  for  the  three  existing 
parallel  tracks  of  the  Plymouth  Branch  and  one  additional  track.  The  plan  filed 
by  the  petitioner  shows  the  vertical  distance  between  the  top  of  the  rail  and  the 
bottom  of  the  main  girder  above  of  17  feet  11  inches.  The  petitioner’s  written  state- 
ment is  as  follows 

“The  said  Northern  Coal  and  Iron  Company  has  consented  that  the 
crossing  may  be  made  as  proposed  and  is  satisfied  with  the  plans  as  sub- 
mitted.’’ 

It  is  good  practice  to  have  a vertical  head  room  of  22  feet.  There  are  quite  a 
number  of  18  foot  clearances  in  existence.  As  the  Plymouth  Branch  is  not  much 
more  than  a switch  to  the  coal  breakers  across  the  river,  and  as  the  expense  involved 
of  increasing  the  proposed  clearance  would  be  very  considerable,  it  is  believed  by 
both  railroads  concerned  that  the  proposed  plans  are  absolutely  the  most  prac- 
ticable, so  it  is  presented  by  the  petitioner.  The  railroad  crossed  has  not  objected 
but  there  is  no  copy  of  the  agreement  between  the  two  companies  on  file  in  the 
Commission’s  office. 

Bearing  in  mind  that  coal  cars  are  not  as  high  as  box  cars  that  are  used  on 
general  traffic  lines,  it  would  appear  that  the  contention  of  the  petitioner  relative 
to  the  head  room  at  this  particular  crossing  be  reasonably  sustained,  and  more 
especially  since  this  point  of  crossing  is  the  summit  of  the  grades  in  either  direction 
of  the  proposed  connecting  railroad. 

The  height  of  the  proposed  bridge  over  the  Susquehanna  River  and  its  design 
has  been  determined  by  consideration  of  a waterway  beneath  and  clearance  over  the 
highways  on  the  flats  in  Dorranceton.  This  bridge  is  to  be  located  where  the 
main  stream  formerly  consisted  of  two  channels,  separated  by  Fish  Island.  The 
North  Channel  is  completely  filled  with  culm  and  silt  and  at  its  upstream  end 
was  at  one  time  blocked  off  with  jetty,  erected  by  the  U.  S.  Government  to  main- 
tain navigation.  The  bridge  is  to  have  7 spans,  the  north  abutment  and  3 spans 
being  over  a portion  of  Fish  Island,  which  is  to  be  excavated.  The  channel  north 
of  the  island  will  be  crossed  by  fill.  At  present  this  channel  only  carries  water  at 
normal  flood.  There  are  to  be  7 through  truss  spans,  each  173  feet  in  length  to  sup- 
port the  tracks  over  the  road  along  the  bank  of  the  river,  which  road  is  known 
as  the  Riverside  Boulevard. 
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The  tops  of  the  piers  are  to  be  elevation  539  and  the  under  clearance  line  of  the 
steel  work  at  elevation  542.  The  maximum  flood  elevation  at  this  point  is  538.  The 
normal  surface  of  the  water  is  elevation  505  and  the  bed  of  the  river  at  the  deepest 
section  is  approximately  497.  So  it  may  be  noted  that  the  tops  of  the  piers  are 
located  one  foot  above  maximum  flood  height,  and  the  under  clearance  of  the  bridge 
is  four  feet  above  this  height  and  37  feet  above  normal  water  elevation  and  45  feet 
above  the  bed  of  the  stream. 

The  normal  width  of  the  south  channel  of  the  river  here  is  750  feet  and  the 
entire  length  of  the  proposed  grade  from  the  north  abutment  to  the  south  river 
bank  is  1211  feet,  so  that  approximately  460  feet  of  Fish  I.sland  are  to  spanned  by 
the  bridge.  As  before  stated,  it  is  proposed  to  excavate  the  island  from  the  river 
edge  on  the  north  bank  to  the  north  abutment,  the  material  amounting  to  about 
one  million  cubic  yards  of  culm,  gravel,  sand  and  clay  to  be  used  in  making  the 
embankment  to  support  the  railroad  across  the  flats  and  north  of  the  north  abut- 
ment of  the  bridge.  This  excavating  of  the  island  will  increase  the  width  of  the 
river  at  this  point  to  an  average  of  1,200  feet. 

The  State  Water  Supply  Commission  has  approved  this  structure  with  the 
stipulation: 

1.  That  the  material  excavated  from  abutment  and  pier  foundations  be  de- 
posited at  points  to  be  approved  by  the  Commission. 

2.  That  in  case  navigation  is  improved  on  this  river  by  State  or  Federal  au- 
thorities, the  applicants  agree  to  install  a draw  span  in  this  bridge  at  their  own 
expense,  if  required. 

3.  That  all  false  work  piling,  used  in  the  construction  of  the  superstructure 
or  piers  or  abutments,  be  removed  from  the  river  when  the  work  is  completed. 

In  South  Wilkes-Barre,  between  the  railroad  bridge  and  the  crossing  over  the 
Plymouth  Branch  of  the  D.  & H.,  the  proposed  conecting  line  will  cross  by  over- 
head bridges  the  following  streets.  Marlborough,  Amherst,  Maffet  and  Miner. 
Also  Riverside  Boulevard,  hereinbefore  referred  to.  The  crossing  of  Academy  and 
Birch  Streets  will  be  avoided  by  extending  Pickering  Street  parallel  to  the  railroad 
to  intersect  the  two. 

With  respect  to  the  streets  and  matters  of  drainage  flood  protection,  etc.,  the 
City  of  Wilkes-Barre,  the  land  owners  and  the  railroad  company  are  now  con- 
ferring, and  it  is  probable  that  one  or  all  of  these  4 proposed  crossings  may  be 
entirely  abandoned  by  substituting  a fill  over  them  and  the  construction  of  a flood 
dyke  along  the  south  bank  of  the  river.  To  this  end  an  agreement  in  writing  is  now 
being  considered  and  if  signed,  a copy  will  be  presented  to  the  Commission,  and 
the  petitioners  will  ask  for  a modification  of  the  plan  to  conform  to  the  provisions 
of  the  agreement. 

The  railroad  embankment  through  the  flats  in  Edwardsville  and  Dorranceton  is 
being  surface  lined  to  above  the  flood  level  with  concrete  slabs.  At  Northampton 
and  Pierce  Streets  clear  span  bridges  are  provided  with  head  rooms  of  17  and  20 
feet  respectively.  At  Market  Street  the  vertical  clearance  is  14  feet  10  inches  only, 
between  the  under  side  of  the  plate  girder  and  the  street  car  rails,  all  local  parties 
in  interest  having  agreed  to  this  height. 

Relative  to  the  Wilkes-Barre  and  Eastern  Railroad  bridge  over  the  river  at  the 
mouth  of  Mill  Creek,  which  is  to  be  improved  and  used  as  a part  of  the  proposed 
connecting  line,  this  bridge  at  present  consists  of  six  spans  over  the  river  proper 
and  a crossing  over  the  Lehigh  Valley  Branch  Line  standard  gauge  and  a mine 
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track  narrow  gauge  and  over  the  two  tracks  of  the  lauirel  Electric  Railway.  The 
latter  are  located  on  an  embankment  along  the  east  bank  of  the  river;  vertical  head 
room  16  feet  plus.  The  said  Lehigh  tracks  are  parallel  to  the  Laurel  Line  but 
located  in  a depression  with  a vertical  clearance  of  32  feet.  The  span  across  the 
Laurel  Line  is  35  feet  and  across  the  Lehigh  tracks  65  feet  with  an  intervening  con- 
necting span  of  17.5  feet.  The  rails  will  be  raised  1.31  feet  above  the  present 
level  and  new  plate  girders  will  be  placed  on  the  existing  piers  and  abutments, 
this  being  made  necessary  on  account  of  the  heavier  trains  and  traffic  proposed  for 
the  said  connecting  railroad. 

The  clearance  line  of  the  bridge  over  the  river  on  the  Wilkes-Barre  side  is 
elevation  352,  or  11.2  feet  above  high  watermark.  The  grade  descends  so  that  at 
the  west  abutment  on  the  other  side  of  the  river  the  clearance  elevation  is  549  or  8.2 
feet  above  maximum  flood. 

In  utilizing  this  structure,  the  applicant  proposed  adding  5 short  deck  girded 
spans,  3 of  which  were  to  be  60  feet  centre  to  centre  of  piers,  and  the  other  two  75 
feet  each  ; these  additional  spans  to  be  on  the  Dorranceton  flats  beyond  the  west 
end  of  the  present  bridge,  they  being  provided  to  afford  a passage  way  for  flood 
waters.  The  plan  provided  that  the  approach  to  this  bridge  with  the  additional 
spans  should  be  on  fill  45  feet  high  with  side  slopes  1.5  to  1,  the  fill  being  on  a 
4°  curve.  The  additional  spans  proposed  would  have  afforded  an  increased  water- 
way area  of  2,210  square  feet  below  the  maximum  flood  line,  making  a total  of  30,271 
square  feet  under  the  bridge  as  proposed  to  be  altered.  The  following  information 
was  furnished  by  the  applicant: 


Comparative  Statement  of  Flood  Areas  of  Susquehanna  River 
Bridges,  Overflow  Bridges,  Etc.,  in  tlie  Vicinity  of  Wilkes-Barre, 
Pa.,  Below  High  Water,  1902  Flood. 


_ a -ij 


Ooing  Down  Stream  in  Regular  Order. 


Clear  Opening. 

Degree  of  skew. 

liiver  bridge. 

Overflow  Br.  No.  1. 

Overflow  Br.  No.  2. 

Total. 

70 

30,000 

28,0S1 

30,800 

30,271 

80 

2,210 

4,023 

75 

24,306 

3,182 

31,411 

Slight 

22,520 

1,200 

400 

24,120 

60 

37,400 

960 

38,36© 

Slight 

28,135 

5, 255 

2,360 

30,750 

65 

28,067 

8,094 

36,151 

L.  V.  E.  R.  bridge,  Port  Bowkley, 

W.  B.  & E.  R.  R.,  bridge 

Pierce  Street 

Market  Street 

W.  B.  C.  E.  R.,  bridge,  

D.  & H.  Co.,  Plymouth  Branch,  .. 
D.  L.  & W.  R.  R.,  bridge,  


It  will  be  seen  that  the  smallest  bridge  opening  is  at  Market  Street  and  that  the 
next  smallest,  after  adding  the  five  additional  spans,  is  the  said  existing  bridge 
over  the  river  at  the  mouth  of  Mill  Creek.  Past  floods  have  clearly  demonstrated 
that  the  Market  Street  bridge  is  insufficient.  There  is  a project  on  foot  to  elevate 
Market  Street  across  the  flats  and  to  build  a new  structure  over  the  river. 
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The  State  Water  Supply  Commission  approved  the  plans  for  the  proposed  alter- 
ations but  required  8 spans  to  be  built  in  addition  to  the  existing  bridge.  The 
stipulations  were  as  follows: 

1.  The  Wilkes-Barre  and  Eastern  Ilailroad  bridge  to  be  extended 
westwardly  8 spans,  consisting  of  three  60  foot  and  five  75  foot  plate  girder 
spans,  with  a clearance  to  correspond  with  the  sub-grade  shown. 

2.  The  material  excavated  from  the  foundations  for  that  abutments 
and  piers  to  be  used  in  constructing  tlie  proposed  fill  and  all  false-work 
and  coll'er  dams  to  be  removed,  where  they  lie  below  the  flood  elevation. 

3.  In  case  of  the  improvement  of  navigation  in  this  stream,  by  State 
or  Federal  government,  the  applicant  agrees  to  install  a draw  span,  or 
make  any  other  required  change  in  the  structure  t(j  facilitate  naviga- 
tion . 

4.  The  slopes  of  the  proposed  fill  to  he  protected  by  rip  rap  up  to 
maximum  flood  elevation. 

A project  is  being  taken  under  advisement  by  the  State  Water  Supply  Com- 
mission, the  Federal  Government  and  the  municipalities  interested  for  the  con- 
struction of  a dyke  along  the  west  side  of  the  Susquehanna  River  through  the 
Boroughs  of  Forty-fort,  Dorranceton  and  Edwardsville,  in  order  to  prevent  the 
direct  overflow  of  the  river,  wliich  now  takes  place  over  the  flats,  immediately 
below  the  west  abutment  of  the  Ijohigh  Valley  Railroad,  Port  Bowkley  bridge  in 
Forty-fort.  This  dyke,  if  built,  will  pass  southerly  to  the  west  abutment  of  the 
proposed  new  bridge  of  the  connecting  railroad  and  thence  southerly  along  the 
river  to  the  north  abutment  of  the  proposed  connecting  railroad  bridge  at  Fish 
Island.  Such  a dyke  will  eliminate  the  velocity  when  the  floods  inundate  the 
fields,  so  that  their  submergence  thereafter  will  be  by  back  water  only  coining 
up  from  Fish  Island.  The  depth  of  the  submergence  at  the  upper  end  of  the 
plant  would  then  be  four  or  five  feet  less  than  at  present. 

With  respect  to  the  proposed  overhead  crossings  at  H and  I (reference  to  the  paper 
book  and  accompanying  plans) , there  is  nothing  to  offer  of  special  interest  except 
that  the  head  room  over  River  Street  will  be  increased  15.75  feet.  Over  the  main 
line  of  the  Lehigh  Valley  there  will  be  approximately  30  feet  clearance  and  over 
25  foot  head  room  above  the  main  track  of  the  Central  Railroad  of  New  Jersey. 
Above  the  three  mine  tracks  of  the  Lehigh  Valley  there  will  be  a clearance  of 
approximately  20  feet. 

Proposed  Grade  Crossing  in  Plain, s Town.ship  at  Main  Street  Ex- 
tension. 

This  is  a country  road  little  used  at  present.  It  is  not  a main  thoroughfare  as 
the  name  would  indicate,  and  it  is  not  likely  to  become  a future  thoroughfare.  In 
North  Wilkes-Barre  where  the  road  crosses  Mill  Creek,  it  is  named  Main  Street. 
Crossings  at  grade  exist  of  the  Lehigh  Railroad  tracks  in  the  City  and  of  the 
Lehigh  and  the  Central  Railroad  tracks  in  the  township.  In  the  bottom  of  the 
valley  near  the  creek.  Thence  the  road  ascends  up  a steep  hillside  and  crosses  at 
grade  about  half  way  up  the  hill  the  present  tracks  of  the  Wilkes-Barre  and  Eastern 
Railroad . 

To  make  the  situation  worse,  the  crossing  is  at  a very  oblique  angle.  Along 
the  oblique  line  from  the  existing  railroad  tracks,  distant  130  feet  further  down 
the  hill,  will  be  built  the  narrow  gauge  mine  track  of  the  D.  L.  & W.,  and  parallel- 
ing it  two  additional  standard  gauge  tracks  of  the  Wilkes-Barre  Connecting  Railroad 
These  three  tracks  will  be  laid  on  a bench  and  are  or  will  be  10  feet  lower  in 
elevation  than  the  W.  B.  & E.  tracks.  The  railroad  grade  cannot  be  altered  at 
this  point  to  any  substantial  amount,  so  that  if  the  crossing  at  grade  is  to  be 
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abolished,  the  highway  only  must  be  changed.  It  is  not  practicable  to  carry  the 
highway  over  the  said  four  tracks  and  to  carry  the  highway  under  at  this  time 
would  involve  an  outlay  of  at  least  $100,000,  estimated.  The  traffic  on  the  public 
road  does  not  warrant  this  expenditure.  There  is  not  a dwelling  or  building  on 
the  highway  within  half  a mile.  The  travel  is  almost  entirely  in  and  out  of  North 
Wilkes-Barre  via  River  Street.  Probably,  if  the  time  ever  comes,  for  the  crossing 
to  be  abolished,  another  location  will  be  chosen,  both  for  economy  sake  and  the 
convenience  of  the  public. 

The  township  authorities  desire  some  minor  things  to  be  done  at  this  crossing,  such 
as  retaining  walls,  gates,  etc.  If  possible,  these  matters  should  be  the  subject 
of  an  agreement  between  the  said  township  authorities  and  the  railroad  company, 
and  the  written  agreement  should  be  filed  with  the  Commission. 

Crossing  at  Grade  of  Steam  Railroads  in  Plains  Township. 

The  D.  L.  & W.  narrow  gauge  tracks  will  cross  the  double  tracks  of  the  con- 
necting railroad  at  a point  700  feet  east  of  the  Main  Street  highway  grade  crossing 
in  Plains  Township.  The  tracks  of  the  W.  P>.  & E.  Railroad  will  cross  the  tracks 
of  the  connecting  railroad  and  the  narrow  gauge  railroad  at  a point  several  hun- 
dred feet  west  of  the  said  highway  grade  crossing.  This  is  made  necessary  for  the 
reason  that  the  W.  B.  & E.  Railroad  deflects  to  the  north,  in  Plains  Township 
and  the  narrow  gauge  railroad  deflects  to  the  south  and  crosses  over  Mill  Creek 
via  a steel  viaduct  on  its  way  to  “Peach  Orchard.”  Where  the  three  tracks  are 
bridged  over  the  river,  the  narrow  gauge  railroad  is  on  the  north  side,  the  W. 
B & E.  Railroad  on  the  south  side  and  the  connecting  railroad  is  in  the  middle; 
hence,  in  deflecting  to  the  north,  the  W.  B.  & E.  tracks  must  cross  the  tracks  of 
the  other  two  railroads,  and  the  narrow  gauge  road  must  cross  the  tracks  of  the 
other  two  railroads.  The  proposed  grades  of  the  connecting  railroad,  as  pre- 
viously stated,  cannot  be  changed  much,  and  it  is  not  practicable  to  materially  alter 
the  grades  of  the  other  two  railroads,  more  especially  that  of  the  W.  B.  & E.  Rail- 
road. The  connecting  railroad  company  proposes  at  its  own  cost  to  erect  a signal 
tower  and  to  operate  the  same  in  connection  with  interlocking  signal  protection  for 
the  several  grade  crossings  hereinbefore  mentioned  and  the  company  will  file  detail 
plans  of  the  same  with  the  Commission  for  its  approval. 


Agreement  to  avoid  grade  cros.sing  of  the  tracks  of  tlie  Central  Rail- 
road of  New  Jersey,  Lehigh  Valley  Railroad  and  W.  B.  Connecting 
Railroad. 

The  Central  Railroad  Company  of  New  Jersey  leases  and  operates  the  Lehigh 
and  Susquehanna  Railroad  including  the  so-called  “Canal  Branch.”  The  Lehigh 
Coal  and  Navigation  Company  owns  and  has  leased  the  said  Lehigh  and  Susquehanna 
Raili'oad  including  said  Canal  Branch,  to  the  said  Central  Company.  The  said 
Central  and  Lehigh  Company  have  entered  into  an  agreement  with  the  Wilkes-Barre 
Connecting  Railroad  Company  for  the  most  advantageous  construction  of  the  latter 
railroad  in  Plains  Township  and  Miners  Mills.  It  is  desirable  to  construct  a por- 
tion of  this  new  railroad  on  the  lands  and  right  of  way  of  said  Canal  Branch  now 
owned  by  the  Lehigh  Company  and  held,  occupied  and  operated  by  the  Central 
Company;  namely,  on  that  portion  of  said  lands  and  right  of  way  extending  from 
Mill  Street  in  Miners  Mills  Borough  to  a point  in  Hollenb.ack  Park  in  the  Borough 
of  Parsons  and  in  the  township  of  Plains.  In  order  to  so  construct  said  line  of 
railroad,  it  is  necessary  to  re-locate  the  existing  and  operating  tracks  of  said  Canal 
Branch  by  removing  the  same  from  its  present  location  to  an  alignment  southerly 
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therefrom,  and  to  provide  therefor  other  lands  and  right  of  way.  Such  removal 
and  relocation  will  improve  the  general  conditions  and  facilities  of  said  branch 
and  avoid  crossings  thereof  by  the  said  proposed  line  of  the  connecting  railroad. 
The  agreement  therefor  provides  for  these  things  to  be  done.  The  Wilkes-Barre 
Company  is  to  take  up  and  remove  from  across  the  present  existing  track  of  the 
Canal  Branch  the  grade  crossing  to  N.  J.  Healey’s  Breaker,  and  to  construct  and 
maintain  an  undergrade  crossing  for  a narrow  gauge  mine  track  under  said  re- 
located line  at  a point  in  the  neighborhood  of  the  existing  grade  crossing.  The 
Wilkes-Barre  Company  has  also  agreed  with  the  said  Central  Company  and  Lehigh 
Company  to  construct,  maintain  and  operate  crossing  gates  of  approved  pattern 
protecting  the  crossing  of  Mill  Street  in  Miners  Mills  borough  by  the  tracks  of  the 
Canal  Branch  and  of  said  Wilkes-Barre  Company,  and  to  also  protect  the  crossing 
of  said  tracks  by  the  track  or  tracks  of  the  Wilkes-Barre  Railway  (Traction) 
Company  east  of  the  said  Mill  Street. 

The  copy  of  the  agreement  of  said  companies  has  been  filed  in  the  office  of  the 
Public  Service  Commission. 

Crossing  at  Grade  of  Mill  Street  and  the  Wilkes-Barre  l^treet  Eailway 

in  Miners  Mills  Borough. 

The  Central  Railroad  of  New  Jersey  crosses  said  Mill  Street  in  Miners  Mills 
borough  at  grade  and  also  at  grade  near  Mill  Street  Railway.  The  Wilkes-Barre 
Connecting  Railroad  Company  proposes  to  build  double  tracks  across  Mill  Street 
at  grade  and  across  the  said  street  railway  at  grade.  The  new  tracks  will  be  par- 
allel to  and  not  over  one  hundred  feet  distant  from  the  said  Central  tracks.  They 
will  be  8 feet  higher  in  elevation  because  Mill  Street  rises  on  a steep  grade  here. 
The  situation  is  a dangerous  one.  Practically  all  the  travel  from  Plains  village 
to  Miners  Mills  borough  comes  by  this  crossing.  It  is  perfectly  practicable  to  avoid 
this  crossing  at  grade  of  the  highway  and  the  street  railway  by  the  construction 
of  an  overhead  street  viaduct  that  shall  carry  a trolley  and  street  traffic.  The 
cost  of  this  project  need  not  be  prohibitive.  It  would  mean  the  abolition  of  two 
existing  grade  crossings  and  the  prevention  of  two  additional  grade  crossings.  The 
trolley  company  has  agreed  with  the  connecting  railway  company  for  the  additional 
crossing,  but  the  borough  of  Miners  Mills  will  protest  against  the  establishment  of 
a grade  crossing  here.  The  grade  of  the  connecting  railroad  cannot  be  altered.  It 
is  not  practicable  to  carry  the  highway  and  trolley  track  under  the  railroad  be- 
cause Mill  Creek  is  about  200  feet  distant  and  but  a few  feet  lower  in  elevation . 
Furthermore,  the  Central  Road  has  a switch  into  the  mills  at  this  point  and  a con- 
nection to  the  Lehigh  Valley  tracks,  so  that  but  one  thing  can  be  done,  namely,  as 
hereinbefore  stated,  to  elevate  the  highway  and  the  trolley  tracks.  Mr.  McMartin 
stated  that  his  company  would  prepare  the  plans  for  this  modification  if  ordered 
so  to  do  by  the  Commission.  However,  said  company  does  not  wish  to  be  delayed 
in  the  construction  of  other  portions  of  the  connecting  line  which  may  meet  with 
the  approval  of  the  Commission  by  reason  of  alterations  in  the  plans  at  Mill 
Street  which  the  Public  Service  Commission  might  order. 

Concerned  in  Mill  Street  and  Vicinity  are  the  following  corporations; 

IMiners  Mills  Borough, 

Central  Railroad  of  New  Jersey, 

Lehigh  Coal  and  Navigation  Company, 

The  Wilkes-Barre  Connecting  Railroad  Company, 

The  Wilkes-Barre  Railway  Company, 

Township  of  Plains. 
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The  Wilkes-Barre  Connecting  Railroad  Company  might  prepare  plans  and  esti- 
mates of  cost  for  avoiding  this  grade  crossing  of  the  highway  and  street  railway 
and  endeavor  to  enter  into  an  agreement  with  the  parties  in  interest  as  to  the 
proportion  of  the  cost  to  be  defrayed  by  each,  and  report  to  the  Public  Service 
Commission  preliminary  to  a special  hearing  to  be  given  in  the  case. 


Oak  Street  Grade  Crossing,  Plains  Township. 

At  Oak  Street  there  are  now  9 parallel  tracks  crossing  Oak  Street  at  grade.  These 
tracks  are  used  for  storage  and  shipping  purposes.  The  highway  is  a dirt  road 
unimproved.  It  has  the  appearance  of  being  little  more  than  a lane,  but  the 
citizens  of  the  township  would  remonstrate  to  the  abandonment  of  this  road.  The 
grade  of  the  tracks  cannot  be  materially  changed.  The  highway  could  be  taken 
over  by  a bridge.  The  Wilkes-P>arre  Connecting  Railroad  will  add  two  other  tracks 
here  and  it  is  represented  that  there  will  be  less  obstruction  to  travel  after  the  con- 
necting railroad  is  built  and  operated  at  this  point  than  now  because  there  will 
be  less  switching  back  and  forth  over  Oak  Street.  The  township  authorities  do  not 
ask  for  the  abolition  of  the  grade  crossing,  but  they  ask  that  it  be  properly  pro- 
tected by  a light  and  by  gates.  The  railroad  company  has  expressed  a willingness 
to  do  anything  reasonable  requested  by  the  township  authorities,  and  if  possible 
an  agreement  in  writing  should  be  entered  into  by  the  two,  and  the  same  be  filed 
in  the  office  of  the  Public  Service  Commission  for  its  approval. 


Recommendations. 

1.  With  respect  to  the  Oak  Street  crossing  in  Plains  Township,  that  the  Wilkes- 
Barre  Connecting  Railroad  Company  and  the  Plains  Township  authorities  be  re- 
quested to  enter  into  a written  agreement,  if  possible,  as  to  safety  devices  for  the 
protection  of  the  public  at  this  gi-ade  crossing,  and  file  the  same  in  the  office  of 
The  Public  Service  Commission  for  approval,  or  in  lieu  of  it,  the  said  railroad 
company  be  required  to  maintain  gates  at  said  crossing  and  to  promptly  light  the 
same  to  the  approval  of  the  Commission.  Furthermore,  if  at  any  time  in  the 
opinion  of  the  Commission,  the  public  convenience  or  necessity  shall  require  the 
abolition  of  this  grade  crossing,  then  the  Wilkes-Barre  Connecting  Railroad  Com- 
pany on  order  from  the  Public  Service  Commission,  shall  prepare  plans  and  estimates 
of  cost  and  suggestions  as  to  the  apportionment  of  said  estimates  of  costs  among 
the  parties  interested,  and  file  the  same  with  the  Public  Service  Commission. 

2.  With  respect  to  the  proposed  grade  crossing  at  and  near  Mill  Street  in 
Miners  Mills  borough  and  Plains  Township  of  Mill  Street  and  the  Wilkes-Barre 
Railway  Company’s  trolley  tracks  by  the  proposed  tracks  of  the  Wilkes-Barre  Con- 
necting Railroad,  that  the  proposed  plans  for  said  grade  crossing  be  disapproved, 
and  that  the  Wilkes-Barre  Connecting  Railroad  Company  be  required  to  prepare 
plans  and  estimates  of  cost  for  avoiding  said  grade  crossing  of  the  highway  and 
street  railway,  and  endeavor  to  enter  into  an  agreement,  with  the  parties  in  in- 
terest, namely,  Miners  Mills  borough,  the  township  of  Plains,  the  Wilkes-Barre 
Railway  Company,  the  Lehigh  Coal  and  Navigation  Company,  and  the  Central  Rail- 
road of  New  Jersey  as  to  the  proper  apportionment  of  the  cost  of  avoiding  said 
grade  crossing,  and  submit  a report  thereon,  together  with  the  plans,  to  the  Public 
Service  Commission  as  preliminary  to  a hearing  or  hearings  to  be  given  to  all  parties 
interested  in  the  case,  such  report  and  plans  to  be  filed  not  later  than  three 
months  from  the  date  of  the  order  or  permission. 
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3.  That  the  written  agreement  between  the  Central  Railroad  Company  of  New 
Jersey,  the  Lehigh  Coal  and  Navigation  Company  and  the  Wilkes-Barre  Con- 
necting Railroad  Company  relative  to  the  construction  of  a portion  of  the  said  con- 
necting railroad  on  the  lands  and  right  of  way  of  the  Lehigh  and  Susquehana  Rail- 
road, including  the  so-called  “Canal  Branch”  and  for  the  avoidance  of  an  existing 
grade  crossing  at  or  near  the  N.  J.  Healey’s  Breaker  in  Plains  Township,  etc. , etc., 
copies  of  which  are  on  file  in  the  office  of  the  Commission,  be  approved. 

4.  With  respect  to  the  crossing  at  grade  by  the  tracks  of  the  Wilkes-Barre  and 
Eastern  Railroad  of  the  tracks  of  the  Wilkes-Barre  Connecting  Railroad  and  the 
Delaware,  Lackawanna  and  Western  narrow  gauge  tracks  as  proposed,  and  the 
crossing,  at  grade  by  the  said  narrow  gauge  railroad  of  the  proposed  track  of  the 
said  Wilkes-Barre  Connecting  Railroad  in  Plains  Township,  that  the  plans  be 
approved,  and  that  the  said  connecting  railroad  company  shall  at  its  own  cost  and 
expense  erect  a tower  and  operate  the  same  in  connection  with  a system  of  inter- 
locking signals  for  proper  protection  at  the  said  crossings  at  grade.  Plans  and 
specifications  for  such  safety  protection  to  be  prepared  by  the  said  connecting  rail- 
road company  and  to  be  submitted  to  and  be  approved,  modified  or  amended  by 
the  Public  Service  Commission  before  final  adoption  and  use  by  the  Company. 

5.  With  respect  to  the  Main  Street  extension  grade  crossing  in  Plains  Township 
and  in  connection  therewith,  the  abandonment  of  an  existing  right  of  way  at  grade 
across  the  tracks  of  the  Wilkes-Barre  and  Eastern  Railroad  by  the  substitution  of 
a relocation  paralleling  the  railroad  and  extending  easterly  to  the  said  highway, 
that  the  plans  be  approved  subject  to  the  condition  that  the  said  Wilkes-Barre 
Connecting  Railroad  Company  shall  enter  into  a written  agreement  if  possible,  wuth 
Plains  Township  authorities  relative  to  certain  protective  measures  and  safety 
devices  to  be  provided  by  the  said  Railroad  Company  and  file  a copy  thereof  with 
the  Public  Service  Commission  for  its  approval ; or  in  lieu  of  such  agreement,  that 
the  said  Railroad  Company  be  required  to  properly  light  said  crossing  and  to  erect 
gates  and  operate  and  maintain  them  for  the  protection  of  the  public  at  said  cross- 
ing. Furthermore,  that  if  at  any  time  in  the  opinion  of  the  Public  Service  Com- 
mission, the  said  grade  crossing  should  be  abolished,  upon  notice  to  this  effect  from 
the  said  Commission,  said  Railroad  Company  shall  forthwith  prepare  plans  and 
estimates  of  cost  for  such  alteration  or  improvement  and  submit  the  same  to  the 
said  Public  Service  Commission  for  approval,  together  with  a report  suggesting  a 
proper  apportionment  of  the  costs  among  the  parties  interested. 

6.  With  respect  to  proposed  crossing  above  grade  by  the  tracks  of  the  Wilkes- 
Barre  Connecting  Railroad  Company,  the  Wilkes-Barre  and  Eastern  Railroad  and 
the  Delaware,  Lackawanna  and  Western  (narrow  gauge),  of  the  main  line  of 
the  Lehigh  Valley  Railroad,  Central  Railroad  of  New  Jersey  (Canal  Branch) 
and  three  breaker  tracks  of  the  Lehigh  Valley  Railroad  Company  in  place 
of  the  existing  crossing  above  grade  at  the  same  point  in  Plains  Township 
of  the  tracks  of  the  Wilkes-Barre  and  Eastern  Railroad  carried  over  on  a 
single  track  bridge,  that  the  general  plans  be  approved  as  now  filed  in  the  office 
of  the  Public  Service  Commission,  and  that  the  Wilkes-Barre  Connecting  Railroad 
Company  be  required  to  file  in  the  office  of  the  said  Commission  detail  plans  of  the 
abutments  and  piers  and  the  superstructure  proposed  to  be  built  with  specifications 
therefor.  The  tracks  supported  by  the  bridge  and  for  a suitable  distance  on  either 
side  shall  be  protected  with  guard  rails. 
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7.  With  respect  to  the  crossing  above  grade  of  River  Street  in  Plains  Township 
and  the  trolley  line  of  the  Wilkes-Barre  Railway  Company  by  the  tracks  of  the 
Wilkes-Barre  Connecting  Railroad  Company,  the  Wilkes-Barre  and  Eastern  Rail- 
road and  the  tracks  of  the  Delaware,  Lackawanna  and  Western  (narrow  gauge) 
in  place  of  the  existing  crossing  above  grade  of  the  Wilkes-Barre  and  Eastern  Rail- 
road, that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Commission 
be  approved,  that  the  Wilkes-Barre  Connecting  Railroad  Company  be  required  to 
file  in  the  office  of  the  said  Commission  detail  plans  of  the  proposed  bridge  and  its 
supports  with  specifications  therefor  and  that  these  plans  and  specifications  shall 
provide  for  a tight  bridge  floor  over  the  said  highway  or  some  proper  protection 
of  the  highway  underneath  from  material  that  might  otherwise  fall  from  the  road- 
bed and  tracks  on  the  said  highway.  The  tracks  supported  by  the  bridge  and 
for  a suitable  distance  on  either  side  shall  be  protected  with  guard  rails. 

8.  With  respect  to  the  crossing  above  grade  of  the  tracks  of  the  Lackawanna 
and  Wyoming  Valley  Railroad  (Laurel  Line  Electrical)  and  the  standard  gauge 
track  of  the  Lehigh  Valley  Railroad  (mine  track)  and  the  narrow  gauge  of  the 
Lehigh  Valley  Railroad  (mine  track)  in  Plains  Township,  near  the  bank  of  the 
Susquehanna  River,  by  the  tracks  of  the  Wilkes-Barre  Connecting  Railroad  Com- 
pany, the  Wilkes-Barre  and  Eastern  Railroad  Company  and  the  Delaware,  Lack- 
awanna and  Western  Railroad  (narrow  gauge)  in  place  of  the  existing  crossing 
above  grade  by  the  tracks  of  the  Wilkes-Barre  and  Western  Railroad,  that  the 
general  plans  on  file  in  the  office  of  the  Public  Service  Commission  be  approved, 
that  the  Wilkes-Barre  Connecting  Railroad  Company  be  required  to  file  in  the 
office  of  the  said  Commission  detail  plans  of  the  proposed  bridge  and  it  supports 
with  specifications  therefor,  and  that  the  tracks  supported  by  the  bridge  and  for 
a suitable  distance  on  either  side  shall  be  protected  with  guard  rails. 

9.  With  respect  to  the  proposed  bridge  over  the  Susquehanna  River  and  ex- 
tending on  to  the  flats  in  Dorranceton  borough  to.  carry  the  tracks  of  the  Wilkes- 
Barre  Connecting  Railroad  Company,  the  Wilkes-Barre  and  Eastern  Railroad 
Company  and  the  Delaware,  Lackawanna  and  Western  Railroad  (narrow  gauge) 
in  place  of  the  existing  bridge  that  now  supports  the  tracks  of  the  Wilkes-Barre 
and  Eastern  Railroad,  that  the  general  plans  on  file  in  the  office  of  the  Public 
Service  Commission  be  approved,  that  the  Wilkes-Barre  Connecting  Railroad  Com- 
pany be  required  to  file  in  the  office  of  the  said  Commission  detail  plans  of  the 
proposed  bridge  and  its  supports  with  specifications  therefor,  these  plans  and 
specifications  to  include  the  approaches  thereto  with  special  reference  to  the  ap- 
proaches to  be  built  or  used  by  the  said  Wilkes-Barre  and  Eastern  Railroad  Com- 
pany and  the  said  Delaware,  Lackawanna  and  Western  Railroad  (narrow  gauge). 
The  tracks  supported  by  the  bridge  and  on  the  approaches  thereto  and  for  a 
suitable  distance  on  either  side  shall  be  protected  with  guard  rails.  In  case  of 
the  improvement  of  navigation  in  the  Susquehanna  River  by  the  State  or  Federal 
Government  requiring  a draw  span  or  other  change  in  the  structure  to  facilitate 
navigation,  the  Wilkes-Barre  Connecting  Railroad  Company  shall  first  receive 
approval  of  the  plans  for  such  change,  of  the  Public  Service  Commission,  or  shall 
make  such  changes  as  the  said  Public  Service  Commission  may  advise  or  approve. 

10.  With  respect  to  the  crossing  above  grade  of  Pierce  Street  and  the  trolley 
track  of  the  Wilkes-Barre  Railway  Company  in  the  borough  of  Dorranceton  by  the 
double  track  of  the  Wilkes-Barre  Connecting  Railroad  Company,  that  the  general 
plans  on  file  in  the  office  of  the  Public  Service  Commission  be  approved,  that  the 
agreement  providing  that  the  crossing  may  be  built  as  planned  which  has  been 
executed  by  the  said  Wilkes-Barre  Railway  Company  and  possibly  the  said  bor- 
ough authorities,  be  made  a matter  of  record  in  the  office  of  the  Public  Service 
Commission  by  the  filing  of  certified  copies  of  said  agreements,  that  the  Wilkes- 
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Barre  Connecting  Railroad  Company  be  required  to  file  in  the  office  of  the  said 
Commission  detail  plans  of  the  proposed  bridge  and  its  supports  with  specifications 
therefor  and  that  these  plans  and  specifications  shall  provide  for  a tight  bridge  floor 
over  said  highway,  or  some  proper  protection  of  the  higluvay  underneath  from 
material  that  might  otherwise  fall  from  the  roadbed  above.  The  tracks  supported 
by  the  bridge  and  for  a proper  distance  on  either  side  shall  be  protected  with  guard 
rails. 

11.  With  respect  to  the  crossing  above  grade  of  Market  Street  and  the  trolley 
tracks  of  the  Wilkes-Barre  Railway  Company  in  Dorranceton  borough,  by  the 
double  track  of  the  Wilkes-Barre  Connecting  Railroad  Company,  that  the  general 
plans  on  file  in  the  office  of  the  Public  Service  Commission  be  approved,  that  the 
agreement  providing  that  the  crossing  may  be  built  as  planned  which  has  been 
executed  by  the  said  Wilkes-Barre  Railroad  Company  and  possibly  by  the  said  bor- 
ough authorities,  be  made  a matter  of  record  in  the  office  of  the  Public  Service 
Commission,  by  the  filing  of  certified  copies  of  said  agreements,  that  the  Wilkes- 
Barre  Connecting  Railroad  Company  be  required  to  file  in  the  office  of  the  said 
Commission  detail  plans  and  specifications  of  the  proposed  bridge  and  its  supports, 
and  these  plans  and  specifications  shall  provide  for  a tight  bridge  floor  over  said 
highway,  or  some  proper  protection  of  the  highway  underneath  from  material  that 
might  otherwise  fall  from  the  roadbed  above.  The  tracks  supported  by  the  bridge 
and  for  a proper  distance  on  either  side  shall  be  protected  with  guard  rails. 

12.  With  respect  to  the  crossing  above  grade  of  Northampton  Street,  which  is 
the  boundary  line  between  the  boroughs  of  Dorranceton  and  Edwardsville  by  the 
double  tracks  of  the  Wilkes-Barre  Connecting  Railroad  Company,  that  the  general 
plans  on  file  in  the  said  Public  Service  Commission  be  approved,  that  copies  of 
any  agreements  that  may  have  been  executed  between  the  said  Connecting  Rail- 
road Company  and  the  authorities  of  said  borough  providing  for  the  construction  of 
the  crossing  as  proposed,  be  made  a matter  of  record  in  the  office  of  the  said  Public 
Service  Commission  by  the  filing  of  certified  copies  of  such  agreements  in  the 
office  of  said  Commission,  that  the  Wilkes-Barre  Connecting  Railroad  be  required 
to  file  in  the  office  of  the  said  Commission,  detail  plans  and  specifications  of  the 
proposed  bridge  and  its  supports,  and  that  these  plans  and  specifications  shall 
provide  for  a tight  bridge  floor  over  said  highway,  or  some  proper  protection  of 
the  highway  underneath  from  material  that  might  otherwise  fall  from  the  roadbed 
above.  The  tracks  supported  by  the  bridge  and  for  a proper  distance  on  either  side 
shall  be  protected  with  guard  rails. 

13.  With  respect  to  the  proposed  bridge  over  the  Susquehanna  River  and  over 
the  Riverside  Boulevard  in  South  Wilkes-Barre  to  carry  the  tracks  of  the  Wilkes- 
Barre  Connecting  Railroad,  that  the  general  plans  on  file  in  the  office  of  the  Pub- 
lic Service  Commission,  be  approved;  that  the  Wilkes-Barre  Connecting  Railroad 
Company  be  required  to  file  in  the  office  of  said  Commission  detail  plans  and 
specifications  of  the  proposed  bridge  and  its  supports  and  that  these  plans  and 
specifications  shall  provide  for  a tight  bridge  floor  over  the  said  Riverside  Boulevard 
or  some  proper  protection  of  the  highway  underneath  from  material  that  might 
otherwise  fall  from  the  roadbed  above  : the  tracks  supported  by  the  bridge  and  for 
a proper  distance  on  either  side  shall  be  provided  with  guard  rails.  In  case  of  the 
improvement  of  navigation  in  the  Susquehanna  River  by  the  State  or  Federal 
Government  requiring  a draw  span  or  other  change  in  the  bridge  to  facilitate  navi- 
gation. the  Wilkes-Barre  Connecting  Railroad  Company  shall  first  receive  approval 
of  the  plans  for  such  a change  of  the  Public  Service  Commission,  or  shall  make 
such  change  as  the  said  Public  Service  Commission  may  advise  or  approve. 

14.  With  respect  to  the  proposed  relocation  of  Pickering  Street  in  South  Wilkes- 
Barre  to  avoid  intersecting  of  West  Academy  and  Birch  Streets  by  the  Wilkes-Barre 
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Connecting  Railroad,  that  the  general  plans  on  file  in  the  office  of  the  Public  Ser- 
vice Commission  be  approved,  and  that  certified  copies  of  the  agreement  between 
the  city  of  Wilkes-Barre  and  the  said  Connecting  Railway  Company  and  the  owners 
of  the  land  effected  shall  be  submitted  to  the  Public  Service  Commission  for  approval 
and  be  approved,  modified  or  amended  by  the  said  Commission  before  the  work  is 
done. 

15.  With  respect  to  the  proposed  crossing  of  Miner  Street  and  Maffet  Street,  or 

rather  extensions  of  said  streets  west  of  Pickering  Street  in  South  Wilkes-Barre, 
either  by  embankment  fill  or  by  crossing  above  grade  with  bridges  supporting  three 
parallel  tracks  of  the  Wilkes-Barre  Connecting  Railroad  Company,  that  before  the 
work  is  done,  and  as  soon  as  an  agreement  as  to  plans  by  which  the  work  shall 
be  done  shall  have  been  entered  into  between  the  said  Wilkes-Barre  Connecting  Rail- 
road Company,  the  city  of  Wilkes-Barre  and  the  land  owners  affected,  a 

copy  of  such  agreement  properly  certified  shall  be  submitted  to  the  Public 

Service  Commission  for  approval.  Whatever  the  results  of  negotiations  now 
going  on  as  to  plans  by  and  between  the  said  parties  mentioned,  the 

Wilkes-Barre  Connecting  Railroad  Company  shall  do  no  work  at  and  across  the 

two  said  street  extensions  until  detail  plans  thereof  and  specifications  shall  have 
been  submitted  to  the  Public  Service  Commission  by  the  said  Railroad  Company 
and  have  been  approved,  modified  or  amended  by  said  Commission. 

16.  With  respect  to  the  proposed  crossing  above  grade  of  Amherst  Avenue  in 
South  Wilkes-Barre  by  the  three  parallel  tracks  of  the  Wilkes-Barre  Connecting 
Railroad,  that  the  general  plans  on  file  in  the  oOice  of  the  Public  Service  Commis- 
sion be  approved;  that  the  said  Wilkes-Barre  Connecting  Railroad  be  required 
to  file  in  the  office  of  the  said  Commission  detail  plans  and  specifications  of  the 
proposed  bridge  and  its  supports,  and  that  these  plans  and  specifications  shall 
provide  for  a tight  bridge  floor  over  said  highway,  or  some  proper  protection  of 
the  highway  underneath  from  material  that  might  otherwise  fall  from  the  road 
bed  above.  The  tracks  supported  by  the  bridge  and  for  a proper  distance  on  either 
side  shall  be  provided  with  guard  rails.  Any  agreement  that  may  be  concluded 
between  the  said  compiiny  and  the  city  of  Wilkes-Barre  and  the  land  owners 
affected  which  may  relate  to  the  plans  by  which  said  crossing  of  Amherst  Avenue 
is  to  be  constructed,  shall  be  submitted  to  the  Public  Service  Commission  for  ap- 
proval and  certified  copies  of  any  agreement  already  executed  relative  to  this 
crossing  shall  be  filed  in  the  office  of  the  said  Commission. 

17.  With  respect  to  the  proposed  crossing  above  grade  of  Marlborough  Avenue 
in  South  Wilkes-Barre  by  the  three  parallel  tracks  of  the  Wilkes-Barre  Connecting 
Railroad,  that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Commis- 
sion be  approved ; that  the  said  Wilkes-Barre  Connecting  Railroad  Company  be 
required  to  file  in  the  office  of  the  said  Commission  detail  plans  and  specifications 
of  the  present  bridge  and  its  support  and  that  these  plans  and  specifications  shall 
provide  for  a tight  bridge  floor  over  said  highway,  or  some  proper  protection  of  the 
highway  underneath  from  material  that  might  otherwise  fall  from  the  roadbed  above. 
The  tracks  supported  by  the  bridge  and  for  a proper  distance  on  either  side  shall 
be  provided  with  guard  rails.  Any  prior  agreement  or  any  agreement  that  may  be 
concluded  between  the  said  company  and  the  city  of  Wilkes-Barre  and  the  land 
owners  affected,  which  may  relate  to  the  plans  by  which  said  crossing  of  Marl- 
borough Avenue  is  to  be  constructed,  shall  be  submitted  to  the  Public  Service  Com- 
mission for  approval . 

18.  With  respect  to  the  proposed  crossing  above  grade  of  the  existing  throe  par- 
allel tracks  of  the  Northern  Coal  and  Iron  Company’s  Plymouth  Branch  Railroad 
by  the  double  tracks  of  the  Wilkes-Barre  Connecting  Railroad  Company  in  South 


87 


WilkesBarre ; that  the  general  plans  on  file  in  the  ofKce  of  the  Public  Service  Com- 
mission be  approved ; that  the  said  Wilkes-Barre  Connecting  Railroad  Company 
be  required  to  file  in  the  office  of  said  Commission,  detail  plans  and  specifications 
of  the  proposed  bridge  and  its  support.  The  tracks  supported  by  the  bridge  and 
for  a proper  distance  on  either  side  shall  be  provided  with  guard  rails. 

19.  With  respect  to  the  alteration  of  the  existing  above  grade  crossing  of  Dago- 
bert  Street  in  South  Wilkes-Barre  by  the  tracks  of  the  Railroad  of  the  Northern 
Coal  and  Iron  Company  (Buttonwood  Branch),  such  alterations  to  consist  of 
widening  and  raising  the  embankment  approaches  to  the  bridge  and  raising  the 
bridge  and  laying  thereon  parallel  tracks  by  the  Wilkes-Barre  Connecting  Railroad 
Company,  and  the  raising  and  widening  and  otherwise  improving  the  existing 
piers  and  abutments  to  the  overflow  bridge  adjacent  to  and  northerly  of  Dagobert 
Street  and  to  double  track  the  road  over  said  proposed  bridge  and  its  approaches, 
that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Commission  be 
approved  ; that  detail  plans  of  the  grade  and  abutments  as  they  are  to  be  built  at 
Dagobert  Street  proposed  to  be  built,  shall  be  filed  in  the  office  of  the  Public  Ser- 
vice Commission  ; by  the  said  Wilkes-Barre  Connecting  Railroad  Company  and  said 
Company  shall  provide  proper  protection  of  the  highway  at  Dagobert  Street  from 
material  that  might  otherwise  fall  upon  the  street  from  the  railroad  above.  The 
tracks  supported  by  the  said  Dagobert  Street  bridge  and  by  the  said  overflow  bridge 
and  for  a proper  distance  on  either  side  of  said  bridges  shall  be  protected  with  guard 
rails. 

20.  With  respect  to  the  alteration  of  existing  above  grade  crossing  of  Horton 
Street  in  South  Wilkes-Barre  by  the  tracks  of  the  railroad  of  the  Northern  Coal 
and  Iron  Company  (Buttonwood  Branch) , such  alterations  to  consist  of  widening 
and  raising  the  embankment  approaches  to  the  bridge  and  raising  the  bridge  and 
laying  thereon  parallel  tracks  by  the  Wilkes-Barre  Connecting  Railroad  Company, 
that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Commission  be 
approved ; that  detail  plans  of  the  bridge  and  abutments  as  they  are  to  be  built 
at  Horton  Street  shall  be  filed  in  the  office  of  the  Public  Service  Commission  by 
the  said  Wilkes-Barre  Connecting  Railroad  Company,  and  said  Company  shall 
provide  proper  protection  at  the  highway  at  Horton  Street  from  materials  that 
might  otherwise  fall  upon  the  street  from  the  railroad  above.  The  tracks  on  said 
bridge  and  for  a proper  distance  on  either  side  of  said  bridge  shall  be  protected 
with  guard  rails. 

21.  With  respect  to  the  double  tracking  of  the  road  bed  and  existing  above  grade 
crossing  of  Lawrence  Street  in  South  Wilkes-Barre  by  the  Wilkes-Barre  Connecting 
Railroad  Company,  that  the  general  plans  on  file  in  the  office  of  the  Public  Service 
Commission  be  approved ; that  the  said  Connecting  Railroad  Company  shall  file 
in  the  office  of  the  Public  Service  Commission  detail  plans  of  said  bridge  and  its 
abutments,  and  said  company  shall  provide  proper  protection  of  the  highway  at 
Lawrence  Street  from  the  railroad  above.  The  tracks  of  said  bridge  and  for  a 
proper  distance  on  either  side  of  said  bridge  shall  be  provided  with  guard  rails. 

22.  With  respect  to  the  double  tracking  of  the  roadbed  and  existing  above  grade 
crossing  of  Oak  Street  in  South  Wilkes-Barre  by  the  Wilkes-Barre  Connecting 
Railroad  Company,  that  the  general  plans  on  file  in  the  office  of  the  Public  Ser- 
vice Commission  be  approved;  that  the  said  connecting  Railroad  Company  shall 
file  in  the  office  of  the  said  Public  Service  Commission  detail  plans  of  said  bridge 
and  its  abutments,  and  said  company  shall  provide  proper  protection  of  the  high- 
way at  Oak  Street  from  the  railroad  above.  The  tracks  on  said  bridge  and  for 
a proper  distance  on  either  side  of  said  bridge  shall  be  provided  with  guard  rails. 
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23.  With  respect  to  the  double  tracking  of  the  roadbed  and  existing  above  grade 
crossing  of  Willow  Street  in  South  Wilkes-Barre  by  the  Wilkes-Barre  Connecting 
Railroad  Company,  that  the  general  plans  on  file  in  the  office  of  the  Public  Service 
Commission,  be  approved;  that  the  said  Connecting  Railroad  Company  shall  file  in 
the  office  of  the  Public  Service  Commission  detail  plans  of  said  bridge  and  its  abut- 
ments, and  said  company  shall  provide  proper  protection  of  the  highway  at  Willow 
Street  from  material  that  might  otherwise  fall  upon  the  street  from  the  railroad 
above.  The  tracks  on  said  bridge  and  for  a proper  distance  on  either  side  of  said 
bridge  shall  be  provided  with  guard  rails. 

24.  With  respect  to  the  double  tracking  of  the  road  bed  and  existing  above 
grade  crossing  of  Simpson  Street  in  South  Wilkes-Barre  by  the  Wilkes-Barre  Con- 
necting Railroad  Company,  that  the  general  plans  on  file  in  the  office  of  the  Public 
Service  Commission,  be  approved ; that  the  said  Connecting  Railroad  Company  shall 
file  in  the  office  of  the  said  Public  Service  Commission  detail  plans  of  said  bridge  and 
its  supports,  and  said  company  shall  provide  proper  protection  of  the  highway  at 
Simpson  Street  from  material  that  might  otherwise  fall  upon  the  street  from  the 
railroad  above.  The  tracks  on  the  said  bridge  and  for  a proper  distance  on  either 
side  of  said  bridge  shall  be  provided  with  guard  rails. 

26.  With  respect  to  the  double  tracking  of  the  roadbed  and  above  grade  crossing 
of  Carey  Avenue  in  Hanover  Township  by  the  Wilkes-Barre  Connecting  Railroad 
Company,  that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Com- 
mission, he  approved;  that  the  said  Connecting  Railroad  Company  shall  file  in 
the  office  of  the  Public  Service  Commission  detail  plans  of  said  bridge  and  its 
supports  and  said  company  shall  provide  proper  protection  of  the  highway  at 
Carey  Avenue  from  material  that  might  otherwise  fall  upon  the  avenue  and  tracks 
of  the  WilkesBarre  Connecting  Railroad  Company  from  the  railroad  above.  The 
tracks  on  said  bridge  and  for  a proper  distance  on  either  side  of  said  bridge  shall 
be  provided  with  guard  rails. 

26.  With  respect  to  the  proposed  crossing  at  grade  of  the  Plymouth  Perry  Road 
by  the  existing  tracks  of  the  Buttonwood  Branch  of  the  Northern  Coal  and  Iron 
Company  and  the  proposed  tracks  of  the  Wilkes-Barre  Connecting  Railroad  Com- 
pany, that  the  general  plans  on  file  in  the  office  of  the  Public  Service  Commission, 
be  approved  subject  to  the  condition  that  the  said  Wilkes-Barre  Connecting  Rail- 
road Company  shall  forthwith  upon  order  by  the  Public  Service  Commission  so  to  do, 
install,  operate  and  maintain  at  said  crossing  such  gates  or  other  protective 
devices  as  the  said  Commission  shall  order  or  approve ; and  subject  to  such  further 
conditions  that  if  at  any  time  in  the  opinion  of  the  Public  Service  Commission  the 
public  convenience  and  necessity  requires,  that  the  said  grade  crossing  shall  be 
abolished,  then  upon  notice  to  this  effect  from  the  said  Commission,  said  Railroad 
Company  shall  forthwith  prepare  plans  and  estimates  of  cost  for  such  alteration  or 
improvement  and  submit  the  same  to  the  said  Public  Service  Commission  for  ap- 
proval, together  with  a report  suggesting  a proper  apportionment  of  the  costs  among 
the  parties  interested. 

It  is  suggested  that  the  Wilkes-Barre  Connecting  Railroad  Company  is  required 
to  furnish  the  Public  Service  Commission  items  of  cost  of  each  bridge  and  its 
abutments  and  piers  and  such  other  items  of  engineering  cost  as  may  be  properly  re- 
corded in  the  office  of  the  Public  Service  Commission  for  future  reference. 

Certificates  of  public  convenience  were  issued  by  the  Commission  May  21st,  1914, 
subject  to  certain  conditions  appearing  elsewhere  in  the  report  of  the  Commission, 
and  substantially  as  stated  above  under  recommendations. 
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9.  WIRE  CROSSINGS. 


a — Lehigh  Navigation  Electric  Company. 

In  this  case  the  Lehigh  Navigation  Electric  Company  makes  application  for  a 
Certificate  of  Public  Convenience  for  an  overhead  crossing  of  the  tracks  and  wires 
of  the  Slate  Belt  Electric  Railway  Company  and  the  Pennsylvania  Utilities  Com- 
pany near  the  village  of  Belfast  in  Plainfield  Township,  Northampton  County. 
The  Pennsylvania  Utilities  Company  objects.  The  said  Lehigh  Company  wishes 
to  construct  the  crossing  consisting  of  a 300  foot  span  supported  by  specially  con- 
structed towers  at  each  end  to  carry  high  tension  wires,  the  ground  wires  and 
telephone  wires.  The  wire  at  the  top  of  the  towers  is  a 3-8"  steel  ground  wire. 
Below  the  top  wire  are  three  2-0  copper  conductors  on  each  side.  Below  and  some 
10  feet  or  more  is  the  telephone  wire.  The  details  of  the  tower  conform  to  the 
requirements  of  the  specifications  of  the  American  Railway  Association,  and  are 
of  the  same  construction  as  the  other  towers  of  the  Lehigh  ^Company  along  the 
transmission  line.  The  Lehigh  Company  claims  that  the  300  foot  span  is  not  a 
long  one.  There  is  on  the  same  line  a span  767  feet  in  length.  As  thus  far  con- 
structed, the  transmission  line  from  Hauto  has  21  crossing  spans  over  railroads, 
telephone  lines,  transmission  lines  and  trolley  lines,  the  average  span  being  404 
feet.  The  span  lengths  have  been  determined  largely  by  the  topography  of  the  ter- 
ritory, and  with  the  idea  of  obtaining  sufficient  vertical  clearances.  Thirteen  of 
the  crossings  are  over  railroads,  5 over  electric  trolley  lines  and  3 over  telephone 
and  transmission  lines. 

The  height  of  the  lower  wire  at  the  proposed  crossing,  above  the  highest  wire 
of  the  Pennsylvania  Company  is  17  feet  2 inches.  The  power  wire  of  the  Pennsyl- 
vania Company  transmits  33,000  volts.  The  lower  wire  of  the  Lehigh  Company 
is  22,000  voltage.  The  telephone  wire  is  7 feet  above  the  ground  wire  of  the  Penn- 
sylvania Company  transmission  line.  It  is  claimed  by  the  Lehigh  Company  that 
there  is  no  likelihood  or  reasonable  probability  of  any  damage  or  danger  being 
caused  to  the  property  of  the  Pennsylvania  Utilities  Company  by  the  way  and 
manner  in  which  the  proposed  crossing  is  to  be  built.  There  are  on  the  wooden 
pole  lines  of  the  Pennsylvania  Company  6 conductors  and  1 ground  wire.  There 
are  on  the  Lehigh  Company’s  line  6 conductors,  2 telephone  wires  and  1 ground  wire. 

The  power  station  of  the  Lehigh  Company  is  at  Hauto,  36  miles  west  of  the  cross- 
ing in  question.  Martins  Creek,  the  objective  point  of  the  line  is  5 miles  east 
of  the  proposed  crossing.  The  main  feeder  at  the  said  power  station  as  constructed 
is  stranded  copper  cable  of  110,000  voltage.  Some  of  the  spans  along  this  high 
transmission  line  of  the  said  Lehigh  Company  are  shown  in  the  following  table: 

Over  Easton,  Pa.,  Railway  trolley, span  767  feet,  voltage  110,000 

— Over  Lehigh  Valley  Transit  Co.  trolley, span  61.5  feet,  voltage  110,000 

Over  Lehigh  Valley  Transit  Co.  trolley,  span  512  feet,  voltage  110,000 

Over  Northampton  Traction  Co.  trolley, span  220  feet,  voltage  222,000 

Over  Central  R.  R.  of  N.  J.  at  Lehigh  River, span  275  feet. 

Over  D.  L.  & W.  Crossing, span  248  feet. 

Over  Central  R.  R.  of  N.  J.  near  sub-station, span  127  feet. 

Over  Lehigh  Valley  R.  R.  near  river, span  196  feet. 


The  minimum  vertical  distance  between  wires  crossed  is  7 feet. 
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With  respect  to  the  crossing  in  question,  the  Lehigh  Company  maintains  that 
if  the  transmission  wire  should  break  it  would  fall,  striking  the  one  below  it  and 
cause  short  circuit.  The  circuit  breakers  would  go  out  and  thus  shut  off  the  power. 
The  time  limit  relays  at  the  station  would  open  the  circuit  in  perhaps  3 seconds, 
and  this  opening  of  the  circuit  breakers  would  not  cause  any  damage. 

It  is  the  practice  of  tlie  company  to  place  the  towers  as  close  to  the  side  of  the 
road  as  practicable  so  as  to  shorten  the  span  there.  Usually  long  crossing  spans 
are  avoided.  There  is  a 10  foot  vertical  space  provided  between  wires  transmitting 
110,000  volts. 

The  wires  at  the  crossing  proposed  are  anchored  dead  ended  on  the  suspension 
insulators,  so  that  the  approaching  spans  on  each  side,  if  the  wires  break,  it  will 
not  affect  the  road  span.  The  towers  are  self-supporting,  in  case  all  the  wires 
break  on  one  side  they  will  take  the  entire  strain  of  the  pull.  However,  the  length 
of  the  span  is  not  the  great  factor,  if  proper  clearance  above  the  other  wires  is 
provided  and  not  too  great  tension  on  the  wires  is  assured,  so  the  Lehigh  Com- 
pany asserts.  The  weight  of  wire  is  what  causes  the  tension.  So  long  as  ten- 
sion does  not  exceed  a certain  amount,  it  makes'  no  difference  what  causes  the 
weight  or  pull;  but  taken  to  its  ultimate  conclusion,  the  longer  a wire  span,  the 
more  likely  it  is  to  break.  A 300  foot  span  in  sleet  storms  will  collect  more  weight 
and  carry  a greater  load  than  a 50  foot  span,  and  also  wind  load  and  resulting 
stresses  are  greatly  increased  the  longer  the  span.  It  is  not  customary  to  build 
towers  sufficiently  high  so  that  the  lowest  wire  on  them,  if  it  were  to  break,  will 
swing  clear  of  the  wires  crossed  below.  The  towers  at  the  proposed  crossing  are 
the  highest  on  the  entire  line.  It  is  not  feasible  to  put  the  wires  at  the  proposed 
crossing  under  ground.  A combination  of  overhead  with  occasional  underground 
connections  is  accompanied  with  great  difficulty  in  insulation. 

Prom  Hauto  to  Siegfried,  where  is  the  first  substitution,  the  voltage  line  trans- 
mits 110,000  volts.  Prom  Siegfried  east  to  a point  north  of  Nazareth  borough, 
which  is  not  far  distant  from  the  crossing  in  question,  the  towers  and  cables  have 
been  put  up  in  contemplation  of  a 110,000  volt  transmission  line  at  some  future  time. 
Beyond  this  point,  the  insulation  is  for  22,000  volts. 

The  said  Pennsylvania  Company  looks  upon  Plainfield  Township  and  other  town- 
ships within  a certain  radius  of  Easton  where  its  generating  station  is  located,  as 
its  own  preempted  territory,  and  hence  this  ease  is  one  of  peculiar  concern  to  both 
competing  companies,  and  really  the  gist  of  the  matter  is  not  so  much  with 
respect  to  the  manner  in  which  the  physical  crossing  proposed  sliall  be  made,  but 
one  of  greater  significance.  Shall  the  application  be  for  a permit  to  construct  a 
crossing,  or  shall  it  involve  the  question  that  lies  behind  it — whether  the  Lehigh 
Company  has  the  right  to  cross  the  wires  of  the  Pennsylvania  Company  in  any 
manner,  whatsoever? 

The  Lehigh  Navigation  Company  was  incorporated  in  April,  1911.  Thirty-eight 
township  companies  covering  Hauto  in  the  anthracite  coal  region  to  Martins  Creek 
on  the  Delaware  River,  where  is  located  the  Alpha  Portland  Cement  Works,  were 
incorporated,  merged  and  consolidated  into  one  company,  December,  1912,  so  that 
the  said  Lehigh  Company  has  the  right  to  supply  heat,  light  and  power  in  Lower 
Mt.  Bethel  Township,  Northampton  County,  where  the  Alpha  Portland  Cement 
Works  are  located,  and  in  the  other  territory  of  the  said  townships.  The  Lehigh 
Company  contracted  with  the  Alpha  Portland  Cement  Company  to  furnish  power 
and  built  its  line  up  to  the  proposed  crossing  and  is  ready  for  delivery  of  power, 
except  for  one  missing  link  in  the  line,  namely,  at  the  point  for  which  the  crossing 
is  now  asked.  The  Lehigh  Company  maintains  that  it  is  absolutely  essential  that 
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the  company  shall  have  the  privilege  of  constructing  its  line  for  the  transmission 
of  power,  or  it  is  impossible  for  it  to  fulfill  the  purposes  for  which  the  company 
was  created.  The  Commission  can  compel  the  company  to  construct  and  extend 
its  line  to  all  parts  of  the  territory  it  is  authorized  to  serve.  Hence,  so  the  Lehigh 
Company  maintains,  the  Certificate  of  Public  Convenience  asked  for  is  precedent 
to  commencement  of  service  and  it  involves,  therefore,  simply  the  (luestion  of  the 
physical  crossing. 

The  said  Lehigh  Company  argues  that  no  electric  light,  heat  and  power  company 
has  an  exclusive  franchise  such  as  the  Pennsylvania  Utilities  Company.  It  may 
have  exclusive  right  under  contract,  but  no  exclusive  franchise  in  absence  of  such 
contract.  Where  the  crossing  is  granted,  the  terms  of  the  certificate  of  the  Com- 
mission protect  the  company  crossed  and  the  public.  Tlie . crossing  shall  be  safe 
and  in  accordance  with  proper  practice.  Only  tlie  question  of  the  making  of  the 
crossing  is  before  the  Commission.  The  purposes  of  the  crossing  is  irrelevant.  The 
Commission,  so  it  is  alleged  by  the  Lehigh  Company,  cannot  say  to  tlie  operating 
company,  “you  cannot  cross  the  line  of  another”  bec.iuse  that  is  a power  inherent 
in  that  company;  but  the  Commission  can  say  to  the  operating  company,  that  the 
crossing  proposed  is  not  safe  or  convenient  and  that  the  crossing  shall  be  built  in 
such  manner  as  it  may  prescribe.  In  other  words,  the  crossing  cannot  be  pre- 
vented, provided  the  petitioning  company  shall  build  it  in  such  safe  and  proper 
manner  as  the  Commission  shall  determine. 

On  the  other  hand,  the  Pennsylvania  Company  maintains  that  the  object  or  pur- 
pose of  the  crossing  must  enter  into  the  question  to  be  considered  by  the  Commis- 
sion. The  existing  company  with  its  wires  already  strung,  can  meet  the  demands 
of  the  territory  it  covers,  and  is  subject  to  orders  of  the  Commission  for  extension 
and  regulation  of  service  and  rates.  If  a foreign  company  without  any  plant  or 
facilities  in  the  territory  asks  for  permission  to  enter  the  territory,  and  in  so  doing, 
must  cross  the  facilities  of  the  existing  company,  it  is  essential  that  such  petitioning 
company  shall  show  the  necessity  for  such  crossing.  The  Commission  is  bound  to 
consider  the  ultimate  end,  or  object,  or  purpose. 

The  Certificate  of  Public  Convenience  has  several  meanings  in  the  act.  The 
Commission  may  go  into  the  question  sufficiently  to  find  nut  whether  there  is  a 
legitimate  purpose  behind  the  petition  sufficient  to  justify  the  crossing.  The  ques- 
tion of  safety  in  the  manner  of  making  the  crossing  is  comparatively  insignificant. 
Back  and  higher  is  the  question  of  public  interest.  The  consumer  is  the  one  who  is 
weakest  and  needs  most  protection,  for  where  competition  leads  to  the  duplication 
of  plant  and  the  multiplication  of  capitalization  and  divided  territory,  the  public 
is  bound  to  be  subjected  to  rates  and  service  that  are  ultimately  unsatisfactory 
to  all  concerned.  When  a corporation  is  in  possession  of  territory  and  has  made 
large  capital  investments  and  has  reasonably  supplied  the  public  with  service,  sub- 
ject to  the  vicissitudes  of  ordinary  business  operations,  the  people  on  the  whole  are 
better  served  by  one  company  under  the  prudent  direction  of  the  Commission,  than 
under  competitive  conditions.  The  questions,  therefore,  for  the  Commission  to 
consider  are:  What  does  the  new  company  want?  What  is  it  trying  to  do? 

So  it  appears  that  the  opposition  to  the  crossing  by  the  Penn.sylvania  Utilities 
Company  hinges  upon  the  interpretation  of  the  term  “Certificate  of  Public  Con- 
venience” in  the  Public  Service  Company  Law. 

The  Commission  decided  that  its  jurisdiction  in  this  ca.se  relates  to  the  construc- 
tion and  devices  that  shall  be  employed  at  the  proposed  cro.s.sing,  in  order  to  make 
the  crossing  safe  to  the  public  and  protect  the  property  of  the  companies  crossed. 
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It  was  recommended: 

1.  The  existing  towers  supporting  tlie  crossing-span  proposed  (they 
being  denominated  on  the  plan  as  Tower  No.  19  and  Tower  No.  20),  shall 
be  moved  eastward  to  within  ten  feet  of  the  westerly  line  of  the  highway, 
and  Tower  No.  20  shall  be  moved  westward  to  within  ten  feet  of  the 
easterly  line  of  the  highway,  thereby  providing  for  a horizontal  clear- 
ance between  the  base  of  the  said  towers  of  approximately  fifty-seven 
feet. 

2.  The  said  towers  supporting  the  crossing-span  shall  be  of  such 
height  as  to  give  a vertical  clearance  of  ten  feet  between  the  lowest  wire 
of  the  Lehigh  Navigation  Electric  Company’s  line,  and  the  highest 
wire  of  the  Pennsylvania  Utilities  Company’s  line,  as  it  existed  prior  to 
January  25th,  1914,  on  or  about  which  time  two  temporary  poles  were 
erected  and  wires  were  strung  at  said  crossing  by  the  Pennsylvania  Utili- 
ties Company,  which  said  wires  are  approximately  on  a level  with  and 
obstruct  the  crossing-span  of  the  Lehigh  Navigation  Electric  Company, 
hereby  and  herein  approved,  which  said  wires  are  to  be  taken  down  and 
replaced  at  the  same  level  as  they  were  prior  to  January  25th,  1914. 

3.  The  adjoining  span  on  each  side  of  the  crossing-span  shall  be  in  a 
straight  line  with  said  crossing-span,  but  on  the  line  to  the  east  and 
about  half  way  between  Tower  No.  20  and  Tower  No.  21,  shall  be  erected 
and  maintained  a flexible  “A”  frame  tower,  similar  in  design  and  con- 
struction to  other  flexible  towers  now  installed  along  said  line. 

4.  If  at  any  time  in  the  opinion  of  The  Public  Service  Commission 
of  the  Commonwealth  of  Pennsylvania,  it  is  desirable  or  necessary  to 
raise  the  height  of  the  towers,  or  to  change  the  span,  or  to  make  any 
otlier  alterations  or  improvements  at  or  in  connection  with  said  modified 
crossing  of  the  transmission  lines  of  the  I,ehigh  Navigation  Electric 
Company  with  the  transmission  lines  of  the  Pennsylvania  Utilities  Com- 
pany, at  the  crossing  hereby  and  herein  approved,  then  the  Lehigh 
Navigation  Electric  Company  shall  forthwith  make  such  changes  or  im- 
provements as  The  Public  Service  Commission  of  the  Commonwealth  of 
Pennsylvania  may  advise  or  approve. 


1) — Central  Railroad  of  New  Jersey. 

In  the  matter  of  the  application  by  the  Pennsylvania  Utilities  Company  for  a 
permit  to  construct  an  overhead  wire  crossing  over  the  tracks  and  railroad  facili- 
ties of  the  Central  Railroad  of  New  Jersey  at  what  was  formerly  Glendon, 
Palmer  Township,  and  now  is  West  Easton  borough,  Northampton  County,  the 
following  report  was  made. 

. The  Pennsylvania  Utilities  Company  now  operates  and  maintains  a central  sta- 
tion in  the  city  of  Easton  for  the  purpose  of  generating  electricity  for  light,  heat 
and  power,  and  is  extending  and  improving  this  station  and  has  constructed  a high 
tension  transmission  line  westerly  along  the  river  road  for  the  purpose  of  supplying 
the  public  in  Palmer  Township  and  elsewhere.  Just  beyond  the  city  line  in  the 
borough  of  West  Easton,  it  is  necessary  to  leave  the  said  river  road,  which  fol- 
lows along  the  northern  bank  of  the  Lehigh  River,  and  to  cross  the  tracks  of  the 
Central  Railroad  of  New  Jersey  which  also  parallels  the  said  river,  in  order  to 
reach  the  territory  to  the  north  that  is  to  be  served. 

Somewhere  in  the  valley  it  is  necessary  that  a crossing  shall  be  made  of  the 
tracks  of  the  said  railroad,  otherwise  the  transmission  line  will  be  confined  to 
the  river  bank.  The  Central  Railroad  of  New  Jersey  has  entered  into  an  agree- 
ment with  the  said  Pennsylvania  Utilities  Company  relative  to  the  manner  in 
which  the  proposed  crossing  shall  be  constructed  and  maintained.  The  agreement 
is  dated  March  2.5th,  1914,  and  copies  of  it  liave  been  filed  in  the  office  of  the  Com- 
mission. It  is  stipulated  in  the  agreement  that  the  agreement  shall  not  become 
efi’ective  until  approved  by  the  Public  Service  Commission . 
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The  Central  Railroad  Company  of  New  Jersey  leases  the  tracks  covered  by  the 
agreement  in  question  of  the  Lehigh  Coal  and  Navigation  Company.  The  said 
navigation  company  owns  a strip  of  land  at  the  point  of  the  proposed  crossing 
120  feet  wide.  This  company  has  stated  that  the  tracks,  etc.,  leased  to  the  Cen- 
tral Railroad  Company  of  New  Jersey  are  confined  to  an  area  60  feet  in  width, 
leaving  a strip  on  either  side  thereof,  of  approximately  30  feet,  which  are  the 
private  property  of  the  said  navigation  company,  to  the  same  extent  and  with 
the  same  effect  as  if  they  were  owned  by  an  individual  or  corporation,  because 
they  were  not  included  in  the  lease  to  the  Central  Railroad  Company  of  New 
Jersey,  and  are  not  necessary  for  the  operation  of  a railroad.  Furthermore,  the 
navigation  company  objects  to  the  crossing  of  these  two  30- foot  strips,  or  did  on 
April  20,  1914,  in  a communication  addressed  to  the  Secretary  of  the  Commission. 

On  the  ground  at  the  site  of  the  proposed  crossing,  the  Pennsylvania  Utilities 
Company  has  erected  two  steel  towers,  one  on  either  side  of  the  120  foot  strip  of 
land,  and  that  these  towers  are  located  on  land  owned  by  the  said  utilities  company, 
or  leased  for  right-of-way  purposes.  The  hillside  here  is  very  steep.  There  is 
scant  room.  The  highway  stretches  along  the  bank  of  the  river,  and  in  this  road 
are  the  tracks  of  the  Easton  Transit  Company  which  extend  up  stream  a mile  or 
so  to  Island  Park.  Abutting  the  highway  is  a strip  of  land  about  100  feet  wide 
occupied  by  dwellings.  Then  comes  the  120  foot  right  of  way  of  the  railroad  com- 
pany. There  are  four  parallel  tracks  here  elevated  approximately  30  feet  above 
the  level  of  the  river  road . Thence  there  is  a precipitous  hillside  along  the  top  of 
which  there  is  a highway  distant  about  120  feet  from  the  railroad  location.  This 
strip  is  so  steep  in  slope  that  it  remains  unoccupied.  The  highway  above,  is  ap- 
proximately 100  feet  above  the  level  of  the  railroad  tracks. 

The  Pennsylvania  Utilities  Company  has  erected  a pole  in  the  highway  at  the 
top  of  the  hill.  There  is  a span  of  130  feet  between  this  pole  and  the  nearest  steel 
tower.  The  span  across  the  railroad  tracks  between  the  two  steel  towers  is  138 
feet  in  length.  The  span  between  the  second  steel  tower  and  the  pole  erected  on 
the  utility  company’s  land  at  the  river  road  is  about  100  feet.  The  two  steel 
towers  and  the  wooden  poles  next  beyond  them  are  in  a straight  line.  There  will 
be  a vertical  clearance  of  over  50  feet  between  the  tracks  of  the  railroad  company 
and  the  lowest  wire  of  the  utilities  company,  and  there  will  be  a vertical  clearance 
of  about  18  feet  between  the  wires  of  the  said  companies. 

Along  the  river  road  are  the  poles  and  wires  of  the  Bell  Telephone  Company, 
the  Easton  Transit  Company  and  the  Pennsylvania  Utility  Company.  The  poles 
and  wires  of  the  Bell  Telephone  Company  are  to  be  taken  down  and  moved  to  the 
south  bank  of  the  river,  in  conformity  with  an  agreement  existing  between  the 
said  telephone  company  and  utilities  company.  Hence  the  present  arrangement 
of  these  wires  and  poles  need  not  be  further  discussed . 


Recommendations. 

It  was  recommended: 

1.  That  the  proposed  crossing  shall  be  constructed  in  conformity  with  the  gen- 
eral plans  and  specifications  accompanying  the  application  for  said  crossing  and 
on  file  in  the  office  of  The  Public  Service  Commission  of  the  Commonwealth  of  Penn- 
sylvania. and.  with  respect  to  details,  in  conformity  with  the  standard  specifica- 
tions for  such  crossings  of  the  American  Railway  Association. 

2.  After  the  crossing  shall  have  been  constructed,  the  Penns.vlvania  Utilities 
Company  shall,  within  30  days,  file  in  the  office,  of  the  said  Public  Service  Com- 
mission, detail  plans  and  a satisfactory  description  of  the  crossing  ns  constructed 
and  the  connecting  lines,  poles  and  facilities  for  a distance  of  several  hundred 
feet  on  either  side  of  the  said  crossing. 
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3.  If  at  any  time,  in  the  opinion  of  The  Public  Service  Commission  of  the  Com- 
monwealth of  Pennsylvania,  it  is  desirable  or  necessary  to  make  any  alterations 
or  improvements  at  or  in  connection  with  said  crossing  hereby  and  herein  approved, 
then  the  Pennsylvania  Utilities  Company  shall  forthwith  make  such  changes  or 
improvements  as  the  said  Public  Service  Commission  may  advise,  order  or  approve. 

c — Kaystown  Water  Power  Company. 

1 — Williamsburg. 

The  Raystown  Water  Power  Company  purposes  to  build  its  line  and  to  cross 
under  the  wires  of  the  Penn  Central  Inght  and  Power  Company  in  Catharine  Town- 
ship, Blair  County,  at  two  points.  In  the  report  which  follows,  these  crossings 
are  designated  as  A and  B.  B is  in  the  vicinity  and  near  the  old  tow-path  bridge 
over  the  Juniata  River. 

The  Juniata  River  is  the  boundary  line  between  Catharine  Township  to  the  north 
and  Woodbury  Township  to  the  south.  Williamsburg  Borough  is  in  the  latter 
township.  It  is  supplied  with  light  by  the  Raystown  Water  Power  Company.  The 
I’enn  Central  Light  and  Power  Company  has  been  erecting  an  auxilliary  plant 
in  Williamsburg  for  the  purpose  of  a manufacture  and  sale  of  electric  light 
and  power  to  a district  of  considerable  e.xtent,  in  Blair  and  Huntingdon  Counties 
and  has  in  connection  with  this  development  constructed  a high  tension  transmis- 
sion line  through  Woodbury  Township.  It  was  the  Company’s  intention  to  locate 
this  line  entirely  south  of  the  river ; but  failing  to  secure  the  necessary  right  of 
way  at  one  farm,  it  was  compelled  to  cross  the  river  and  to  pass  through  a por- 
tion of  Catharine  Township  for  a distance  of  about  seven  hundred  feet  in  length 
and  thence  by  a second  crossing  of  the  river  to  enter  Woodbury  Township  again. 
The  first  crossing  designated  as  “A”  is  near  the  village  of  Canister.  Along  the 
southerly  bank  of  the  river  at  this  point  are  the  tracks  of  the  Pennsylvania  Rail- 
road and  paralleling  the  said  tracks  is  a public  highway.  The  said  transmission 
line  of  the  Penn  Central  Company  has  been  constructed  over  this  highway  and 
railroad  and  the  river  under  an  agreement  specifying  the  form  of  construction  of 
said  crossing  which  form  is  in  conformity  with  the  general  specifications  of  the 
Pennsylvania  Railroad  Company  for  all  similar  crossings. 

The  towers  supporting  the  river  span  are  made  of  steel.  The  one  on  the  north 
bank  is  strengthened  by  proper  construction,  as  shown  in  the  photographs  and 
plans  filed  with  the  Commission.  This  is  made  necessary  because  the  alignment 
deflects  to  the  right  about  thirty  degrees  at  this  point.  The  tower  is  located  at 
the  top  of  the  old  tow-path  embankment  and  the  lower  wires  (telephone  wires) 
are  22'  6"  from  the  surface  of  the  ground. 

Fifteen  feet  distant  from  this  pole  towards  the  river  bank  there  was  erected  by 
the  Raystown  Company  a wooden  pole  30'  high  from  the  surface  of  the  ground.  At 
that  point  the  ground  is  9'  lower  than  the  top  of  the  tow  path  where  the  Penn 
Central  Company’s  pole  is  erected,  hence  the  top  of  the  .30'  pole  is  1'  6"  lower 
than  the  telephone  wires,  or  would  be  if  the  pole  had  not  been  cut  down  by  the  Penn 
Central  Company.  The  Raystown  Company  was  forced  to  seek  this  low  land  on 
the  river  bank  because  it  was  the  only  location  where  it  could  secure  a right  of 
way  to  cross  the  wires  and  facilities  of  the  Penn  Central  Company. 

After  the  pole  was  erected  and  equipped  there  was  a ground  wire  at  the  top. 
The  pole  was  chestnut  30'  above  ground  and  5'  underground,  8"  diameter  at  the 
top.  Four  feet  from  the  top  was  an  arm  supporting  the  conductor,  and  4'  below 
this  arm  was  a second  arm  supporting  two  conductors  spaced  7'  apart  and  2^' 
lower  down  was  an  arm  supporting  parallel  telephone  lines.  The  transmission  line 
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was  insulated  for  forty-five  thousand  volts.  The  line  voltage  at  the  present 
time  will  be  twenty-three  hundred.  Owing  to  the  difference  in  elevation  of  the 
ground  at  the  base  of  the  two  poles,  a man  might  stand  on  the  edge  of  the  tow- 
path  and  reach  the  nearest  transmission  line  on  the  Raystown  Company’s  pole  with 
a rod  12'  long. 

Furthermore,  this  wooden  pole  is  located  where  it  may  be  damaged  by  a freshet 
and  ice  floe. 

The  Penn  Central’s  tower  should  be  .elevated  so  as  to  give  a vertical  clearance 
between  the  lowest  wire  on  its  pole  and  the  highest  wire  on  the  Raystown  Com- 
pany’s pole  of  at  least  8'.  Still  further,  the  steel  tower  should  be  moved  over  to 
the  north  so  as  to  provide  room  for  the  erection  of  the  pole  and  line  of  the  Rays- 
town Company  on  ground  not  subject  to  inundation ; and  finally,  the  Raystown 
Company  should  be  required  to  conform  its  construction  for  transmission  lines  of 
forty-five  thousand  volts  to  the  standard  specifications  set  forth  in  the  report  of 
the  joint  committee  on  high  tension  crossings  on  the  American  Institute  of  Electrical 
Engineers. 

These  suggestions  are  all  the  more  important  since  the  crossing  is  to  be  a per- 
manent one. 

The  Raystown  Company’s  transmission  line  from  Williamsburg  passes  westerly 
into  Catharine  Township.  When  the  Joseph  Winter  farm  was  reached,  passage 
across  it  was  stopped  because  the  Penn  Central  Company  had  acquired  control  of 
the  farm . This  company  had  also  obtained  control  of  a narrow  strip  of  land  for 
a mile  or  more  to  the  north  and  also  to  the  south  of  the  river,  effectually  preventing 
the  construction  by  the  Raystown  Company  of  its  transmission  line  westward, 
with  the  exception  of  the  right  of  way  over  the  land  of  the  Pennsylvania  Railroad, 
a narrow  strip  bordering  the  river  along  the  north  bank.  This  right  was  secured 
by  the  Raystown  Company.  At  crossing  “b”  the  Penn  Central  Company  has  a 
tower  erected  on  the  river  bank,  and  has  strung  its  wires  spanning  the  river,  the 
lowest  or  telephone  lines  at  the  tower  are  22'  above  the  surface  of  the  ground, 
which  is  low  here  and  subject  to  flood  in  high  water.  This  tower  is  of  special 
construction  as  the  alignment  deflects  on  the  right  about  45  degrees.  The  pole 
nearest  the  river  is  directly  at  the  bank.  The  Raystown  Company  proposes  to 
erect  its  transmission  pole  on  ground  8'  lower  which  brings  the  location  of  it  into 
the  channel  of  the  river.  There  will  be  a vertical  clearance  of  12'  only  between 
the  transmission  wire  of  the  Raystown  Company  and  the  steel  tower  of  the  Penn 
Central  Company.  It  is -proposed  by  the  Raystown  Company  to  place  the  ground 
wire  at  the  top  of  the  pole  and  provide  a vertical  clearance  between  it  and  the 
telephone  wires  of  the  Penn  Central  Company  of  8'.  This  will  bring  the  three 
transmission  wires  to  within  9'  of  the  surface  of  the  ground  at  the  steel  pole.  About 
100'  up  stream  where  the  old  bridge  abutment  was  located  and  where  the  tow  path 
embankment  now  exists,  the  pole  to  be  erected  there  on  the  edge  of  the  river 
channel  will  carry  the  transmission  wire  about  level  with  the  surface  of  the  ground . 
To  remedy  this,  the  said  embankment  and  tow-path  bridge  abutment  should  be  re- 
moved in  the  vicinity  and  the  ground  leveled  off,  but  even  then  the  wires  will  be 
altogether  too  low. 

The  steel  tower  should  be  moved  further  back  from  the  river  and  be  carried  up 
sufficiently  high  to  afford  8'  clearance  of  the  nearest  wire  on  the  pole  of  the  Rays- 
town Company  when  this  pole  and  its  complement  shall  have  been  erected  on 
ground  away  from  the  river  channel  and  not  subject  to  ordinary  inundation.  The 
form  of  construction  to  be  adopted  by  the  Raystown  Company  should  be  in  con- 
formity with  the  standard  specifications  hereinbefore  mentioned. 
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Recommendations. 

The  two  crossings  “A”  and  “B”  are  unnecessary  and  they  should  be  avoided. 
The  Raystown  Company  is  compelled  to  seek  the  banks  of  the  river  and  to  cross  the 
lines  of  the  Penn  Central  Company  at  two  points  when  it  wished  to  avoid  alto- 
gether the  line  of  the  Penn  Central  Company  and  to  pass  up  the  valley  many  hun- 
dred feet  to  the  north.  There  is  nothing  to  hinder  this  avoidance  of  two  crossings 
now  e.xcept  the  wilfulness  of  the  Penn  Central  Company.  If  it  be  made  apparent 
to  the  Penn  Central  Company  that  the  Raystown  Company  will  be  permitted  to 
build  its  line  westward  up  the  valley  of  the  Juniata,  and  that  it  will  be  a matter 
of  economy  for  the  Penn  Central  Company  to  permit  the  Raystown  Company  to 
pass  up  the  valley  with  the  transmission  line  at  a point  hundreds  of  feet  north 
of  the  Penn  Central  Company’s  line  in  Catharine  Township  rather  than  to  compel 
the  Raystown  Company  to  cross  the  wires  of  the  Penn  Central  Company,  possibly 
the  difference  may  amicably  be  adjusted  and  the  two  needless  crossings  entirely 
avoided . 

It  is  suggested  that  the  Commission  make  an  effort  to  bring  about  this  result,  or 
in  lieu  of  it  that  the  Raystown  Water  Power  Company  be  required  to  change  the 
location  of  its  proposed  line  from  the  edge  of  the  channel  to  the  high  ground,  and 
to  conform  its  construction  to  the  standard  specifications  as  reported  by  the  joint 
committee  on  high  tension  crossings  of  the  American  Institute  of  Electrical  Engi- 
neers, and  file  its  plans  for  approval  with  the  Commission. 

Also  that  the  Penn  Central  Company,  in  lieu  of  its  granting  a right  of  way  across 
its  other  land  to  the  Raystown  Company,  shall  change  the  location  of  its  towers 
at  any  of  the  river  crossings  in  Catharine  Township  so  as  to  permit  the 
Raystown  Water  Power  Company  transmission  line  to  be  constructed  along  the 
tow-path  in  said  territory  according  to  location  plans,  approved  by  The  Public 
Service  Commission.  Furthermore,  the  Penn  Central  Light  and  Power  Company 
shall  elevate  its  poles  at  the  said  crossings  in  conformity  with  plans  to  be  ap- 
proved by  The  Public  Service  Commission  in  order  to  give  a clearance  of  8'  between 
its  lowest  wires  and  the  highest  wire  of  the  Raystown  Water  Power  Company  line 
at  the  crossings  proposed. 

2 — Mapleton . 

The  Penn  Central  Light  and  Power  Company  is  a powerful  corporation.  Its 
main  generating  plant  is  located  in  the  city  of  Altoona ; another  generating  plant 
is  located  on  the  Juniata  River  at  Warrior’s  Ridge.  Here  a dam  has  been  con- 
structed, and  when  there  is  sufficient  water,  the  electric  current  is  produced  by 
water  power.  During  seasons  of  drought  the  deficiency  in  current  is  made  up  by 
an  auxiliary  steam  plant.  The  territory  served  by  the  Company  is  most  extensive. 
It  includes  portions  of  Cambria,  Indiana,  Clearfield,  Blair,  Huntingdon,  Mifflin 
and  Juniata  Counties.  In  Huntingdon  County,  on  the  Raystown  Branch  of  the 
Juniata  River,  the  Raystown  Water  Power  Company  has  erected  a large  dam 
and  generating  station.  This  Company  has  also  secured  the  right  for  the  erection 
of  two  other  dams  on  the  same  stream,  which  when  built,  will  have  developed 
the  water  power  of  this  stream  to  its  maximum  capacity.  The  operations  have 
been  projected,  and  a plant  has  been  erected  thus  far  largely  by  local  capital.  The 
competition,  i)articularly  in  Huntingdon  and  Blair  Counties,  between  these  two 
corporations  is  very  keen. 

At  a point  in  Union  Township,  Huntingdon  County,  near  the  Borough  of  Maple- 
ton,  where  the  service  line  of  the  Penn  Central  Company,  crossed  the  public  road 
known  as  Hare’s  Valley  Road  (near  the  plant  of  the  Pittsburgh  White  Sand  Com- 
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pany)  and  also  at  a point  where  the  Penn  Central  Light  and  Power  Company  ser 
vice  line  crosses  the  aforesaid  road  (near  the  quarry  of  the  Juniata  White  Sand 
Company)  the  Raystown  Company  proposes  to  build  its  line  under  the  wires  of  the 
said  Penn  Central  IJght  and  Power  Company. 

The  proposed  line  of  the  Raystown  Water  Power  Company  is  to  have  a voltage 
of  2300.  At  each  crossing  there  is  to  be  a vertical  clearance  of  3 feet  between  the 
lowest  wires  on  the  pole  of  the  Penn  Central  Company  (which  wires  are  parallel 
telephone  lines),  and  the  highest  wire  on  the  pole  of  the  said  Raystown  Company. 
According  to  the  plan  there  will  be  a vertical  clearance  between  the  lowest  wire  of 
the  said  Raystowm  Company  and  the  surface  of  the  ground  of  the  proposed  cross- 
ing, of  twenty  feet. 


Recommendations. 

(1)  That  the  Raystown  Water  Power  Company  shall  file  a satisfactory  plan  and 
elevation  of  each  crossing  as  constructed,  showing  the  highway  and  property  lines 
and  poles  and  the  lines  of  wires  of  the  Penn  Central  Light  and  Power  Company 
and  the  Raystown  Water  Power  Company  at  and  in  the  vicinity  of  each  of  the  said 
crossings. 

(2)  That  if,  at  any  time,  in  the  opinion  of  the  Public  Service  Commission  it  is 
desirable  that  said  crossings  shall  be  changed,  then  upon  order  to  make  a change 
the  Raystown  Water  Power  Company  shall  forthwith  comply  with  such  order  of 
The  Public  Service  Commission. 


3 — Mount  Union. 

The  Raystown  Water  Power  Company  proposes  to  build  certin  lines  of  wires 
in  the  Borough  of  Mt.  Union,  Huntingdon  County,  under  the  existing  wires  of 
the  Penn  Central  Light  and  Power  Company. 

The  Penn  Central  Light  and  Power  Company’s  house  service  wires,  distribution 
wires,  steel  light  supporting  arm  and  distribution  wires,  on  or  near  the  southern 
side  of  Shirley  Street,  at  its  intersection  with  Division  Street  north  of  Shirley 
Street,  are  to  be  crossed  by  the  primary  wire  (2200  volts)  and  the  secondary  wires 
(one  of  220  and  one  of  110  volts),  of  the  Raystown  Water  Power  Company,  all 
three  of  said  lines  of  the  Raystown  Company  being  supported  on  a single  cross 
arm  attached  to  a chestnut  pole  and  providing  a vertical  clearance  of  not  less  than 
3 feet  between  the  lowest  wires  of  the  Penn  Central  Company  and  the  said  wires 
of  the  Raystown  Company,  and  providing  a vertical  clearance  of  about  20  feet 
between  said  Raystown  Company’s  wires  and  the  surface  of  the  street  beneath. 

On  Small  Alley  east  of  Division  Street  on  the  north  side  are  the  poles  of  the 
Penn  Central  Company,  and  on  the  south  side  are  the  poles  of  the  Postal  or  some 
other  telegraph  or  telephone  company.  The  poles  of  the  Raystown  Water  Pow'er 
Company  cross  the  tracks  of  the  Pennsylvania  Railroad,  and  pass  southerly  along 
the  easterly  side  of  Division  Street.  There  will  be  a crossing  at  the  northeast 
corner  of  Division  Street  and  said  Small  Alley  of  the  wires  of  these  two  companies. 

The  Raystown  Company’s  pole  nearest  the  railroad  is  high,  being  made  so  in  order 
to  cross  the  said  railroad  tracks  in  conformity  with  the  Pennsylvania  Railroad 
Company’s  standard  specifications.  The  line  will  have  to  be  dropped  at  this 
pole,  so  as  to  pass  under  the  wires  of  the  Penn  Central  Company.  From  a pole 
to  be  erected  on  the  southeast  corner  of  the  said  Division  Street  and  the  Small 
Alley,  thence  the  line  proposed  by  the  Raystown  Company  will  extend  easterly 
along  the  south  side  of  the  alley,  passing  under  three  (3)  house  service  wires  of 
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the  Penn  Central  Company.  In  each  case  there  is  to  be  a vertical  clearance  of 
3 feet  between  the  wires  of  the  Penn  Central  Company  and  the  wires  of  the  Rays- 
town  Company,  and  there  will  be  about  20  feet  vertical  clearance  between  said 
Raystown  Company’s  wires  and  the  surface  of  the  ground.  There  are  to  be  three 
(3)  wires  on  the  pole  of  the  Raystown  Company,  supported  on  one  cross  arm  ; they 
to  be  respectively  2300  , 220  and  110  volts. 

On  Wood  Street  which  runs  north  from  Shirley  Avenue,  the  Penn  Central  Com- 
pany has  a line  of  wires.  The  Raystown  Company  proposes  to  construct  its 
wires  of  the  same  voltage  and  arrangement  as  hereinbefore  described  under  the 
wires  of  the  Penn  Central  Light  and  Power  Company,  so  as  to  give  a vertical 
clearance  of  three  (3)  feet  between  the  secondary  lines  of  the  Penn  Central  Light 
and  Power  Company  and  the  wires  of  the  Raystown  Company,  and  so  as  to  give 
a vertical  clearance  of  the  latter  from  the  surface  of  the  road,  of  about  20  feet. 
Wood  Street  is  in  the  outskirts  and  it  is  not  so  much  travelled  or  built  up. 

The  Penn  Central  Company  has  a line  of  wires  on  the  east  side  of  Jefferson 
Street.  The  Raystown  Company  purposes  to  construct  a line  southerly  along 
Academy  Alley,  crossing  over  the  wires  of  the  Penn  Central  Company  at  Jefferson 
Street,  so  as  to  give  a vertical  clearance  of  three  (3)  feet.  On  the  pole  of  the  said 
Penn  Central  Company  there  are  to  be  three  wires  supported  on  one  arm,  as  herein- 
before described.  In  the  same  alley  are  two  lines  of  telephone  and  telegraph  poles, 
supporting  many  lines  of  wire,  but  they  are  on  higher  poles  and  are  carried  high 
over  all  other  wires. 

Jefferson  Street  runs  north  and  south  and  is  a thoroughfare  thoroughly  built  up. 
Along  the  east  side,  the  Penn  Central  Company  has  a line  of  poles  supporting 
primary  and  secondary  wires.  The  secondary  wires  are  twenty  feet  six  inches  above 
the  surface  of  the  street.  The  Raystown  proposes  to  pass  under  the  secondary 
wires  with  a clearance  of  twelve  inches  only,  as  shown  on  the  original  plan  filed  with 
the  application  but  now  modified  to  give  a clearance  of  twenty-four  inches.  There 
is  a house  service  wire  passing  obliquely  across  Jefferson  Street  here.  The  wires 
of  the  Raystown  Company  are  to  pass  over  the  service  wires  with  a clearance  of 
eighteen  inches.  In  the  alley  west  of  Jefferson  Street  the  Penn  Central  Company 
has  a service  wire  over  which  the  wires  of  the  Raystown  Company  will  pass  with 
a clearance  of  from  two  (2)  to  four  (4)  feet,  and  in  the  alley  east  of  Jefferson 
Street  the  Penn  Central  Company  has  a house  service  wire  over  which  the  Rays- 
town Company’s  wires  will  pass  with  a clearance  of  two  (2)  feet. 

If  the  pole  of  the  Raystown  Company  that  is  to  be  erected  at  the  southwest 
corner  of  Jefferson  Street  and  the  alley  were  to  be  used  by  the  Penn  Central  Com- 
pany for  its  house  service  wires,  then  it  would  be  possible  to  secure  a clearance  of 
three  13)  feet  between  the  wires  of  the  two  companies,  but  the  wires  of  the  Rays- 
town Company  would  then  come  within  seventeen  (17)  feet  from  the  surface  below. 

Discussion. 

Three  (3)  feet  clearance  of  low  tension  wires  may  be  permissible  when  unavoid- 
able, but  it  is  preferable  to  have  more  when  the  wires  belong  to  different  companies. 
It  may  be  that  later  the  Public  Service  Commission  will  work  out  a standard 
specification  for  low  tension  as  well  as  high  tension  crossings.  Therefore  it  may 
be  well  to  consider  these  proposed  crossings  in  the  Borough  of  Mt.  Union  in  the 
light  of  temporary  crossings,  and  especially  those  at  and  in  the  vicinity  of  Jefferson 
Street  and  the  alley.  At  Jefferson  Street  the  Company  may  be  permitted  tem- 
porarily to  carry  its  line  across  the  street  with  a vertical  clearance  of  not  less  than 
17  feet  between  the  surface  of  the  street  and  said  wires,  and  with  a vertical  clear- 
ance between  its  wires  and  those  of  the  other  company  of  not  less  than  three  (3) 
feet. 
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liecomineiidations. 

(1)  That  the  Raystown  Water  Power  Company  shall  file  a satisfactory  plan  and 
elevation  of  each  crossing  as  constructed,  showing  the  lines  of  the  streets  and 
alleys  and  the  poles  and  the  lines  of  wires  of  all  utility  companies  at  or  in  the 
vicinity  of  each  of  the  said  crossings. 

(2)  There  shall  be  a vertical  clearance  between  the  wires  of  the  Raystown 
Water  Power  Company  and  the  wires  of  the  Penn  Central  Light  and  Power  Com- 
pany, or  those  of  any  other  company  at  said  crossings,  of  at  least  3 feet,  and  with 
the  exception  of  the  crossing  at  Jefferson  Street  and  a small  alley,  the  clearance 
between  the  wires  of  the  Raystown  Company  and  the  surface  of  the  street  shall 
not  be  less  than  20  feet. 

(31  At  the  proposed  crossing  of  Jefferson  Street  and  the  small  alley  the  wires  of 
the  Raystown  Water  Power  Company  shall  have  a clearance  above  the  surface  of  not 
less  than  17  feet,  and  the  said  Raystown  Water  Power  Company  may,  if  it  so 
elect,  prepare  a plan  for  the  joint  use  by  it  and  the  said  Penn  Central  Light  and 
Power  Company,  whereby  the  surf.-ice  wires  of  the  said  Penn  Central  Company 
shall  be  attached  to  the  pole  of  the  Raystown  Water  Power  Company,  in  order  to 
give  the  necessary  clearance  specified  and  upon  arrival  of  this  plan,  the  Public 
Service  Commission  may  order  such  joint  use  of  said  pole. 

(J)  The  said  crossings  hereby  and  herein  approved  as  to  form  of  construction 
shall  be  considered  temporary  as  to  form,  construction  and  clearance,  and  if  at 
any  time  in  the  opinion  of  The  Public  Service  Commission  it  is  desired  or  neces- 
sary that  said  crossings  shall  be  changed  in  form  of  construction  or  clearance, 
then  upon  order  to  make  a change  therein  the  Raystown  Water  Power  Company 
shall  forthwith  comply  with  such  order  of  the  Public  Service  Commission. 

4 — Petersburg . 

Porter  Township  is  northwest  of  Huntingdon  Borough  and  is  bounded  on  the  west 
by  the  Juniata  River.  Near  Petersburg  Borough  is  the  mouth  of  the  Frankstown 
Branch  of  the  river  that  comes  in  from  the  west  and  up  this  branch  valley  on  the 
Petersburg  Cut-off  of  the  Pennsylvania  Railroad  there  is  a station  called  Alferata. 
Near  this  station,  along  the  southern  bank  of  the  Frankstown  Branch  of  the 
Juniata  River,  the  Penn  Central  Light  and  Power  Company  has  erected  its  high 
tension  towers  and  lines.  Steel  towers  have  been  built,  6-4.5000  volts  high  tension 
wires  in  two  series  of  three  each  have  been  strung,  also  3-1100  volt  wires  and  two 
telephone  lines. 

Between  towers  94  and  95  of  said  Penn  Central  Company,  where  the  tramway  of 
the  Federal  Refractories  Company  crosses  under  said  Company’s  line  of  wires  and 
northerly  across  the  Branch  River,  which  bridge  is  about  1000  feet  west  of  Alferata 
Station,  it  is  proposed  by  the  Raystown  Water  Power  Company  to  erect  its  poles 
and  transmission  lines  and  pass  under  and  across  the  right  of  way  and  wfires  and 
facilities  of  the  said  Penn  Central  IJght  and  Power  Company,  the  said  proposed 
crossing  being  nearly  perpendicular  to  the  line  of  wires  of  the  Penn  Central  Com- 
pany, pole  C of  the  Raystown  Company  to  be  attached  to  a pier  of  the  bridge  sus- 
taining the  tramway  across  the  river,  and  pole  B to  be  erected  at  the  other  end  of 
the  span  which  is  to  cross  under  the  said  Penn  Central  line ; thence  from  pole  B 
the  line  is  to  deflect  nearly  perpendicularly  and  to  pass  westward  paralleling  the 
Penn  Central  line  to  pole  A,  which  is  to  be  12.5  feet  distant  from  pole  B.  Hence 
pole  B is  to  be  a pivotal  structure  and  in  order  to  make  it  rigid,  requires  a special 
form  of  construction. 
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The  Bureau  conferred  with  the  representatives  of  the  Raystown  Company  and  of 
the  Penn  Central  Company,  and  brought  about  an  agreement  with  the  following 
recommendations  as  to  the  form  of  construction  to  be  adopted: — 

Eecommendations. 

1.  Pole  “B”  of  the  Raystown  Water  Power  Company — the  pivot  pole  and  the  one 
to  sustain  the  south  end  of  the  crossing  span  proposed,  should  be  built  as  a double 
pole  and  be  constructed,  in  all  respects,  similar  to  the  standard  practice  for  such 
poles  similarly  located,  of  the  Pennsylvania  Railroad  Company;  and  this  shall 
apply  also  in  so  far  as  such  standard  practice  is  applicable  thereto,  to  poles  “C”  and 
“A”  and  their  wiring  and  appurtenances. 

2.  The  highest  wire  of  the  Raystown  Water  Power  Company  at  the  proposed 
crossing  shall  be  so  constructed  as  to  provide  a clearance  of  not  less  than  8 feet 
beneath  the  lowest  wire  of  the  Penn  Central  Company  line,  this  clearance  referring 
to  the  transmission  wires  of  said  companies.  The  Raystown  Water  Power  Com- 
pany shall  place  guard  wires  at  least  5 feet  under  the  wires  that  are  lowest  on 
the  Penn  Central  Light  and  Power  Company’s  lines,  and  these  guard”  wires  shall 
be  at  least  3 feet  above  the  highest  wires  of  the  said  Raystown  Company,  at  the 
said  proposed  crossing,  and  support  and  properly  ground  the  said  guard  wires  at 
either  end  of  the  said  crossing  span,  in  conformity  with  standard  practice  for 
guard  crossings  of  this  kind. 

3.  If  at  any  time,  in  the  opinion  of  the  Public  Service  Commission,  it  is  de- 
sirable that  said  crossing  shall  be  changed,  altered  or  improved,  the  Raystown 
Water  Power  Company  shall  forthwith  comply  with  such  order  of  the  Public 
Service  Commission. 

4.  The  Raystown  Water  Power  Company  shall,  after  having  constructed  the 
crossing  herein  and  hereby  approved,  and  in  the  manner  herein  provided  for  pre- 
pare a satisfactory  plan  and  elevation  in  detail  of  the  crossing  as  constructed,  and 
of  the  rights-of-way,  property  lines  and  facilities  of  the  Penn  Central  Light  and 
Power  Company  at  and  in  the  vicinity  of  the  crossing,  together  with  a description 
thereof  sufficient  to  enable  the  Public  Service  Commission  to  determine  whether  the 
Raystown  Water  Power  Company  has  built  the  crossing  as  ordered. 

d — Standardization  of  Overliead  Wire  Construction. 

There  are  hundreds  of  thousands  of  wire  crossings  in  Pennsylvania.  The  Public 
Service  Company  Law  places  in  the  hands  of  the  Public  Service  Commission  the 
matter  of  regulating  crossings  of  this  kind  and  the  joint  use  of  poles.  Evidently 
the  law  did  not  contemplate  particular  action  by  the  Commission  on  every  crossing 
constructed.  Such  attention  would  be  impracticable.  It  would  delay  rather  than 
enhance  public  service  and  convenience  and  as  evidence  of  this,  reference  may  be 
had  to  Section  12  of  Article  5 of  the  law. 

“It  shall  be  proper,  however,  for  the  Commis.sion,  by  general  rule  or 
order,  whenever  the  same  can  be  properly  regulated  by  suitable  general 
rule,  to  prescribe  the  terms  and  conditions  under  which  such  crossing  may 
be  constructed,  operated,  maintained  or  protected,  without  the  particular 
approval  of  the  Commission.” 

It  became  evident  early  in  the  operations  of  the  Bureau,  that  the  Commission 
could  advisedly  proceed  under  this  provision  of  the  law.  It  has  been  ascertained 
by  a field  investigation  and  otherwise,  that  there  is  a wide  variance  of  opinion 
held  by  those  interested  and  concerned  in  the  construction  of  telephone  and  tele- 
graph lines,  railroad,  signal  and  overhead  lines,  street  railway  power  and  operating 
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lines  and  the  lines  and  facilities  of  electric  light  and  power  companies.  There 
is  at  the  present  time  a large  amount  of  construction  that  is  not  in  conformity  with 
accepted  good  practice.  The  question  of  responsibility  enters  as  an  important 
element  into  the  conduct  of  affairs  of  companies  using  overhead  line  construction. 
If  a standard  of  practice  covering  these  fields  of  endeavor  could  be  worked  out 
and  adopted,  it  would  reduce  to  a small  minimum  disputed  cases  which  would 
have  to  come  before  the  Commission  for  its  consideration  and  action . Consequently 
the  Commission  decided  that  the  chief  of  the  Bureau  of  Engineering  should  look 
into  the  problem.  With  the  knowledge  and  consent  of  the  Commission,  the  said 
chief  is  taking  the  requisite  steps  to  bring  about  the  appointment  of  committees 
of  the  State  associations  concerned  in  wire  crossings,  for  the  purpose  of  meeting 
in  joint  convention  to  discuss  the  subject,  and  for  the  further  purpose  of  working 
out  rules  of  standard  practice  to  be  laid  before  the  Commission  for  its  considera- 
tion . 


10— ADMINISTRATION  OF  SERVICE  RULES  AND  REGULATIONS. 


Facilities  and  Organization  Projected  for  tlie  Administration  of 
the  Service  Rules  and  Regulations  Adoi)ted  by  the 

Commission. 


Arrangement. 

1 —  General  Obligations  Imposed . 

2 —  Facilities  and  Organizations  Required. 

3 —  Apparatus  Purchased  for  Use  in  this  Work. 

4 —  Meter  Prover  Tests. 

5 —  Plan  of  Survey  of  Conditions  Existing  in  the  Utilities. 

6 —  Report  Forms  Developed  for  Use  in  Survey. 

(a)  Inspection  Report,  Electric  Utilities. 

(b)  Inspection  Report,  Gas  Utilities. 

(c)  Inspection  Report,  Water  Utilities. 

(d)  Inspection  Report,  Heating  Utilities. 


General  Obligations  Imposed. 

The  adoption  by  the  Commission  of  the  Rules  and  Regulations  discussed  in  the 
preceding  sections  imposed  upon  the  Commission,  and  hence  upon  its  Engineering 
Bureau,  the  obligation  to  inspect,  for  approval  or  otherwise,  the  standards  and 
the  testing  facilities  used  by  the  utilities  in  connection  with  the  testing  of  service 
meters  and  the  maintenance  of  the  quality  of  the  product.  The  Rules  further  im- 
pose upon  the  Bureau  the  work  of  calibrating  or  standardizing  certain  of  these 
standards,  and  certifying  to  their  correctness  by  appropriate  certificates  or  seals. 
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and  further  specify  January  1st,  1915,  as  the  date  after  which  tests  made  with 
uncertified  standards  will  not  be  considered  authoritative.  A third  obligation  im- 
posed by  the  Rules  and  Regulations  adopted  by  the  Commission  has  to  do  with 
the  maintenance  by  the  utilities  operating  and  service  records.  Although  the  re- 
quirements are  less  specific  than  in  the  case  of  the  other  two  obligations,  it  is 
nevertheless  incumbent  upon  the  Bureau  to  ensure  the  presence  in  the  records  of 
the  Utilities  in  easily  available  form,  of  the  information  specified  by  the  Rules  and 
Regulations  of  the  Commission. 

Facilities  aud  Organization  Required. 

In  order  to  meet  the  above  obligations,  laboratory  facilities,  a trained  laboratory 
force,  a trained  field  force,  and  a supervising  and  directing  force  are  necessary. 
It  was  thought  wise  to  proceed  cautiously  in  the  equipment  of  laboratories  and 
the  organization  of  a force,  as  there  was  some  uncertainty  concerning  the  volume 
of  work  to  be  handled,  and  concerning  the  dividing  line  between  field  work  and 
laboratory  work,  particularly  in  the  ease  of  gas  and  water  utilities,  and  it  was 
felt  that  by  proceeding  slowly,  the  real  needs  of  the  situation  would  soon  become 
apparent.  Another  very  important  factor  demanding  consideration  at  this  time 
was  the  smallness  of  the  funds  available  for  equipment  and  for  an  organization 
to  carry  on  the  work.  In  accordance  with  the  above  reasoning,  it  was  planned 
to  establish  temporary  standardizing  laboratories  in  the  Engineering  Schools  of 
the  University  of  Pennsylvania,  Philadelphia,  Pa.,  and  the  University  of  Pitts- 
burgh, Pittsburgh,  Pa.  The  facilities  available  in  the  laboratories  of  these 
schools  are  such  that  a very  moderate  outlay  for  special  equipment  would  enable 
the  work  of  the  Commission  to  be  carried  on  satisfactorily  until  such  time  as 
funds  were  available  for  the  establishment  of  a laboratory  belonging  to  the  Com- 
mission . Most  of  the  actual  work  in  connection  with  these  laboratories  would 
be  done  by  experienced  members  of  the  teaching  staffs,  under  the  supervision  of 
the  Consulting  Engineers  of  the  Commission,  Prof.  R.  H.  Eernald,  of  the  Uni- 
versity of  Pennsylvania,  and  Prof.  U.  H.  Harris,  of  the  University  of  Pittsburgh. 
The  instructors  would  naturally  be  paid  for  their  services,  but  the  arrangement 
would  avoid  the  expense  of  immediately  appointing  a full  time  organization. 

It  was  planned  to  have  the  gas  meter  provers  and  the  gas  calorimeters  standard- 
ized in  the  field,  although  this  was  subsequently  modified  to  the  extent  of  arranging 
for  the  calorimeter  standardization  as  laboratory  work.  It  was  further  decided 
that  the  development  of  the  above  plans  would  be  aided  materially  by  having 
available  the  general  information  obtained  from  a survey  of  conditions  existing 
in  the  electric,  gas,  water  and  heating  utilities,  with  particular  reference  to  items 
of  interest  in  connection  with  the  Rules  and  Regulations  adopted  by  the  Com- 
mission. 

Apparatus  I’nrcliased. 

The  following  apparatus  was  purchased  for  the  use  of  the  Bureau  in  carrying 
out  this  work. 

lA)  1 1-cubic  foot  bottle,  immersion  type,  made  by  the  American  Meter  Com- 
pany, and  certified  by  the  United  States  Bureau  of  Standards. 

(Used  by  the  Inspector  of  Meter  Provers  in  testing  gas  meter  provers  belonging 
to,  and  in  use  by  the  utilities.) 

(B)  1 Improved  Junkers  Calorimeter  and  accessories,  made  by  Junkers  & Com- 
pany, Dassan,  Germany,  and  certified  by  the  United  States  Bureau  of  Standards. 

(For  use  in  testing  the  heat  value  of  gas  and  as  a primary  standard  for  the  test- 
ing of  calorimeters  belonging  to  the  gas  utilities.) 
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(C)  Miscellaneous  apparatus  for  general  use  in  connection  with  the  above  equip- 
ment and  general  testing  and  inspection  work. 

1 — 5"  Aneroid  Barometer. 

1 —  U.  S.  Weather  Bureau  Type  Sling  Psychrometer. 

2 —  Stop  watches. 

2 — Test  Thermometers. 

1 — 50  lb.  U.  S.  Standard  Test  Weight. 

1 — Special  3'  Steel  Scale. 


Meter  Prover  Tests. 

Mr.  A.  C.  Gumbert,  of  Pittsburgh,  Pa.,  was  appointed  Inspector  of  IMeter 
Provers,  and  on  receipt  of  the  Cubic  Foot  Bottle  spent  considerable  time  in  the 
meter  shop  of  the  Equitable  Gas  Company  at  Pittsburgh,  experimenting  with  the 
bottle  and  its  application  to  prover  testing  in  the  field.  No  further  field  testing 
was  done,  as  INIr.  Gumbert  was  taken  from  this  assignment  and  placed  on  some 
investigations  connected  with  the  “Full  Crew  Law.” 

Plan  of  Survey. 

The  chief  purpose  of  the  proposed  survey  was  to  examine  the  standards  and  the 
testing  facilities  maintained  by  the  utilities,  their  use  of  the  same,  the  nature  and 
adequacy  of  their  records  covering  the  various  items  specified  in  the  Buies  and 
Regulations  of  the  Commission,  and  to  make  recommendations  to  the  Commission 
concerning  the  approval  of  any  or  all  of  these  items.  The  inspections  necessary  to 
obtain  the  above  information  would  afford  opportunities  for  placing  the  Commis- 
sion and  the  utilities  in  closer  relation  with  one  another,  clarify  ideas  and  con- 
cepts for  both  parties,  and  offering  the  representative  of  the  Commission  oppor- 
tunities to  be  of  service  to  the  utilities. 

For  the  purpose  of  making  the  survey  of  conditions  existing  in  the  electrical 
field,  the  Commission  engaged  the  services,  during  the  summer  months,  of  Prof. 
L.  H.  Harris,  of  the  Electrical  Engineering  School  of  the  University  of  Pittsburgh, 
and  for  making  the  survey  in  the  field  of  Gas,  Water  and  Heating  Utilities,  en- 
gaged the  services,  for  a similar  period,  of  Prof.  H.  E.  Ehlers,  of  the  Mechanical 
Engineering  School  of  the  University  of  Pennsylvania.  Prof.  Harris  had  taken 
an  active  part  in  the  formation  of  the  Rules  and  Regulations,  and  Prof.  Ehlers, 
through  his  association  with  Prof.  R.  H.  Fernald,  was  in  close  touch  with  the 
situation.  Professors  Harris  and  Ehlers  started  their  preliminary  work  of  plan- 
ning the  survey,  its  purpose,  its  scope,  its  methods,  forms,  etc.,  on  June  18th,  1914, 
and  on  June  25th,  1914,  made  their  first  field  inspections  in  Chester,  Pa. 

The  scope  of  the  electric  survey  was  planned  to  embrace  all  companies  operating 
in  towns  of  10,000  population  and  over,  and  an  itinerary  was  mapped  out  on  this 
basis,  using  the  IMcGraw  Directory  as  a guide.  In  view  of  the  better  gas  records 
available  in  the  Bureau  at  the  time  of  planning  the  survey,  it  was  decided  to 
map  out  an  itinerary  covering  all  gas  utilities  whose  yearly  output  exceeded  20,- 
000,000  cubic  feet,  and  to  inspect  as  many  water  and  heating  utilities  ns  time  and 
circumstances  would  permit.  It  was  further  decided  to  begin  with  the  artificial 
gas  utilities  in  the  eastern  and  central  portions  of  the  State,  covering  the  water 
and  heating  utilities  in  the  towns  visited  whenever  possible. 
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Report  Foi’uis  l)evelo]>e(l  for  Use  in  Survey. 

The  following  forms  were  developed  for  use  in  obtaining  and  recording  the 
specific  information  desired.  In  addition  to  filling  in  these  form  notes,  general 
notes  relating  to  the  utility  being  inspected  and  to  local  conditions  of  interest  wei’e 
submitted,  together  with  specific  recommendations  covering  the  approval  or  other- 
wise by  the  Commission  of  the  testing  facilities,  records  and  practices  of  the  utility. 
These  detailed  reports,  covering  the  six  (6)  electric,  one  (1)  water,  eight  (8)  gas 
and  one  (1)  heating  utilities  inspected  prior  to  July  1st,  1914,  are  on  file  in  the 
Bureau  of  Engineering. 

Inspection  Report,  Electric  Service  UtilUies. 

THE  PUBLIC  SERVICE  COMMISSION  OF  THE  COMMONWEALTH  OF 
PENNSYLVANIA.— INSPECTION  REPORT  ON  ELECTRIC  SER- 
VICE UTILITY.— GENERAL  INFORMATION. 

Date  of  Inspection:  

GENERAL. 


Name  of  Utility 

Location  of  Office 

Information  furnished  by 

Nature  of  service 

Extent  of  territory  and  population  served 


Generating  stations.  (Location,  capacity,  etc.) 


What  graphic  recording  meters  are  connected  in  each  generating  station 

-Vre  the  diarts  kept? 

Are  there  graphic  recording  volt  meters  connected  at  points  distant  from  the  gene- 
rating stations  or  sub-stations? 


What  voltage  regulating  apparatus,  automatic  or  otherwise,  is  provided  at  the 
generating  stations  or  sub-stations? 


Is  a generating  log  kept? How  often  are  readings  taken? 


Is  a record  kept  of  the  time  of  switching  on  and  off  all  street  lighting  cicruits? 


Is  a record  kept  of  interruptions  to  service? 


Is  a record  kept  of  all  complaints  and  the  action  thereon? 
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Wbut  is  the  scope  and  frequency  of  inspections;' 


Is  any  report  of  inspections  made,  or  record  kept? 


METER  TESTING  RECORDS. 

Number  of  consumers? Number  of  meters? 

Is  a meter  record  kept? 

Does  the  record  show  all  information  called  for  in  Rule  XIII?. 


General  arrangement  of  apparatus  and  methods  of  testing? 


Primary  standards? 


Secondary  standards  or  check  meters: 

Make  Type  Serial  Volts  Amperes  Frequency 


Rotating  Standards: 

Make  Type  Serial  Volts  Amperes  Frequency 


Notes: 


Note: — In  case  the  records  are  not  kept  as  specified  in  Rule  X,  note  the  place 
where  these  records  may  be  found. 


Inspection  Report,  Gas  Service  Utility. 

THE  PUBLIC  SERVICE  COMMISSION  OF  THE  COMMONWEALTH  OP 

PENNSYLVANIA. 


INSPECTION  REPORT  ON  GAS  SERVICE  UTILITY. 


GENERAL  INFORMATION. 

Date  of  inspection 

Name  of  utility;  

Location  of  oflice: 

Name  and  official  title  of  representatives  from  whom  information  was  obtained: 


Nature  of  service:  Artificial  Natural  Domestic  Industrial 

Extent  of  territory  served:  


Number  of  meters  in  service:  Positive  Proportional  Orifice 

Location  of  plant;  

Location  of  testing  equipment:  

STANDARDS,  TESTING  FACILITIES  AND  RECORDS. 

Meter  Testing  Equipment : 

Number  of  provers  in  use:  

Makes,  sizes  and  makers’  numbers:  

General  arrangement:  


General  condition  of  apparatus; 


Character  of  testing  work: 


Meter  Test  Records: 

Do  they  give  the  identification  of  the  meter? The  reason  for  making  the 

test?  The  reading  of  the  meter  before  being  disturbed? The 

accuracy  of  the  meter? All  data  taken  at  test? Do  they  permit 

the  checking  of  the  result? Nature  of  record? Where  filed? 

Meter  History  Records; 

Numerically  arranged? Do  they  give  date  of  purchase? Name  of 

manufacturer? Size?  Identification? Various  places  of  in- 
stallation?   Dates  of  installation  and  removal?  Dates  and  gen- 
eral resuPs  of 'tests? Nature  of  records? 


Alloicable  error  on  meters,  if  less  than  the  requirements? 

Periodical  tests  of  meters,  if  more  frequent  than  the  requirements? 

Installation  of  Meters: 

Who  inspects  the  installation  of  a meter? Is  a record  kept  of 

the  inspection? Of  the  time  of  previous  test  of  meter? 


Meters  in  Service  Without  Test  Record: 

Is  positive  provision  being  made  for  testing  them  within  the  periods  specified  by 
the  requirements? How?  


Request  Tests  and  Records: 

General  method  of  handling  request  tests? 


Is  meter  sealed  before  removal? Is  a report  of  test  issued  to  con- 
sumer?  Is  a report  of  test  kept  on  file? Where? 

Calorimeter  Equipment: 

Calorimeter— make?  Maker’s  Number? 

Meter— make?  Maker’s  Number? 

Thermometers — graduations  ? Calibrated  ? 

Water  measurement — graduate? Scales? Range? 

Least  Count?  


General  arrangement  of  apparatus? 


General  condition  of  apparatus? 


Where  is  calorimeter  set  up? 

Distance  of  point  of  sampling  from  station  governor? 

Frequency  of  tests? Nature  of  test  records? 

Do  they  give  all  data?  Where  filed? 

Monthly  average  B.  T.  U.? 

Character  of  testing  work? 


Pressure  Measurements: 

Recording  gauges  in  service:  H.  P.  distribution  system? L.  P.  System?. 

Distribution  of  gauges  on  systems? 

Nature  of  records  and  where  filed? 

Periodic  surveys:  Number  and  approximate  locations  of  gauges  used? 

Frequency  of  surveys? Nature  of  record  and  where  filed? 

Approximate  distribution  pressures:  Minimum? Maximum? Average? 

Sulphur  Content: 

Method  of  test? 

Where  tested? 

Service  Interruption  Record: 

Does  it  give  time  of  interruptions? Cause?  Extent? 

Duration?  


• Frequency  of  test? 
Nature  of  record?. 


General  nature  of  record? 


On  file  at? 
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Complaint  Records: 

Does  record  give  name  and  address  of  complainant? #are  and  nature  of 

complaint? Action  taken?  Date  of  final 

disposition?  General  nature  of  record?  

On  file  at? 


Inspection  of  Equipment: 

How  often  made?? Are  records  kept  on  file  and  where? 


Accidents: 

Where  are  records  of  accidents  kept  on  file? 

RECOMMENDATIONS  CONCERNING  APPROVAL: 

Mr.  F.  Herbert  Snow, 

Chief,  Bureau  of  Engineering. 

Dear  Sir: 

As  a result  of  the  inspection  reported  above,  the  following  recommendations  are 
made: 


Report  forwarded 
Date 


Inspector. 


ftisjtecfion  Report,  Water  Service  Utility. 

THE  PUBLIC  SERVICE  COMMISSION  OF  THE  COMMONWEALTH  OF 

PENNSYLVANIA. 


INSPECTION  REPORT  OP  WATER  SERVICE  UTILITY. 


GENERAL  INFORxMATION. 

Date  of  Inspection 

Name  of  utility  

Name  and  otilcial  title  of  representatives  from  whom  information  was  obtained 


Nature  of  service Number  of  meters  in  service 

Extent  of  territory  served:  


Location  of  plant  

Ijocation  of  testing  equipment 
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STANDARDS  AND  TESTING  FACILITIES. 

Water  Meter  Testing  Equipment: 

General  nature  and  arrangement  of  equipment 


General  condition  of  apparatus 


Character  of  testing  work 


Remarks 


Meter  Test  Records: 


RECORDS. 


Do  they  give  the  identification  of  the  meter? The  reason  for  making  the 

test? The  reading  of  the  meter  before  being  disturbed? 

The  accuracy  of  the  meter? All  data  taken  at  test? Do  they 

permit  the  checking  of  the  results? Nature  of  record? 

Where  filed?  


Meter  History  Records: 

Numerically  arranged? Do  they  give  date  of  purchase? 

Name  of  manufacturer? Size? Identification? 

Various  places  of  installation? Dates  of  installation  and  removal? 

Dates  and  general  results  of  tests? Nature  of 

record?  


Alloicahle  error  on  meters,  if  less  than  the  requirements? 

Periodic  tests  on  meters,  if  more  frequent  than  the  requirements? 

Installation  of  Meters: 

Who  inspects  the  installation  of  a meter? Is  a record  kept  of  the 

inspection? Of  the  time  of  previous  test  of  meter? 

Meters  in  Service  Without  Test  Record: 

Is  positive  provision  being  made  for  testing  them  within  the  periods  specified 
by  the  requirements? How? 


Request  Tests  and  Records: 

General  method  of  handling  request  tests? 


Is  meter  sealed  before  removal? Is  a report  of  test  issued  to  con- 

gumer? Is  a report  of  test  kept  on  file? Where? 


no 


Service  Interruption  Records: 

Does  it  give  time  of  interruption? Cause? ..Extent? 

Duration?  


General  nature  of  record? 


On  file  at 


Complaint  Records: 

Does  record  give  name  and  address  of  complainant? Date  and  nature 

of  complaint? Action  taken? Date  of  final 

disposition? General  nature  of  record? 


Inspection  of  Equipment: 

How  often  made? 

And  where?  


Are  records  kept  on  file? 


Accidents : 

Where  are  records  of  accidents  kept  on  file? 


RECOiMMENDATIONS  CONCERNING  APPROVAL. 

Mr.  F.  Herbert  Snow, 

Chief,  Bureau  of  Engineering, 

Dear  Sir: — 

As  a result  of  the  inspection  reported  above,  the  following  recommendations 
are  made: 


Report  forwarded: 
Date 


Inspector. 


Inspection  Report,  Heating  Service  Utility. 

THE  PUBLIC  SERVICE  COMIMISSION  OF  THE  COMMONWEALTH  OF 

PENNSYLVANIA. 

INSPECTION  REPORT  OP  HEATING  SERVICE  UTILITY. 

GENERAL  INFORMATION. 

Date  of  Inspection 


Name  of  utility  

Location  of  Office  

Name  and  official  title  of  representatives  from  whom  information  was  obtained 


Ill 


Nature  of  service Number  of  meters  in  service 

Extent  of  territory  served:  


Location  of  plant  

Location  of  testing  equipment 

V STANDARDS  AND  TESTING  FACILITIES. 

Hot  Water  or  Condensation  Meter  Testing  Equipment: 

General  nature  and  arrangement  of  equipment 


General  condition  of  apparatus 


Remarks 


RECORDS. 

Meter  Test  Records: 

Do  they  give  the  identification  of  the  meter? The  reason  for  making  the 

test? The  reading  of  the  meter  before  being  disturbed? 

The  accuracy  of  the  meter? All  data  taken  at  test? Do  they 

permit  the  checking  of  the  results? Nature  of  record? 

Where  filed? 

Meter  History  Records: 

Numerically  arranged? Do  they  give  date  of  purchase? 

Name  of  manufacturer? Size? Various  places  of  in- 
stallation?  Dates  of  installation  and  removal? Dates 

and  general  results  of  tests? Nature  of  record? 


Allowable  error  on  meters,  if  less  than  the  requirements? 

Periodic  tests  of  meters,  if  more  frequent  than  the  requirements? 

Installation  of  Meters: 

Who  inspects  the  installation  of  a meter? Is  a record  kept  of  the 

inspection? Of  the  time  of  previous  test  of  meter? 

Meters  in  Service  Without  Test  Record: 

Is  positive  provision  being  made  for  testing  them  within  the  periods  specified  by 
the  requirements? How? 


Request  Tests  and  Records: 

General  method  of  handling  request  tests? 


Is  meter  sealed  before  removal? Is  a report  of  test  issued  to  con- 
sumer?.Is  a report  of  test  kept  on  file? Where? 
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Service  Interruption  Record: 

Does  it  give  time  of  interruptions? Cause? Extent? 

Duration?  


General  Nature  of  Record? 


On  file  at? 


Complaint  Records: 

Does  record  give  name  and  address  of  complainant? Date  and  nature 

of  complaint? Action  taken? Date  of  final  disposi- 
tion?  General  nature  of  record? 

On  file  at?  

Inspection  of  Equipment: 

How  often  made? Are  records  kept  on  file?. 

And  where? 

Accidents: 

Where  are  records  of  accidents  kept  on  file? 


RECOMMENDATIONS  CONCERNING  APPROVAL. 

Mr.  F.  Herbert  Snow, 

Chief,  Bureau  of  Engineering, 

Dear  Sir: — 

As  a result  of  the  inspection  reported  above,  the  following  recommendations 
are  made: 


Report  forwarded: 


Date 


Inspector. 
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PART  THREE 


RULES  AND  REGULATIONS  PERTAINING  TO  ELECTRIC, 
GAS,  HEATING  AND  WATER  SERVICE  UTILITIES. 


1— EXPLANATORY. 


The  work  of  preparing  the  Rules  and  Regulations  adopted  on  April 
9,  1914,  by  The  Public  Service  Commission  of  the  Commonwealth  of 
Pennsylvania,  pertaining  to  electric,  gas,  heating  and  water  service 
utilities  was  performed  previous  to  the  establishment  of  the  Bureau 
of  Engineering. 

Prof.  R.  H.  Fernald,  University  of  Penn.sylvauia,  and  Prof.  L.  H. 
Harris,  of  the  University  of  Pittsburgh,  were  engaged  to  study  this 
problem  and  to  frame  rules  and  regulations  under  the  supervision  of 
Commissioner  Tone.  During  the  progress  of  the  work,  hearings  were 
given  to  which  re])resentatives  of  the  utilities  were  invited  to  be 
present. 

The  Rules  and  Regulations  as  adopted  were  divided  into  two  parts. 
The  first  part  deals  with  those  general  features  of  operation  which  go 
to  make  up  “service.”  The  second  part  deals  with  meters  and  meter 
testing. 

The  purpose  of  the  first  part  of  these  Rules  and  Regulations  was 
to  place  before  the  operators  information  as  to  what  would  ordinarily 
be  considered  good  practice,  or  in  terms  of  the  act  “reasonably  ade- 
quate” service.  The  purpose  of  the  second  part  of  these  Rules  and 
Regulations  was  more  specific,  and  in  this  part  is  made  an  effort  to 
define  the  requirements  in  such  terms  that  they  may  be  quite  readily 
followed  by  all  operating  Public  Service  Companies  affected. 

blvery  consumer  who  buys  service  by  meter  is  affected  by  these 
rules.  The  practice  of  the  operating  company  in  this  regard  is, 
therefore,  of  importance  to  every  consumer,  and  should  in  every  case 
be 'satisfactory  to  the  Commission,  and  under  the  rules  as  adopted 
must  be  satisfactory  to  and  be  approved  by  the  Commission. 
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lu  the  said  preparation  of  the  rules  for  the  regulation  of  the  four 
public  utilities  mentioned,  the  guiding  principle  was  that  of  fair 
treatment  for  both  the  public  served  by  the  utility  and  the  utility 
itself.  It  was  realized  that  the  stringent  regulations  that  might 
be  consistently  met  by  certain  large  companies  in  the  larger  cities 
might  prove  absolutely  prohibitive  when  imposed  upon  the  smaller 
communities  of  the  State  with  their  limited  backing.  So  it  was  felt, 
in  order  to  be  fair,  that  on  the  one  hand,  the  rules  should  impose 
high  standards  of  quality  of  the  commodity  furnished,  and  of  service 
rendered,  and  on  the  other  hand,  they  should  impose  no  undue  hard- 
ships upon  the  smaller  utilities. 

Any  rules  or  regulations  that  place  excessive  demands  upon  a 
utility  result  in  increased  expense,  and  any  increase  in  the  cost  of 
manufacture  of  distribution  must  ultimately  be  borne  by  the  pub- 
lic. It  is,  however,  but  consistent  that  the  prices  charged  shall  war- 
rant adequate  and  satisfactory  service,  and  shall  allow  a fair  return 
on  the  invested  capital.  An  increase  in  price  with  no  apparent  bet- 
terment of  service  or  of  the  quality  of  the  commodity  delivered, 
makes  trouble. 

It  was  also  regarded  important  that  although  the  requirements  be 
rigid,  they  should  not  be  so  rigid  as  to  prohibit  the  possibility  of 
their  enforcement. 

From  utilities  furnishing  electric,  gas,  heat  or  water  service,  the 
public  has  the  right  to  expect — 

1 —  A commodity  of  good  and  reasonably  uniform  quality. 

2 —  Satisfactory  and  reasonable  uniform  pressure. 

3 —  Correct  appliances  for  measiiring  the  amount  of  the  commodity 

used  by  each  customer. 

4 —  Freedom  from  interruptions  to  service  and  avoidance  of  acci 

dents. 

5 —  Reasonable  prices  for  the  service  rendered. 

6 —  Proper  distribution  and  readiness  to  serve  all  communities 

within  the  natiu'al  territory  supplied  by  the  utility. 
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2— ELECTKKl  UTILITIES. 
Circular  No.  10 — A. 


RULES  AND  REGULATIONS 
Adopted  April  9.  1914. 


THE  PUBLIC  SERVICE  COMMISSION 
of  the 

COMMONWEALTH  OF  PENNSYLVANIA. 


Part  I. 


GENERAL. 

Definition: 

The  term  “utility”  as  used  in  these  rules  includes  all  public  service  companies, 
corporations  and  persons,  as  defined  in  The  Service  Company  Law,  engaged  in  the 
production,  sale  or  distribution  of  electricity  within  the  jurisdiction  of  the  Com- 
mission . 

I. — Statutory: 

“It  shall  be  the  duty  of  every  public  service  company  to  furnish  and  maintain 
such  service,  including  facilities,  as  shall  in  all  respects  be  just,  reasonably  ade- 
quate, and  practically  sufficient  for  the  accommodation  and  safety  of  its  patrons, 
employees,  and  the  public,  and  in  conformity  with  such  reasonable  regulations  or 
orders  as  may  be  made  by  the  Commission.” 


II. — Voltage  Variation: 

Each  utility  supplying  electrical  energy  from  a constant  voltage  system,  shall 
adopt  standard  service  voltage  for  such  system,  the  suitability  and  adequacy  of 
which  voltages  may  be  determined  at  any  time  by  the  Commission,  and  every 
reasonable  effort  shall  be  made  to  maintain  such  voltage  practically  constant  at  all 
times  during  which  service  is  supplied.  For  service  rendered  under  a lighting  con- 
tract, or  primarily  for  lighting  purposes,  the  variations  of  voltage  as  measured  at  the 
service  terminals  shall  not  exceed  five  (5%)  per  cent.,  plus  or  minus,  of  the 
standard  service  voltage  for  that  locality,  for  a longer  period  than  one  minute  at 
each  instance,  at  any  time  during  which  service  is  supplied.  For  service  rendered 
under  a power  contract,  or  primarily  for  power  purposes,  voltage  variations  as 
measured  at  the  service  terminals  shall  not  exceed  ten  (10%)  per  cent.,  plus  or 
minus,  of  the  standard  service  voltage  for  that  locality  for  a longer  period  than 
one  minute  at  each  instance:  Provided,  First,  That  this  limit  of  ten  (10%)  per 
cent.,  shall  not  apply  to  power  supplied  from  direct  current  trolley  wires;  and. 
Second,  That  a utility  may,  if  satisfactory  and  approved  by  the  Commission,  fur- 
nish service  under  conditions  of  greater  voltage  variations,  (a)  upon  filing  with  the 


Conmiissii'ii  :i  citio  oi  all  existing  contracts  containing  a provision  for  service 
with  such  greater  variation  of  voltage,  or  (b)  upon  filing  with  the  Commission 
a copy  of  all  existing  contracts  which  do  not  contain  a provision  for  such  greater 
variations  in  voltage,  together  with  a statement  in  each  case  of  the  variation  in 
voltage  existing  in  the  service  rendered  under  each  said  contract,  and  (c)  upon 
filing  with  the  Commission  a copy  of  all  contracts  made  hereafter  which  con- 
template service  under  conditions  of  greater  voltage  variations,  and  which  shall 
in  each  case  henceforth  contain  a clause  stating  the  probable  variations  in  voltage 
that  will  occur  in  the  service  rendered  under  said  contract;  And,  Provided  further, 
that  such  greater  variation  in  the  voltage  shall  not  result  in  unreasonable  discrimi- 
nation in  favor  of  or  against  any  consumer.  Variations  of  voltage  in  excess  of 
those  specified  above,  caused  by  the  operations  of  the  consumer  in  violation  of 
his  contract  or  the  rules  of  the  utility,  or  from  causes  beyond  the  control  of 
the  utility,  shall  not  be  considered  a violation  of  this  rule. 

III.  — Record  of  Station  Voltage: 

Bach  utility  shall  keep  in  continuous  operation  at  least  one  graphic  recording 
voltmeter  in  eacli  generating  station.  Each  utility  shall  also  place  and  connect 
additional  graphic  recording  voltmeters  at  such  places  and  for  such  periods  of  time 
as  the  Commission  may  from  time  to  time  require.  All  records  from  such  meters 
shall  be  kept  on  file  as  specified  in  Rule  X. 

IV.  — standard  Frequency : 

Each  utility  supplying  alternating  current  shall  adopt  a standard  frequency,  the 
suitability  of  which  may  be  determined  by  the  Commission,  and  shall  maintain 
this  frequency  within  five  (5%)  per  cent.,  plus  or  minus,  of  standard,  at  all 
times  during  which  service  is  supplied:  Provided,  That  momentary  variations  of 
frequency  of  more  than  five  (5%)  per  cent.,  which  are  clearly  due  to  no  lack  of 
proper  equipment  or  reasonable  -care  on  the  part  of  the  utility,  shall  not  be  con- 
sidered a violation  of  this  rule. 


V.  — Records  of  Load  and  Interruptions : 

Each  utility  shall  keep  a record  of  the  time  of  starting  and  disconnecting  all 
street  lighting  circuits ; of  the  readings  of  such  instruments  at  each  generating 
station,  and  at  such  intervals  as  are  necessary  to  determine  the  characteristics 
of  the  load;  and  of  all  interruptions  to  service  affecting  the  busbars,  feeders,  or 
distributing  mains,  which  record  shall  show  the  time,  duration,  extent,  and  the 
cause  when  known,  of  the  interruption.  An  interruption  is  here  defined  for  the 
purpose  of  record  only,  as  the  interval  of  time  during  which  the  voltage  falls 
below  fifty  (50%)  per  cent,  of  standard  voltage.  All  such  records  shall  be  kept  as 
specified  in  Rule  X,  for  at  least  two  years. 

VI.  — Complaint  Records: 

Each  utility  shall  keep  a record  of  all  written  complaints  received  from  its 
consumers  in  regard  to  service,  which  record  shall  show  the  name  and  address  of 
the  complainant,  the  date  and  nature  of  the  complaint,  the  action  taken,  and 
the  date  of  final  disposition  of  the  matter.  These  records  shall  be  kept  as 
specified  in  Rule  X 
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VII. — Maintenance  and  Inspection: 

Each  utility  shall  maintain  its  equipment  and  facilities  and  shall  make  periodic 
inspection  of  the  same,  all  in  accordance  with  good  practice,  and  in  a manner 
satisfactory  to  the  Commission.  Each  utility  shall  also  keep  a complete  record  of 
all  such  inspections,  as  specified  in  Rule  X,  and  shall  file  with  the  Commission  a 
statement  of  the  condition  of  its  equipment  and  facilities,  and  such  copies  of  its 
report  of  inspections  as  the  Commission  may  require. 


VIII.  — Defective  Apparatus: 

Whenever  any  equipment  or  facilities,  the  failure  of  which  would  involve  life 
hazard,  are  removed  from  service  for  any  reason,  they  must  be  thoroughly  inspected 
and  tested  before  being  again  placed  in  service,  and  no  equipment  or  facilities 
shall  be  placed  in  service  or  continued  in  service,  which  have  for  any  reason 
become  dangerous,  or  liable  to  cause  injury  to  persons  or  damage  to  property. 

IX.  — Accidents: 

Each  utility  shall  keep  a record  of  and  shall  furnish  to  the  Investigator  of  Acci- 
dents for  the  Commission,  in  accordance  with  the  rules  of  the  Commission,  reports 
of  any  and  all  accidents  happening  in  or  about  or  in  connection  with  the  operation 
of  its  property,  facilities  or  service,  wherein  any  person  shall  have  been  killed  or 
injured,  or  property  damaged  or  destroyed,  with  a full  statement  as  far  as  possible 
of  the  causes  of  such  accidents,  and  the  precautions,  if  any,  taken  as  prevention 
against  future  accidents  of  similar  character. 

X.  — Records  and  Reports: 

All  records  required  by  these  Rules  shall  be  kept  within  the  State,  at  an  office 
or  offices  of  the  utility  located  in  the  territory  served  by  it,  and  shall  be  open  for 
examination  by  the  Commission  or  its  representative.  Each  utility  shall  notify 
the  Commission  of  the  office  or  offices  at  which  the  various  classes  of  records  are 
kept,  and  shall  file  with  the  Commission  such  reports  as  the  Commission  may  from 
time  to  time  require. 


Part  II. 


METERS. 

XI.  — Allowable  Error:  

No  watt-hour  meter  shall  be  placed  in  service  nor  allowed  to  remain  in  service, 
which  registers  at  no  load  when  the  applied  voltage  is  less  than  one  hundred  and 
ten  (110%)  per  cent,  of  standard  service  voltage,  nor  which  is  in  any  way  mechani- 
cally defective,  nor  which  has  incorrect  constants,  nor  an  error  in  measurement 
in  excess  of  four  (4%)  per  cent. 

XII.  — Method  of  Determining  the  Error: 

The  error  of  a service  watt-hour  meter  shall  be  determined  as  follows:  The  error 
at  light  load:  here  defined  as  not  less  than  five  (5%)  per  cent,  nor  more  than  ten 
(10%)  per  cent,  of  rated  capacity  for  induction  type  meters,  and  not  less  than 
ten  (10%)  per  cent,  nor  more  than  fifteen  (15%)  per  cent,  of  rated  capacity  for 


commutator  type  and  mercury  type  meters — shall  be  determined  by  taking  the  average 
of  at  least  two  errors,  determining  from  as  many  separate  readings  of  the  same 
light  load,  which  errors  must  agree  with  each  other  within  one-half  (.5%)  per  cent, 
of  registration  accuracy.  In  the  same  manner  the  error  at  heavy  load — here  de- 
fined as  not  less  than  seventy-five  (75%)  per  cent,  nor  more  than  one' hundred  (100%) 
per  cent,  of  rated  capacity — shall  be  determined. 

The  error  of  the  meter  shall  then  be  determined  by  taking  the  average  of  the 
error  at  light  load  and  the  error  at  heavy  load,  proper  account  being  taken  of 
the  sign  of  these  two  errors;  Provided,  That  where  the  consumer’s  connected 
load  does  not  equal  seventy-five  (75%)  per  cent,  of  the  rated  capacity  of  the  meter, 
the  full  connected  load  may  be  considered  as  heavy  load  for  purposes  of  test. 

In  all  cases  where  it  is  not  practicable  to  determine  the  error  by  the  method 
outlined  above,  the  utility  shall  have  the  option  of  installing  an  approved  check 
meter  or  meters,  and  determining  the  error  of  the  service  meter  by  comparing 
the  watt-hours  registered  by  the  check  meter  with  the  watt-hour  registered  hy  the 
service  meter  in  the  same  time.  When  this  option  is  exercised,  the  check  meter 
shall  be  left  in  circuit  until  the  hand  on  the  first  dial  of  the  service  meter  shall 
have  made  at  least  two  complete  revolutions.  If  a utility  desires  to  use  “per  cent, 
registration”  or  “accuracy,”  in  place  of  “per  cent,  error,”  the  percent,  registra- 
tion shall  be  determined  in  the  same  manner  as  provided  above  for  determining 
per  cent,  error. 

XIII.  — Meter  Record: 

Each  utility  shall  maintain  a record  of  all  its  service  watt-hour  meters,  which 
record  shall  show  the  name  of  the  manufacturer,  the  type,  the  rating,  the  date  of 
purchase  when  purchased  after  .luly  1st,  1914,  the  date  and  location  of  all  in- 
stallations in  service  and  the  removals  therefrom,  the  date  of  all  tests  and  the 
reasons  therefor,  and  the  error  “as  found”  and  “as  left.”  This  report  shall  be 
kept  as  specified  in  Rule  X,  and  shall  be  complete  and  up  to  date  within  three 
years  subsequent  to  July  1st,  1914. 

XIV.  — Test  Previous  to  Instailation: 

Each  watt-hour  meter  installed  after  .July  1st,  1914,  shall  have  been  tested  for 
accuracy  by  the  utility  within  ninety  (90)  days  previous  to  its  installation,  or  shall 
be  so  tested  within  sixty  (60)  days  thereafter.  It  shall  also  be  inspected  by  the 
utility  for  proper  connection,  mechanical  condition,  and  suitability  of  location 
within  sixty  (60)  days  after  the  installation. 

XV.  — Facilities  for  Testing: 

Each  utility  shall  provide  for  and  have  available,  suitable  and  adequate  facilities 
for  testing  its  watt-hour  meters,  in  each  case  to  be  satisfactory  to  an  approval 
by  the  Commission.  These  facilities  shall,  in  general,  include  a test  bench  free 
from  xmnecessary  encumbrances,  one  or  more  portable  rotating  standard  watt-hour 
meters,  a suitable  check  meter  or  meters  mounted  on  the  test  bench,  and  such 
other  necessary  equipment  as  the  Commission  may  require.  The  check  meter  shall 
be  the  standard  for  the  utility,  and  shall  be  periodically  tested  for  accuracy,  and 
adjusted  when  necessary  by  a representative  of  the  Commission,  and  at  such  place 
as  the  Commission  may  direct.  Immediately  after  making  final  adjustment,  the 
tester  shall  seal  and  date  tag  the  meter,  and  shall  furnish  the  utility  with  a cor- 
rection curve  properly  dated  and  signed. 
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The  portable  rotating  standard  shall  also  be  tested  and  adjusted  periodically 
by  a representative  of  the  Commission,  and  at  such  place  as  the  Commission  may 
direct.  The  tester  shall  furnish  the  utility  with  a correction  curve  properly  dated 
and  signed.  During  the  interval  between  tests  by  the  Commission,  the  portable 
standard  shall  be  compared  with  the  check  meter  at  least  once  each  week  for  com- 
mutating types,  and  at  least  once  every  two  weeks  for  induction  types,  during 
the  time  the  portable  meter  is  in  service,  and  the  calibration  thus  obtained  shall 
be  used  in  determining  the  error  of  the  service  meters.  A complete  record  of 
these  check-meters  shall  be  kept  for  at  least  two  years,  as  specified  in  Rule  X. 
This  record  shall  show  the  condition  and  accuracy  of  the  rotating  standard  as 
found”  and  “as  left;”  all  in  such  form  and  such  detail  as  to  permit  of  convenient 
checking  of  the  method  and  results. 

All  correction  curves  furnished  by  the  Commission  shall  be  kept  with  the  meter 
until  superseded.  After  .January  1,  1915,  tests  made  with  uncertified  facilities 
will  not  be  deemed  authoritative. 

XVI. — Frequency  of  Periodic  Tests: 

Each  utility  shall  make  periodic  tests  of  all  its  watt-hour  meters  in  service,  in 
accordance  with  the  following  schedule: 

(a)  Two  and  three  wire  commutating  type  and  mercury  type  meters,  up  to 

and  including  fifty  (50)  amperes  rated  capacity  of  meter  element,  shall 
be  tested  at  least  once  every  eighteen  (18)  months. 

(b)  Two  and  three  wire  commutating  type  and  mercury  type  meters  of  over 

fifty  (.50)  amperes  rated  capacity  of  meter  element,  shall  be  tested  at 
least  once  every  twelve  (12)  months. 

(c)  Two  and  three  wire  single  phase  induction  type  meters,  up  to  and  including 

twenty-five  (25)  amperes  rated  capacity  of  meter  element,  and  manu- 
factured prior  to  .January  1st,  1907,  shall  be  tested  at  least  once  every 
thirty  (30)  months.  Dieters  of  the  same  type  and  rating  manufactured 
since  January  1st,  1907,  shall  he  tested  at  least  once  every  thirty-six  (36) 
months. 

(d)  Two  and  three  wire  single  phase  induction  type  meters  of  over  twenty- 

five  amperes  rated  capacity  of  meter  element,  shall  be  tested  at  least 
once  every  twenty-four  (24)  mouths. 

(e)  Self  contained  polyphase  meters  up  to  and  including  fifty  (50)  k.  w.  rated 

capacity,  shall  be  tested  at  least  once  every  eighteen  (18)  months. 

(f)  Self  contained  polyphase  meters  of  over  fifty  (50)  k.  w.  rated  capacity, 

shall  be  tested  at  least  once  every  twelve  (12)  months. 

(g)  Polyphase  meters  connected  through  current  tran.sformers  or  current  and 

potential  transformers,  to  circuits  up  to  and  including  fifty  (.50)  k.  w. 
rated  capacity,  shall  be  tested  at  least  once  every  twenty-four  (24) 
months. 

(h)  Polyphase  meters  connected  through  current  transformers,  or  current  and 

potential  transformers,  to  circuits  of  over  fifty  (50)  k.  w.  capacity, 
shall  be  tested  at  least  once  every  eighteen  (18)  months. 

Whenever  the  number  of  meters  of  any  type  which  register  in  error  beyond  the 
limits  specified  in  Rule  XI,  is  deemed  by  the  Commission  to  be  excessive,  then 
this  type  shall  be  tested  with  such  additional  frequency  as  the  Commission  may 
direct. 
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XVII. — Meters  in  Service  Without  Test  Records: 

All  watt-hour  meters  in  service  on  and  after  July  1,  1914,  for  which  there  is 
no  record  of  test  within  the  time  equal  to  the  period  of  test  for  that  class  and 
rating  of  meter  as  specified  in  Rule  XVI,  shall  be  tested  as  soon  thereafter  as  cir- 
cumstances will  permit.  In  no  case  shall  the  time  subsequent  to  July  1,  1914, 
exceed  the  length  of  time  of  the  period  of  test  for  meters  of  that  class  and  rating 
as  specified  in  Rule  XVI. 


XVIII. — Request  Tests: 

Each  utility  shall  upon  the  written  request  of  a consumer,  and  if  he  so  desires, 
in  his  presence  or  that  of  his  authorized  representative,  make  a test  of  the  accuracy 
of  his  meter.  When  a consumer  desires,  either  personally  or  by  a representative, 
to  witness  the  testing  of  a meter,  he  may  require  the  seal  of  the  meter  to  be  broken 
only  in  his  presence  or  that  of  his  representative.  If  the  meter  so  tested  shall 
be  found  to  be  accurate  within  the  limits  specified  in  Rule  XI,  a fee  determined  from 
the  schedule  indicated  below,  shall  be  paid  to  the  utility  by  the  consumer  requiring 
such  test;  but  if  not  so  found,  then  the  cost  thereof  shall  be  borne  by  the  utility 
furnishing  the  service.  When  making  such  request,  the  consumer  shall  agree  to 
the  basis  of  payment  herein  specified.  A report  of  such  test  shall  be  made  to  the 
consumer,  and  a complete  record  of  such  test  shall  be  kept  on  file  as  specified  in 
Rule  X. 


SCHEDULE  OF  FEES  FOR  TESTING  WATT-HOUR  METERS. 

(a)  For  direct  current  and  single  phase  meters  operating  on  600  volts  or 

less,  up  to  and  including  twenty-five  (25)  amperes  rated  capacity 
of  the  meter  element, $1  50 

(b)  For  each  additional  fifty  (.50)  amperes  or  fraction  thereof, 60 

(c)  For  single  phase  meters  above  600  volts,  and  for  polyphase  meters 

with  or  without  instrument  transformers,  up  to  and  including 
twenty-five  k.  w.  rated  capacity  of  the  circuit, 2 50 

(d)  For  each  additional  twenty-five  (25)  k.  w.  rated  capacity,  or  fraction 

thereof,  2 50 

Rates  for  meters  not  included  in  the  above  classification,  or  so  located 


that  the  cost  is  out  of  proportion  to  the  fee  specified,  will  be  fur- 
nished by  the  Commission  upon  receipt  of  complete  specifications. 

XIX. — Poioer  Factor  Adjustment: 

All  alternating  current  watt-hour  meters  which  are  provided  with  a power  factor 
compensation,  should  be  tested  and  adjusted  for  correct  registration  within  two 
(2%)  per  cent,  plus  or  minus,  at  one  hundred  (100%)  per  cent,  power  factor,  and  with- 
in four  (4%)  per  cent,  at  zero  or  fifty  (50%)  per  cent,  power  factor  (lagging)  before 
installation.  All  alternating  current  watt-hour  meters  in  service  which  have  not 
been  so  tested  and  adjusted  before  installation,  and  which  are  connected  to  circuits 
supplying  other  than  non-inductive  load,  shall  be  tested  for  accuracy  at  one  hun- 
dred (100%)  per  cent,  power  factor,  and  at  zero  or  fifty  (50%)  per  cent,  lagging 
power  factor.  In  all  cases  where  it  is  not  practicable  to  determine  the  error  of 
the  meter  at  these  power  factors,  the  utility  shall  have  the  option  of  installing  an 
approved  check  meter,  and  determining  the  error  as  provided  in  the  last  para- 
graph of  Rule  XII. 


XX.  — Place  of  Mal'ing  Tests: 

All  tests  provided  for  in  Rules  XIV,  XVI  and  XVIII,  and  except  those  made 
previous  to  installation  as  provided  for  in  Rule  XIV,  shall  be  made  in  the  place 
of  permanent  location  on  the  consumer’s  premises,  with  approved  equipment  and 
under  local  conditions. 

XXI.  — Watt-Hour  Meter  Tests  Without  Accessories: 

In  all  cases  where  a service  watt-hour  meter  is  connected  to  the  line  through 
shunts,  multipliers,  or  instrument  transformers,  the  test  may  be  made  on  the 
meter  as  a self  contained  unit,  and  the  ratio  of  the  accessories  used  to  determine 
the  error  of  the  meter,  provided  that  the  certificates  of  the  accessories  bear  a 
date  within  five  years,  and  are  satisfactory  to  the  Commission. 


XXII. — Adjustment  After  Test: 

All  service  watt-hour  meters  shall  be  so  adjusted  after  test  that  the  error  of 
the  meter  as  defined  in  Rule  XII  shall  not  exceed  two  (2%)  per  cent.  Neither 
shall  the  error  at  light  load  exceed  four  (4%)  per  cent.,  nor  the  error  at  heavy 
load  exceed  two  (2%)  per  cent. 

XXIII. — Change  of  Frequency : 

If  a utility  shall  change  its  standard  of  frequency,  it  shall  give  reasonable  notice 
to  all  its  consumers,  and  shall  make  tests  and  shall  readjust  all  watt-hour  meters 
as  soon  thereafter  as  practicable,  and  shall  refund  to  the  consumer  all  the  excess 
charges  which  have  been  collected  from  him  by  reason  of  the  change  of  frequency. 

XXIV. — Refund  for  Overcharge: 

If  a meter  be  found  to  be  fast  by  more  than  four  (4%)  per  cent,  as  defined  in 
Rule  XII  at  any  test,  an  allowance  or  refund  shall  be  made  to  the  consumer  by 
the  utility,  equal  to  all  the  excess  charged  the  consumer,  figured  back  from  the  date 
of  test  through  the  entire  period  of  the  current  bill,  unless  it  can  be  shown  that  the 
error  is  due  to  an  accident  or  other  cause,  the  exact  time  of  which  is  known,  in  which 
case  it  shall  be  figured  back  to  such  time. 


3— COMMENTS  ON  THE  RULES  FOR  REGULATING  ELECTRIC 

UTILITIES. 


The  following  comments  were  made  by  Prof.  Harris,  who  prepared  the  Rules 
for  Electric  Utilities  under  the  supervision  of  Commissioner  Tone,  and  in  co- 
operation with  Prof.  Fernald. 

Rule  I—Statutory:  In  a number  of  points,  the  rules  are  general  in  character 
and  one  who  looks  to  them  for  specific  instructions  in  all  things  will  be  disappointed. 
Many  companies  have  well  established  practices,  covered  by  the.se  Rules,  which 
differ  for  different  companies,  yet  accomplish  essenti.ally  the  same  results.  So  it 
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would  seem  unnecessary  to  set  up  an  arbitrary  procedure  in  all  cases  which  might 
have  “uniformity”  as  its  sole  claim  for  merit,  however  desirable  uniformity  might 
be.  Taking  the  Rules  as  a whole,  they  should  be  looked  upon  as  a sort  of  sign 
post,  pointing  the  way  to  desired  results,  but  not  attempting  to  specify  the  exact 
manner  of  arriving  at  these  results.  The  results  themselves  are  necessary  and  de- 
sirable, and  they  can  be  accomplished  with  comparatively  little  disturbance  and 
friction,  if  observed  in  the  proper  spirit. 

Rule  II — Voltage  Variations.  The  purposes  of  this  rule  are  two-fold,  viz: 

(a)  To  provide  a reference  voltage  which  can  be  used  to  determine  the  suitability 
of  any  lighting  units  used  thereon,  and  on  which  to  base  any  necessary  calculations 
of  voltage  variations  arising  from  subsequent  complaints; 

(b)  To  indicate  the  outside  limits  of  such  variations  of  voltage  which  would 
ordinarily  be  permissible. 

The  expression  “constant  voltage  system”  is  used  to  distinguish  the  ordinary 
commercial  circuit  from  the  constant  current  circuit.  It  does  not  mean  that  it 
must  be  of  the  same  voltage  throughout,  or  that  all  consumers  must  be  supplied 
current  at  the  same  voltage. 

The  clause  “shall  adopt  standard  service  voltages  for  such  systems”  means  simply 
that  in  the  case  of  any  question  arising  as  to  the  suitability  of  lighting  units  or  of 
the  constancy  of  voltage  supplied  the  consumer,  the  utility  shall  decide  and  state 
what  they  consider  the  “standard  service  voltage”  for  the  place  in  question. 

Rule  III.  Record  of  Station  Voltage:  The  purpose  of  requiring  a record  of 
station  voltage  can  be  stated  as  follows: 

(a)  To  stimulate  the  station  attendants  to  greater  attention  to  this  feature  of 
service ; 

(b)  To  provide  a record  which,  while  it  does  not  necessarily  show  the  condi- 
tion at  any  particular  point  out  on  the  line,  does  furnish  a good  indication  as  to 
whether  the  trouble  lies  within  the  generating  station,  or  with  the  distributing 
system  ; 

(c)  It  serves  as  a record  of  the  continuity  of  operation  of  the  station . A graphic 
recording  watt-meter  would  accomplish  this  latter  purpose,  but  could  not  meet  the 
other  two  and,  desirable  as  it  is  itself,  should  not  be  considered  a substitute  for  the 
graphic  recording  voltmeter.  In  this  connection  I should  like  to  point  out  that 
the  total  absence  of  graphic  meters  in  many  stations,  and  even  of  station  watt- 
hour  meters  in  some,  would  indicate  a lack  of  exact  knowledge  on  the  part  of  many 
managers  as  well  as  a lack  of  appreciation  of  the  value  of  such  knowledge. 

The  practice  of  making  voltage  surveys  is  not  as  common  as  it  should  be.  Such 
work  is  commonly  done  only  on  complaint,  and  then  many  times  with  indicating 
instruments.  This  must  be  unsatisfactory  to  the  complainant  and  is  more  work  for 
the  company,  and  certainly  less  satisfactory  than  such  inspections  made  with  a 
graphic  meter.  Such  complaints  can  be  practically  eliminated  by  the  use  of  portable 
graphic  meters,  and  their  more  frequent  use  is  urged. 

Rule  V— Records  of  load  and  interruptions:  These  records  are  required  primarily 
for  the  reason  that  they  are  considered  essential  to  the  intelligent  operation  of  a 
station,  and  for  the  further  reason  that  they  have  an  important  bearing  on  the 
question  of  the  adequacy  of  the  facilities  or  equipment  to  meet  the  demands  made 
upon  them. 


In  the  absence  of  any  graphic  recording  meters,  it  would  seem  advisable  to 
take,  at  least,  hourly  readings  of  the  feeder  ammeters  and  watt-meters,  or  feeder 
ammeters  and  power  factor  meters,  with  perhaps  half  hour  readings  during  the 
peaks. 

The  I’ecords  of  interruption  should  be,  and  usually  are,  kept  on  the  station  log 
sheet. 

Rule  Yl~Complaint  Records.  It  is  recognized  that  practically  all  so-called 
“complaints”  are  not  of  the  fault-finding  variety,  but  merely  notifications,  and  are 
usually  delivered  verbally  or  over  the  telephone. 

All  written  communications  from  consumer  to  utility  regarding  the  quality  of  ser- 
vice, whether  justified  or  not,  are  complaints  under  this  Rule  and  must  be  kept  on 
file,  together  with  a memorandum  of  the  action  taken  in  regard  thereto,  as  called 
for  in  the  Rule. 

Rule  VII — Maintenance  and  Inspection.  Inspection  is  the  foundation  of  mainte- 
nance. “Good  practice”  in  the  matter  of  inspections  may  well  differ  in  character 
as  weli  as  frequency,  depending  upon  the  importance  of  the  system  itself  to  the 
community.  It  is  reasonable  to  presume  that  the  utility  is  more  interested  in 
maintaining  uninterrupted  service  and  preventing  expensive  accidents  than  is 
anyone  else,  and  can  be  trusted  to  do  what  seems  sufficient  in  this  regard.  Never- 
theless a thorough  inspection  of  the  physical  condition  of  the  entire  plant  is  rarely 
ever  made,  and  then  almost  invariably  by  men  so  used  to  the  existing  condition 
that  it  is  doubtful  if  a critical  inspection  is  actually  made.  I submit  for  your  con- 
sideration that  the  entire  property  from  boiler  room  to  distributing  transformers 
should,  in  addition  to  the  constant  inspection  maintained  by  meter  readers,  arc 
lamp  trimmers,  line  men,  and  others,  be  rigidly  inspected  by  competent  men,  at 
least  once  a year,  and  that  the  condition  of  the  property  as  adjudged  by  these  inspec- 
tors should  be  a matter  of  record,  such  for  example,  as  a report  from  the  proper 
superintendents  to  the  general  manager,  or  from  the  general  manager  to  the  di- 
rectors. Every  inspector  should  at  least  report  if  only  to  say  that  “all  is  well.” 

Rule  VIII — Defective  Apparatus . No  detail  requirements  can  be  given  on  this 
subject.  Transformers  in  particular  should  be  given  a voltage  test  before  instal- 
lation, whether  the  installation  be  temporary  or  permanent. 

Rule  X — Records  and  Reports.  This  was  so  worded  in  order  to  eliminate  the 
possibility  of  having  to  go  outside  of  tlie  Commonwealth  to  secure  the  information. 
It  does  not  discourage  the  concentration  of  reports  in  one  office,  but  rather  encour- 
ages it.  This  practice  of  bringing  all  records  together  at  one  office  is  common  in 
all  large  companies  operating  either  in  metropolitan  districts  or  in  a chain  of 
neighboring  cities  and  towns. 


Part  IT. 


METERS . 

Rule  XI — Alloivalde  Error.  Four  per  cent,  is  considered  the  outside  permissible 
error,  (96%  to  104%  registration).  Since  meters  are  required  to  be  adjusted  to  cor- 
rect registration  within  two  per  cent.  (98%  to  102%  registration  (see  Rule  XXII) 
and  are  customarily  adjusted  to  correct  registration  within  1%  after  tests,  this 
leaves  a margin  of  from  2%  to  3%  or  more  before  the  utility  can  be  penalized. 
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Rule  XII — Method  of  Determining  the  Error.  In  several  states  nine  separate 
readings  are  required  to  determine  the  accuracy  or  error  of  a meter ; three  at  light 
load,  three  at  half  (or  average)  load,  and  three  at  full  load;  these  nine  readings 
being  weighted  or  not  before  averaging,  depending  upon  the  particular  rules.  Only 
four  readings  are  here  required;  two  at  light  load  and  two  at  heavy  load.  This 
may  seem  to  leave  out  of  consideration  that  percentage  of  the  load  where,  in  all 
probability,  the  meter  registers  most  of  the  energy  passed  through  it,  yet  when  it 
is  considered  that  the  meter  must  not  creep  on  less  than  10%  over  voltage ; that  it 
must  register  between  98%  and  102%  on  light  load,  and  that  it  must  likewise  register 
between  98%  and  102%  at  heavy  or  full  load,  it  does  not  seem  that  either  the  con- 
sumer or  the  utility  is  likely  to  suffer  any  hardship  from  this  test  at  two  points 
only.  There  can  be  no  objection  to  testing  a meter  at  any  load  between  these 
two  points,  but  such  tests  are  considered  unnecessary  and  should  not  be  used  in  de- 
termining the  “error,  of  the  meter.” 

All  tests  of  consumer’s  meters  should  preferably  be  done  with  rotating  standards. 
Where  it  is  impracticable  to  do  so,  the  indicating  instruments  should  be  submitted 
to  the  Commission  for  calibration  beforehand  and  reserved  for  this  purpose  while 
such  tests  are  being  made. 

Rule  XIII — Meter  Records.  The  practices  of  even  the  larger  companies  differ 
in  this  respect.  Because  of  the  established  practices  in  vogue  among  many  com- 
panies, involving  tens  of  thousands  of  meters,  which,  while  differing  from  each 
other,  yet  furnish  all  the  necessary  information,  it  was  not  considered  advisable  to 
specify  uniform  methods  of  keeping  these  records.  For  the  benefit  of  the  smaller 
companies  which  still  have  these  records  to  prepare,  I would  suggest  that  the  State 
Association  could  do  the  industry  a service  by  considering  the  question  of  a uni- 
form system  which  it  could  recommend  to  all  companies  not  already  committed  to  a 
definite  program. 

The  simplest  satisfactory  form  of  records  met  with  so  far  employs  three  sets  of 
forms,  viz: 

(a)  A meter  life  card  which  shows  all  the  characteristics  of  the  meter,  the  record 
of  installations  and  removals,  and  the  date  and  results  of  all  tests;  in  short, 
showing  all  the  information  concerning  a particular  meter  asked  for  in  Rule  XIII. 
These  are  filed  numerically  by  serial  number. 

(b)  A consumer’s  card  showing  the  serial  of  the  meter  installed  and  such  addi- 
tional data  as  the  utility  may  desire,  filed  alphabetically. 

(c)  A test  slip  for  the  use  of  the  meter  tester,  showing  the  serial  of  the  meter, 
the  location,  the  date  and  results  of  tests.  The  results  of  the  test  are  transferred 
to  the  “life  card”  and  a new  test  slip  made  for  the  next  periodic  test  and  filed 
under  the  calendar  month  when  such  test  is  due. 

Rule  XV — Facilities  for  Testing.  No  attempt  has  been  made  to  say  here  what 
shall  be  adequate  for  all  cases.  The  circumstance  in  each  case  must  decide.  The 
minimum  equipment  which  would  likely  suffice,  would  be  a rotating  standard  and 
a secondary  standard  or  check  meter.  The  purpose  of  the  check  meter  is,  of 
course,  to  detect  any  unusual  or  sudden  change  in  the  accuracy  of  the  rotating 
standard  which  might  occur.  For  the  smaller  companies,  where  the  cost  of  main- 
taining expensive  secondary  standards  v/ould  prove  a burden,  suitable  service  type 
meters  might  be  used.  For  this  purpose  only  the  best  and  most  reliable  service 
meter  would  be  accepted. 
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The  Commission  is  required  to  certify  to  the  accuracy  of  all  facilities  used  in 
testing  the  consumers’  meters,  and  to  this  end  it  will  designate  certain  standard- 
izing laboratories  in  the  State  to  which  all  standards  may  be  sent  for  calibration. 
Directions  will  be  issued  later  on  this  point. 

Rule  'KNl— Frequency  of  Periodic  Tests.  Experience  is  the  only  guide  for  de- 
termining the  proper  period  of  tests.  Such  data  as  is  available  seems  to  indicate 
that  from  two  to  three  years  is  a safe  interval  for  small  meters,  and  correspondingly 
shorter  intervals  for  meters  of  larger  capacity.  The  fact  that  meters  under  or- 
dinary circumstances  of  wear,  will  tend  to  run  slow,  provides  an  incentive  for 
more  frequent  tests  on  meters  involving  large  revenue. 

It  is  proper  to  suggest  here  that  many  of  the  smaller  companies,  not  already 
equipped  with  meter  testing  facilities,  might  profitably  employ  at  intervals,  a com- 
petent tester  with  the  necessary  apparatus,  who  could  make  all  the  periodic  tests 
required  for  the  year  in  a short  time.  If  such  an  arrangement  was  desirable,  the 
consent  of  the  Commission  should  be  obtained  beforehand. 

Rule  XIX — Potoer  Factor  Adjustments . This  rule  is  concerned  only  with  those 
meters  which  are  connected  to  low  power  factor  loads.  Ordinary  household  loads 
do  not  come  in  this  class.  It  places  the  responsibility  for  the  correct  registration 
at  these  low  power  factors  squarely  upon  the  utility  furnishing  the  meter. 

Rule  XX — Place  of  Making  Tests.  The  clause  “under  local  conditions”  means 
that  the  meter  must  not  be  disturbed  from  its  mounting,  nor  must  any  external 
conditions,  such  as  vibrations,  stray  fields,  etc.,  be  altered  for  the  test.  It  does 
not  mean  that  a meter  must  be  tested  on  passing  load,  but  may  be  tested  by  special 
loading  devices  if  more  convenient. 

Rule  XXI — Watt-Hour  Meter  Tests  Without  Accessories.  The  only  phase  of 
this  rule  which  seems  to  have  raised  any  question  concerns  the  testing  of  current 
transformers.  There  are  two  cases  to  consider: 

(a)  Current  transformers  which  are  already  in  service,  for  which  there  is  no 
ratio  curve,  and  (b)  current  transformers  purchased  hereafter. 

The  two  largest  manufacturers  will  guarantee  that  the  ratio  of  any  particular 
transformers  will  not  differ  more  than  1%  at  light  load  nor  more  than  one-half  per 
cent,  at  full  load  from  the  average  ratio  for  that  type  and  rating  of  transformer. 
The  Commission  will  accept  the  manufacturer’s  ratio  for  that  type  and  rating  of 
transformer  in  lieu  of  a specially  made  curve  for  the  individual  transformer  in 
question.  This  eliminates  any  additional  expense  on  future  purchases.  As  for 
those  in  service,  the  simplest  method  of  test  would  seem  to  be  to  compare  it  with 
another  similar  transformer  whose  ratio  is  known.  This  could  be  done,  in  some 
cases  without  removing  the  transformers  from  service  by  connecting  a new  one  in 
service  with  it,  together  with  a suitable  meter  and  comparing  the  registration,  or 
if  not  conveniently  tested  in  service,  it  could  be  removed  to  the  laboratory  and 
there  compared. 

The  meters  themselves,  of  course,  would  be  tested  and  adjusted  beforehand,  so 
that  their  registration  would  be  a correct  indication  of  the  relative  ratio  of  t-he 
transformers. 


SUMMARY  OF  COMMENTS. 

Summing  up  then,  there  are  these  points  regarding  meters,  which  each  utility 
is  expected  to  observe: 

1 —  Each  meter  must  be  tested  before  installation  or  shortly  thereafter.  (See 

Rule  XIV.) 

2 —  If  the  meter  is  connected  to  low  power  factor  loads,  the  utility  shall  see  to 

it  that  the  meter  is  correct  on  low  power  factor.  (See  Rule  XIX.) 

3 —  Each  meter  is  to  be  tested  periodically.  (See  Rule  XVI.) 

4 —  These  periodic  tests  are  to  be  made  at  the  consumer’s  premises.  (See 

Rule  XX.) 

5 —  Each  meter  shall  be  adjusted  after  test  to  correct  registration  within  two 

per  cent,  plus  or  minus.  (See  Rule  XXII.) 

There  are  three  questions  of  policy  to  be  noted . One  of  them  is  that  the  Com- 
mission does  not  undertake  to  specify  in  these  Rules,  what  make  or  type  of  appa- 
ratus shall  be  used  by  the  utilities,  providing  only  that  the  equipment  used  shall 
meet  such  reasonable  requirements  as  to  accuracy  and  dependability  as  the  work 
demands.  Another  is  that  the  Commission  tests  only  the  standards  of  the  utilities 
and  not  the  consumers’  meters.  The  third  is  that  no  periodic  reports  of  any  kind 
are  required  by  these  Rules.  Reports  will  doubtless  be  asked  for  later,  when  the 
information  can  serve  some  useful  purpose. 


4_CtAS  service  uttliities. 

Circular  No.  9-A. 


RULES  AND  REGULATIONS 
Adopted  April  9,  1914. 


THE  PUBLIC  SERVICE  COMMISSION 
of  the 

COMMONWEALTH  OF  PENNSYLVANIA. 


Part  I. 


GENERAL. 

Defini ti o n : 

The  term  “utility”  in  these  rules  includes  all  public  service  companies,  corpora- 
tions and  persons,  as  defined  in  “The  Public  Service  Company  Law,”  engaged  in 
the  production,  sale  or  distribution  of  gas  within  the  jurisdiction  of  the  Commis- 
sion. 
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I.  — ^tatutoi'i/: 

“It  shall  be  the  duty  of  every  public  service  company  to  furnish  and  maintain 
such  service,  including  facilities,  as  shall  in  all  respects  be  just,  reasonably  ade- 
quate, and  practically  sufficient  for  the  accommodation  and  safety  of  its  patrons, 
employes,  and  the  public,  and  in  conformity  with  such  reasonable  regulations  or 
orders  as  may  be  made  by  the  Commission.” 

II.  — Pressure  Variation : 

Each  utility  furnishing  manufactured  gas  shall  maintain  at  the  consumer's  meter 
outlet  a gas  pressure  of  not  less  than  one-and-one-half  inches  nor  more  than  eight 
inches  of  water  pressure;  and  within  said  limits  the  daily  variation  of  pressure  at 
the  outlet  of  any  one  meter  on  the  system  shall  never  be  greater  than  one  hundred 
(100%)  per  cent,  of  the  minimum  pressure.  Each  utility  furnishing  natural  gas 
shall  maintain  at  the  consumer's  meter  outlet  a gas  pressure  of  not  less  than  one 
and  one-half  inches,  nor  more  than  fourteen  inches  of  water  pressure,  except 
when  greater  pressure  is  specifically  provided  in  the  contract  between  the  utility 
and  the  consumer,  provided  there  shall  be  no  unfair  and  unreasonable  discrimination 
or  preference;  and  within  the  said  limits  the  daily  variation  of  pressure  at  the 
Outlet  of  any  one  meter  on  the  system  .shall  never  exceed  four  inches  of  water 
pressure  above  or  below  the  normal  pressure  maintained  at  such  point  of  delivery, 
unless  it  can  be  shown  to  the  Commission  that  such  greater  variation  is  due  to 
extraordinary  demand  in  extreme  weather. 

Provided,  That  variations  in  pressure  caused  by  operation  of  consumer’s  ap- 
paratus in  violation  of  contract  or  the  rules  of  the  utility,  or  by  catises  entirely 
beyond  the  control  of  the  utility,  shall  not  be  considered  a violation  of  this  rule. 

III.  — Required  Ileatiug  Value: 

Each  utility  furnishing  manufactured  gas  service  must  supply  gas  which  when 
tested  within  a one  mile  radius  from  the  point  of  manufacture,  shall  give  a monthly 
average  of  not  less  than  570  Rritish  thermal  units  total  heating  value  per  cubic 
foot,  as  referred  to  standard  condition  of  temperature  and  pressure,  except  gas 
which  in  the  opinion  of  the  Commission  is  produced  as  a by-product  in  the  manu- 
facture of  coke,  which  gas  shall  give  a monthly  average  of  not  less  than  550  British 
thermal  units  per  cubic  font.  The  minimum  heating  value  of  manufactured  gas 
shall  never  fall  below  520  British  thermal  units  except  for  by-product  coke  oven 
gas  as  indicated  above,  which  shall  never  fall  below  500  British  thermal  units. 
Manufactured  gas  delivered  to  the  mains  under  pressure  above  five  pounds  per 
square  inch  shall  bo  tested  for  heating  value  before  compression.  The  minimum 
heating  value  of  natural  gas  supplied  by  any  utility  shall  never  fall  below  800 
British  thermal  units  per  cubic  foot,  as  referred  to  standard  condition  of  tempera- 
ture and  pressure. 

IV.  — Sulphur  Requirerueuts: 

In  no  case  shall  manufactured  gas  contain  more  than  30  grains  of  total  sulphur 
per  100  cubic  feet. 

V.  — S erv ice  Interruptions: 

Each  utility  shall  keep  a record  of  all  interruptions  to  service  on  the  entire  system 
or  any  portion  thereof  belonging  to  the  utility,  which  record  shall  contain  the 
time,  extent  and  duration  of  the  interruption,  and  shall  be  ki'pt  as  specified  in 
Rule  IX. 
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VI.  Complaint  Records: 

Each  utility  shall  keep  a record  of  all  written  complaints  received  from  its  con- 
sumers in  regard  to  service,  which  record  shall  show  the  name  and  address  of  the 
complainant,  the  date  and  nature  of  the  complaint,  the  action  taken,  and  the  date 
of  final  disposition  of  the  matter.  This  record  shall  be  kept  as  specified  in  Rule  IX. 

VII.  — Inspection  of  Equipment: 

Each  utility  shall  inspect  its  equipment  and  facilities,  including  the  necessary 
tests  for  water  and  leaks  in  its  lines,  in  accordance  with  good  practice,  and  in  a 
manner  satisfactory  to  the  Commission,  and  shall  maintain  as  specified  in  Rule  IX, 
a complete  record  of  all  such  inspections  and  tests,  and  shall  file  with  the  Com- 
mission a statement  of  the  condition  of  its  equipment  and  facilities,  and  such 
copies  of  its  reports  of  inspections,  when  and  in  such  form  as  the  Commission 
may  require. 

VIII.  — Accidents: 

Each  utility  shall  keep  a record  of  and  shall  furnish  to  the  Investigator  of  Acci- 
dents for  the  Commission,  in  accordance  with  the  rules  of  the  Commission,  reports 
of  any  and  all  accidents  happening  in  or  about  or  in  connection  with  the  operation 
of  its  property,  facilities  or  service,  wherein  any  person  shall  have  been  killed  or 
injured,  or  property  damaged  or  destroyed,  with  a full  statement  as  far  as  passible  of 
the  causes  of  such  accidents,  and  the  precautions,  if  any,  taken  as  prevention  against 
future  accidents  of  similar  character. 

IX.  — Records  and  Reports: 

All  records  required  by  these  rules  shall  be  kept  within  the  State  at  an  ofiice  or  offi- 
ces of  the  utility  located  in  the  territory  served  by  it,  and  shall  be  open  for  examina- 
tion by  the  Commission  or  its  representative.  Each  utility  shall  notify  the  Commission 
of  the  -office  or  offices  at  which  the  various  classes  of  records  are  kept  and  shall 
file  with  the  Commission,  such  reports  as  the  Commission  may  from  time  to  time 
require. 


Part  IT. 


METERS,  CALORIMETERS,  ETC. 


X. — Allowable  Error: 

No  gas  meter  shall  be  placed  in  service  nor  allowed  to  remain  in  service,  which 
shows  in  comparison  with  a standard  gas  prover,  an  error  greater  than  two  (2%) 
per  cent,  when  gas  at  the  standard  test  rate  of  flow  is  passing  through  it. 

^1.— Periodic  Tests: 

No  utility  furnishing  metered  gas  service  shall  allow  a gas  meter  to  remain  in 
service  for  a period  longer  than  five  years  without  checking  it  for  accuracy,  or 
readjusting  it  if  found  to  be  incorrect  beyond  the  limits  established  by  Rule  X. 
Proportional  meters  shall  be  tested  once  every  five  years  and  readjusted  if  neces- 
sary, and  cleaned  by  a competent  man  at  least  once  each  three  months. 
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XII. — Meter  Test  Records: 

Whenever  a gas  service  meter  is  tested,  the  original  test  record  shall  be  kept, 
indicating  the  information  necessary  for  identifying  the  meter,  the  reason  for  making 
the  test,  the  reading  of  the  meter  before  being  disturbed,  and  the  accuracy  of 
the  meter,  together  with  all  the  data  taken  at  the  time  of  the  test.  This  record 
must  be  sufficiently  complete  to  permit  the  'Convenient  checking  of  the  methods 
employed,  and  the  calculations  made.  A record  shall  also  be  kept,  preferably  nu- 
merically arranged,  indicating  date  of  meter  purchase,  when  purchased  after  ,Tuly 
1,  1914,  name  of  manufacturer,  its  size,  its  identification,  its  various  places  of 
installation,  with  dates  of  installation  and  removal,  and  the  dates  and  general 
results  of  all  tests.  These  records  shall  be  kept  as  specified  iii  Rule  IX. 


XIII. — Installation  of  Meters: 

Each  gas  service  meter  installed  after  .July  1,  1914,  shall  have  been  tested  for 
accuracy  by  the  utility  within  oue  year  previous  to  its  installation.  It  shall  also 
be  inspected  by  the  utility  for  proper  connections,  mechanical  conditions,  and 
suitability  of  location  within  sixty  (60)  days  after  installation. 

X/F. — Facilities  for  Testing: 

Each  utility  shall  provide  and  maintain  suitable  and  adequate  facilities  for  testing 
its  gas  service  meters,  in  each  case  to  be  satisfactory  to  and  approved  by  the 
Commission.  Each  utility  shall  provide  a suitable  meter  prover,  of  not  less  than 
five  (5)  cubic  feet  capacity,  equipped  with  suitable  thermometers  and  other  neces- 
sary accessories,  and  shall  maintain  the  same  in  proper  adjustment  to  register  the 
condition  of  the  meters  within  one-half  of  one  per  cent.  The  accuracy  of  all 
provers  will  be  established  from  time  to  time  by  a representative  of  the  Commis- 
sion at  a place  to  be  designated  by  it.  After  .January  1,  1915,  tests  made  with 
an  uncertified  prover  will  not  be  deemed  authoritative. 


XV.  — Pressure  Surveys: 

Each  utility  shall  provide  itself  with  one  or  more  graphic  recording  pressure 
gauges,  and  shall  make  frequent  measurements  of  the  gas  pressure  variation 
throughout  its  system.  Charts  from  these  gauges  showing  the  pressure  variations 
shall  be  kept  for  at  least  two  years  as  specified  in  Rule  IX.  The  accuracy  of  all 
pressure  gauges  will  be  established  from  time  to  time  by  a representative  of  the 
Commission  at  a place  to  be  designated  by  it.  After  January  1,  1915,  tests  made 
with  an  uncertified  pressure  gauge  will  not  be  deemed  authoritative. 

XVI.  — Calorimeter  Tests: 

Each  utility  whose  gas  output  exceeds  twenty  million  cubic  feet  per  year  shall 
equip  itself  with  a complete  standard  calorimeter  outfit  approved  by  the  Commis- 
sion, by  which  it  shall  determine  the  heat  value  of  manufactured  gas  at  least 
three  days  each  week,  and  of  natural  gas  at  least  three  times  per  year.  A com- 
plete record  of  all  these  tests  shall  be  kept  as  specified  in  Rule  IX . The  accuracy 
of  aU  calorimeters  will  be  established  from  time  to  time  by  a representative  of  the 
Commission  at  a place  to  be  designated  by  it.  After  .January  1,  1915,  tests  made 
with  an  uncertified  calorimeter  will  not  be  deemed  authoritative. 


132 


XVII. — Meters  in  Service  loithont  Test  Records: 

All  gas  meters  in  service  after  July  1,  1914,  for  which  there  is  no  record  tesi 
within  five  years,  must  be  tested  as  soon  thereafter  as  circumstances  will  permit, 
and  in  all  cases  within  three  years  from  July  1,  1914. 

XVIII. — Request  Tests: 

Each  utility  shall  upon  the  written  request  of  a consumer,  and  if  he  so  desires, 
in  his  presence  or  that  of  his  authorized  representative,  make  a test  of  the  accuracy 
of  his  meter.  When  a consumer  desires,  either  personally  or  through  a repre- 
sentative, to  witness  the  testing  of  a meter,  he  may  require  the  meter  to  be  sealed 
in  his  presence  before  removed,  which  seal  shall  not  be  broken  until  the  test  is 
made  in  his  presence.  If  tlie  meter  so  tested  sliall  be  found  to  be  accurate  within 
the  limits  specified  in  Rule  X,  a fee  determined  from  the  schedule  indicated  below, 
shall  be  paid  to  the  utility  by  the  consumer  requiring  such  test;  but  if  not  so 
found,  tlien  the  cost  thereof  shall  be  borne  by  the  utility  furnishing  the  service. 
When  making  such  request,  the  consumer  shall  agree  to  the  basis  of  payment 
herein  specified.  A report  of  such  test  shall  be  made  to  the  consumer,  and  a 
complete  record  of  such  test  shall  be  kept  on  file  as  specified  in  Rule  IX. 

The  amount  of  tlie  fee  to  be  charged  by  the  utility  for  testing  meters  upon 
written  complaint  of  consumers,  shall  be  determined  by  the  manufacturers’  desig- 
nated rating,  as  follows: 

Meters  of  10- Lt.  capacity  or  under,  or  having  a rated  capacity  of  200  cubic 
feet  per  hour  or  under,  %2  00 

Meters  of  over  10-Lt.  capacity  and  not  exceeding  30-Lt.  capacity,  or  having  a 
rated  capacity  exceeding  200  cubic  feet  per  hour,  and  not  exceeding  600  cubic 
feet  per  hour,  4 00 

Meters  of  over  .30-Lt.  capacity  and  not  exceeding  80-Lt.  capacity,  or  having 
a rated  capacity  exceeding  600  cubic  feet  per  hour,  and  not  exceeding  1,500 


cubic  feet  per  hour,  6 00 

Meters  of  over  80-Lt.  capacity,  or  having  a rated  capacity  exceeding  1,500 
cubic  feet  per  hour,  10  00 

PROPORTIONAL  METERS. 

All  Proportional  IMeters  not  exceeding  15,000  cubic  feet  per  hour  rated 
capacity,  15  00 

All  Proportional  iSIeters  of  over  15,000  cubic  feet  and  not  exceeding  30,000 
cubic  feet  per  hour,  20  00 

All  Proportional  iMeters  of  over  30,000  cubic  feet  and  not  exceeding  50,000 
cubic  feet  per  hour  rated  capacity, 30  00 

All  Proportional  Meters  of  over  50,000  cubic  feet  and  not  exceeding  100,000 
cubic  feet  per  hour  rated  capacity, 40  00 

All  Proportional  Meters  of  over  100,000  cubic  feet  per  hour  rated  capacity,..  50  00 


Rates  for  testing  meters  not  included  in  the  above  classification,  or  which  are 
so  located  that  the  cost  is  out  of  proportion  to  the  fee  specified,  will  be  furnished 
by  the  Commission  upon  receipt  of  complete  specifications. 
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XIX. — Refunds: 

If  a meter  be  found  to  be  fa.st  at  any  test  by  more  than  two  (2%)  iier  cent.,  an 
allowance  or  refund  shall  be  made  to  the  consumer  by  the  utility,  equal  to  all 
the  excess  charged  the  consumer,  figured  back  from  the  date  of  test  through  the 
entire  period  of  the  current  bill,  unless  it  can  be  shown  that  the  error  is  due  to 
an  accident  or  other  cause  the  exact  date  of  which  can  be  determined,  in  which 
case  it  shall  be  figured  back  to  such  time. 


5_C0MMKXTS  ox  the  IHHhlbH  FOK 

UTILITIES. 


REOULATIXO  GAS 


The  following  coniinents  were  made  by  Prof.  Fernald,  who  pre- 
pared file  Rules  for  Gas  Utilities,  under  tlie  supervision  of  Com- 
missioner Tone,  and  in  co-operation  with  Prof.  Harris: 

Required  Heatinq  Valve: 

For  a great  many  years,  the  quality  of  gas  was  largely  determined  by  means  of 
the  so-called  candle  power  requirement,  and  many  ordinances  and  regulations  still 
cling  to  the  candle  power  test.  When  open  flame  gas  burners  were  in  general  use, 
the  candle  power  standard  was  undoubtedly  the  most  effective  and  altogether  the 
most  satisfactory  one.  Today,  however,  when  probably  not  over  ten  per  cent, 
of  the  total  gas  used  is  consumed  in  open  burners  it  is  (|uestionable  whether  tlie 
candle  power  standard  is  of  any  real  service  in  determining  gas  quality.  For  use 
in  connection  with  gas  ranges  for  cooking,  incandescent  mantles  for  lighting,  fur- 
naces, ovens  and  pits  for  heating,  and  gas  engines  for  power  development,  a 
quality  requirement  based  on  the  heating  value  of  the  gas  seems  to  be  more  con- 
sistent to  day  than  a candle  power  requirement,  and  the  double  standard  recom- 
mended by  some  seems  ipiite  unnecessary.  Experts  in  the  field  of  gas  manufacture 
seem  to  be  almost  unanimous  in  the  feeling  that  proper  regulation  of  heating  value 
can  be  more  readily  obtained  than  of  candle  power.  Tliey  are,  therefore,  distinctly 
of  the  opinion  that  in  general  the  one  standard,  heating  value,  is  th(‘  desirable 
one.  It  is  undoubtedly  true  that  in  certain  sections  of  the  older  cities  of  Penn- 
sylvania open  flame  burners  are  more  or  less  in  use,  and  it  is  possible  that  in  a 
few  of  these  cities  these  burners  may  utilize  as  much  as  2-5  per  cent,  of  the  gas 
supplied  to  these  communities,  but  these  burners  are  rapidly  being  displaced  by 
the  mantle  type,  and  when  natural  gas  is  taken  into  consideration,  it  is  probable  that 
the  total  gas  utilized  in  open  flame  burners  will  fall  well  below  the  10  per  cent, 
limit  indicated  above.  The  need,  therefore,  of  the  candle  power  standard  seems 
to  be  obsolete.  Assuming  that,  for  state  regulation,  the  single  standard  of  heat- 
ing value  is  to  be  adopted,  it  becomes  necessary  to  determine  the  definite  heating 
values  which  shall  serve  as  limits  in  the  regulations  imposed.  At  least  two  heat- 
ing value  standards  must  ho  recognized,  one  for  manufactured  gas  and  one  for 
natural  gas. 
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Several  kinds  of  manufactured  gas  have  to  be  considered.  At  present  these  are 
coal  gas,  carbureted  water  gas,  coke  oven  gas,  mixed  gas  and  oil  gas.  Coal  gas 
is  made  by  the  destructive  distillation  of  coal  in  retorts  which  are  externally 
heated.  Approximately  5 cubic  feet  of  gas  are  secured  per  pound  of  coal,  and 
the  heat  value  of  such  gas  usually  ranges  from  550  to  630  B.  t.  u.  per  cubic  foot. 
Carbureted  water  gas  is  the  result  of  a combination  of  two  gas-making  processes. 
Water  gas  is  generated  by  turning  a jet  of  steam  upon  an  incandescent  fuel  bed. 
This  water  gas  is  usually  enriched  by  the  addition  of  gas  generated  from  oil,  the 
resultant  gas  being  known  as  carbureted  water  gas.  The  larger  portion  of  the 
illuminating  gas  in  this  country  is  of  this  type.  Carbureted  water  gas  usually 
has  a heating  value  ranging  from  500  to  650  B.  t.  u.  per  cubic  foot.  Coke  oven 
gas  is  practically  a regular  coal  gas  but  the  process  of  manufacture  is  somewhat 
different  from  that  of  the  so-called  coal  gas.  The  primary  object  of  the  coke  plant 
is  the  manufacture  of  coke,  and  the  gas  generated  is  practically  a by-product.  The 
heating  value  of  coke  oven  gas  is  usually  somewhat  lower  than  that  of  ordinary 
coal  gas.  Mixed  gas — many  plants  today  are  manufacturing  a so-called  mixed 
gas  which  is  nothing  more  or  less  than  a mechanical  mixture  of  carbureted  water  gas 
and  coal  or  coke  oven  gas.  Oil  gas: — In  the  oil  districts  of  the  country  large  quan- 
tities of  gas  are  made  directly  from  crude  oil. 

In  determining  the  proper  standard  for  the  heating  value  of  gas  in  any  com- 
munity it  is  essential  that  the  types  of  gas  manufactured  in  that  territory  be  care- 
fully considered,  and  that  the  efficiency  of  the  processes  of  manufacture  or  the  indi- 
vidual standards  of  the  companies  furnishing  this  commodity  be  taken  into  account 
when  first  estahlishing  a basis  for  regulation . This  is  essential  because  it  is  im- 
portant that  sufficient  leeway  be  granted  to  meet  the  commercial  conditions  in- 
volved in  the  manufacture  of  the  different  types  of  gas  of  reasonable  quality  sup- 
plied in  the  different  sections  of  a 8tate.  It  should  further  be  recognized  that  to 
impose  too  rigorous  conditions  during  the  early  application  of  new  laws  may  mean 
either  excessive  expense  to  the  smaller  companies,  resulting  in  an  abnormal  increase 
in  the  cost  of  gas  to  the  public,  or  the  impossibility  on  the  part  of  the  utility  to 
carry  out  the  requirements  imposed.  An  examination  of  the  heating  value  stand- 
ards of  various  states  and  cities  shows  the  average  to  be  about  600  B.  t.  u.  per 
cubic  foot;  but  in  the  majority  of  these  cases  the  gas  is  limited  to  three  varieties, 
namely,  coal  gas,  carbureted  water  gas  or  mixed  gas.  It  is  usually  customary  in 
all  such  regulations  to  permit  a maximum  variation  of  50  heat  units  below  the 
average  monthly  requirements,  that  is,  the  usual  stipulation  is  that  the  utility 
furnishing  manufactured  gas  service  must  supply  gas  of  not  less  than  600  B.  t.  u. 
total  heating  value  per  cubic  foot  as  referred  to  standard  conditions  of  temperature 
and  pressure,  and  that  the  minimum  heating  value  shall  never  fall  below  550  B.  t.  u. 

It  is  undoubtedly  true  that  many  companies  are  to  day  manufacturing  gas  of  a 
considerably  lower  heat  value  than  they  imagine.  Owing  to  the  fact  that  they 
have  not  been  working  under  strict  regulations  they  have  never  actually  made  any 
heat  value  determinations,  but  assume  that  the  gas  which  they  manufacture  is 
necessarily  equal  in  heat  value  to  that  of  certain  other  plants  from  which  they 
have  obtained  information.  A recent  report  of  a joint  committee  on  calorimetry 
of  the  public  service  commission  and  gas  corporations  of  a state  that  has  been  living 
under  gas  regulation  for  several  years,  indicates  that  even  without  considering 
coke  oven  gas,  the  600  heat  unit  standard  seems  high,  and  this  committee  has  seen 
fit  to  recommend  an  average  standard  of  570  B.  t.  u.  If  coke  oven  gas  becomes 
an  important  factor,  it  seems  consistent  to  make  the  standard  even  lower  than  that 
recommended  by  this  committee. 
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As  a summary  of  the  various  recommendatious  and  regulations 
now  in  force,  the  following  requirements  seem  consistent  for  the 
best  results  to  day: 

For  states  already  working  under  gas  regulations  and  in  which  the  manufactured 
gas  supply  consists  entirely  of  coal  gas,  carbureted  water  gas  and  mixed  gas,  a 
standard  of  570  B.  t.  u.  per  cubic  foot  for  the  monthly  average  seems  to  be  very 
satisfactory,  although  for  states  in  which  gas  regulation  is  just  being  introduced 
or  in  which  coke  oven  gas  plays  an  important  part,  this  heat  value  standard  may 
in  some  instances  be  wisely  reduced  slightly  below  these  figures,  with  a minimum 
in  each  case,  as  previously  outlined,  of  50  heat  units  below  the  monthly  average. 

The  heat  value  of  natural  gas  ranges  from  about  700  to  over  1,100  B.  t.  u.  per 
cubic  foot.  It  seems  to  be  consistent  to  require  a quality  of  natural  gas  that  shall 
insure  a heat  value  of  not  less  than  800  heat  units  as  a minimum.  These  heat 
value  determinations  of  the  gas  are  made  on  the  basis  of  recognized  standard  con- 
ditions of  temperature  and  pressure. 

Bearing  the  above  points  in  mind,  the  following  rules  for  required 
heating  value  as  adopted  by  the  Public  Service  Commission  of  the 
Commonwealth  of  Pennsylvania,  seem  to  be  entirely  consistent; 

Each  utility  furnishing  manufactured  gas  service  must  supply  gas,  which, 
when  tested  within  a one  mile  radius  from  the  point  of  manufacture,  shall  give  a 
monthly  average  of  not  less  than  570  British  thermal  units  total  heating  value  per 
cubic  foot,  as  referred  to  standard  conditions  of  temperature  and  pressure,  except 
gas,  which,  in  the  opinion  of  the  Commission,  is  produced  as  a by-product  in  the 
manufacture  of  coke,  which  gas  shall  give  a monthly  average  of  not  less  than  550 
British  thermal  units  per  cubic  foot.  The  minimum  heating  value  of  manufactured 
gas  shall  never  fall  below  520  British  thermal  units  except  for  by-product  coke 
oven  gas  as  indicated  above,  which  shall  never  fall  below  500  British  thermal 
units.  Manufactured  gas  delivered  to  the  mains  under  pressures  above  5 
pounds  per  square  inch,  shall  be  tested  for  heating  value  before  compres- 
sion. The  minimum  heating  value  of  natural  gas  supplied  by  any  utility  shall 
never  fall  below  800  British  thermal  units  per  cubic  foot,  as  referred  to  standard 
conditions  of  temperature  and  pressure. 

Gas  manufacturers  who  have  been  accustomed  to  no  special  standards  can  un- 
doubtedly improve  the  uniformity  of  the  quality  of  the  gas  supplied  by  their  plants, 
and  it  may  prove  consistent  for  the  State  Commission  to  increase  these  requirements 
from  time  to  time. 

Sulphur  Requirements: 

The  phrase  “quality  of  gas”  not  only  relates  to  its  heating  value,  but  also  to 
freedom  from  impurities.  ^Manufacturers  of  gas  are  expected  satisfactorily  to  con- 
trol, among  other  impurities,  the  proportions  of  hydrogen  sulphide,  total  sulphur 
and  ammonia.  Gas  engineers  seem  to  differ  radically  as  to  the  seriousness  of  a 
trace  of  hydrogen  sulphide  in  gas.  Some  claim  that  a trace  does  absolutely  no 
harm  save  that  the  odor  produced  when  the  gas  is  burned  is  objectionable.  Others 

claim  that  this  odor  serves  a useful  purpose  in  warning  of  leaks  or  open  valves.  The 

removal  of  hydrogen  sulphide  is  a comparatively  simple  process,  and  the  gas  com- 
pany that  has  any  interest  in  the  attitude  of  its  customers  will  see  that  its  gas  is 

free  from  this  somewhat  offensive  impurity.  It  seems,  therefore,  hardly  necessary 
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to  include  any  requirements  regarding  hydrogen  sulphide,  but  gas  regulations 
should  specify  the  total  amount  of  sulphur  that  will  be  permitted,  inasmuch  as  it 
is  quite  possible  in  good  practice  with  the  grades  of  coal  used  to  day  to  reduce  the 
amount  of  sulphur  to  20  grains  or  less  per  100  cubic  feet  of  gas  produced.  It  has 
become  customary  to  make  the  maximum  limit  as  prescribed  in  the  regulations  of 
the  Pennsylvania  Commission,  30  grains  of  total  sulphur  per  100  cubic  feet.  This 
serves  as  a regulator,  and  at  the  same  time  cannot  be  regarded  as  a hardship. 


Pressure  Variation: 

The  regulation  of  the  i)ressure  at  which  gas  is  supplied  to  the  customer’s  apiili- 
ances  seems  to  be  imperative  if  service  is  to  be  of  a thoroughly  satisfactory  nature. 
This  is  emphasized  distinctly  in  the  following  passage  from  the  1909  report  of  the 
Wisconsin  Railroad  Commission: 

“It  has  been  shown  that  in  general  the  gas  furnished  in  cities  of  this 
state  has  been  of  good  quality  and  the  value  has  been  uniform.  In  spite 
of  this  fact,  complaint  is  frequently  heard  of  ‘poor  gas.’  The  summary 
of  gas  complaints  and  our  own  experience  have  shown  “poor  gas,”  as  the 
consumer  uses  the  term,  to  be  synonymous  with  “poor  pressure”  and 
may  be  due  to  one  or  more  of  a number  of  causes.  It  may  that  the  pres- 
sure furnished  to  the  mains  is  inadequate,  that  the  service  or  house 
piping  is  inadequate  or  otherwise  faulty,  or  that  the  pressure  is  unsuited 
to  the  adjustment  of  the  apjiliances  in  which  gas  is  used.  In  most  cases, 
howevc'r,  it  goes  back  to  the  matter  of  pressure.  For  this  reason,  the 
control  of  the  gas  pressure  is  the  most  imjiortant  single  factor  in  securing 
satisfactory  service.  The  use  of  gas  has  been  greatly  extended  in  the 
la.st  few  years,  .and  all  of  the  appliances  which  have  come  into  use  re- 
quire a higher  i)ressure  tlian  tlie  old  o])en  flame  buimer.  It  is  stated  in 
the  discussion  of  pressure  in  a fonner  bulletin  that  the  -pressure  under 
IJ  inches  is  unsatisfactory.  iMost  of  the  companies  in  the  state  maintain 
a standard  pressui'e  of  about  2i  inches,  and  it  has  been  noticed  in  general, 
where  the  pres.sure  drops  below  two  inches,  complaints  are  heard.” 

Owing  to  this  tendency  to  increase  gas  pressures,  the  majority  of  gas  appli- 
ances are  to-day  regulated  for  pressures  of  from  2 to  6 inches  of  water  pressure 
when  operating  on  manufactured  gas,  and  for  a somewhat  higher  range  of  pressures 
when  operating  on  natural  gas.  Experience  seems  to  show  that  the  most  satis- 
factory results  are  secured  with  incandescent  mantles,  gas  ranges  and  other 
household  appliances  when  the  pressure  is  gi-eater  than  2 inches.  When  gas  appli- 
ances have  been  adjusted  for  certain  definite  pressures  it  is  exceedingly  difficult 
to  get  satisfactory  results  if  the  pressure  is  allowed  to  fluctuate  through  wide  ranges 
or  at  frequent  intervals.  It  becomes  incumbent  upon  the  gas  companies,  therefore, 
to  hold  pressures  within  certain  ranges  and  to  control  the  daily  variation  within 
reasonable  limits. 


The  followino;  pressure  requirements  adopted  by  the  Pennsyhmnia 
Commissiou  seemed  to  protect  the  T)ul)lic  on  tlie  oue  hand,  and  to  be 
entirely  fair  to  the  utility  on  the  other; 

Each  utility  furnishing  manufactured  gas  shall  maintain  at  the  consumer’s 
meter  outlet  a gas  pressure  of  not  less  than  one  and  one-half  inches  nor  more 
than  eight  inches  of  water  pressure ; and  within  said  limits  the  daily  variation  of 
pressure  at  the  outlet  of  any  one  meter  on  the  system  shall  never  be  greater  than 
one  hundred  (100%)  per  cent,  of  the  minimum  pressure.  Each  utility  furnishing 
natural  gas  shall  maintain  at  the  consumer’s  meter  outlet  a gas  pressure  not  less 
than  one  and  one-half  inches,  nor  more  than  fourteen  inches  of  water  pressure, 
except  when  greater  pressure  is  specifically  provided  in  the  contract  between  the 
utility  and  the  consumer,  provided  there  shall  be  no  unfair  and  unreasonable  dis- 
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crimination  or  preference;  and  within  the  said  limits  the  daily  variation  of  pres- 
sure at  the  outlet  of  any  one  meter  on  the  system  shall  never  exceed  four  inches 
of  water  pressure  above  or  below  the  normal  pressure  maintained  at  such  point  of 
delivery,  unless  it  can  be  shown  to  the  Commission  that  such  greater  variation  is 
due  to  extraordinary  demand  in  extreme  weather.  Provided,  That  variations  in 
pressure  caused  by  operation  of  consumer’s  apparatus  in  violation  of  contract  or 
the  rules  of  the  utility,  or  by  causes  entirely  beyond  the  control  of  the  utility, 
shall  not  be  considered  a violation  of  the  rule. 

Measurement  of  CommocUti/  applied: 

In  order  that  the  consumer  may  be  assured  of  the  correctness  of  bills  submitted 
for  service  rendered,  it  becomes  imperative  that  some  definite  standard  of  re- 
liability be  adopted  for  meters  used  in  measuring  gas,  heat  or  water.  In  general, 
it  has  been  found  that  the  accuracy  of  properly  constiaicted  meters  may  easily  be 
maintained  within  a very  small  percentage  when  used  under  suitable  conditions. 
An  examination  of  the  degree  of  accuracy,  common  in  commercial  use,  will  es- 
tablish the  consistency  of  the  following  rules  relating  to  the  allowable  error; 

“No  gas  meter  shall  be  placed  in  service  nor  allowed  to  remain  in 
service,  which  shows  in  comparison  with  a standard  gas  ]}rover,  an 
error  greater  than  two  (2%)  i)er  cent,  when  gas  at  the  standard  test  rate 
of  flow  is  passing  through  it.” 

It  also  becomes  important  in  the  interest  of  good  service  that  the  accuracy  of 
such  meters  shall  be  definitely  checked  periodically.  Each  utility  should,  then, 
be  required  to  check  the  accuracy  of  all  meters  within  stated  periods,  and  to  re- 
adjust them  if  found  to  be  incorrect.  The  propriety  of  the  hdlowing  rules  is, 
therefore,  apparent; 

“No  utility  furnishing  metered  gas  shall  allow  a gas  meter  to  remain 
in  service  for  a period  longei'  than  five  years  without  checking  it  for 
accuracy,  or  readjusting  it  if  found  to  be  incoi'rect  beyond  the  limits 
established  by  Rule  X.  Proiiortional  meters  shall  be  testt'd  once  every 
five  years  and  readjusted  if  necessary,  and  cleaned  by  a competent  man 
at  least  once  each  three  months.” 

From  time  to  time,  consumers  feel  that  their  meters  are  inaccurate,  and  that 
their  bills  are  exces.sive.  Although  meters  may  register  in  favor  of  the  utility, 
yet,  as  a rule,  when  they  are  in  error,  their  registration  is  favorable  to  the  con- 
sumer. The  impression  regarding  the  inaccuracy  of  the  meter  is  sometimes  due 
to  natural  but  overlooked  causes,  such  as  extreme  weather  conditions,  social  func- 
tions or  other  temporary  but  excessive  demands.  It  is  customary,  therefore,  to 
make  provision  for  the  checking  of  any  meter  at  the  recpiest  of  any  consumer 
under  certain  siiecific  conditions.  Among  other  conditions  imiiosed,  it  seems  con- 
sistent to  require  the  consumer  to  jiay  a reasonalde  fee  for  such  special  test  if 
the  meter  so  tested  .shall  bo  found  to  be  accurate  within  the  limits  specified  by 
the  regulations,  but  if  the  meter  is  not  so  found,  then  the  cost  of  the  test  should  not 
fall  upon  the  consumer.  Similarly,  if  the  metei'  be  found  to  be  fast  by  more  than 
a fixed  percentage,  an  allowance  or  refund  should  he  made  to  the  consumer  by 
the  utility. 

In  connection  with  the  checking  of  meters,  it  becomes  incumbent  upon  the  utility 
to  provide  and  maintain  suitable  and  adequate  facilities  for  testing  meters,  gauges, 
calorimeters  and  other  required  accessories.  The  facilities  for  testing  must  of 
necessity  be  satisfactory  to  and  approved  by  the  rommission. 
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Continuity  of  Service: 

Satisfactory  service  from  a utility  implies  continuity  of  service  at  all  times  during 
the  prescribed  periods  for  which  such  service  is  supposedly  rendered,  together  with 
the  reasonable  protection  from  injury  to  persons  or  property  resulting  from  de- 
fective equipment  or  carelessness.  With  these  points  in  view,  the  service  regula- 
tions require  of  the  utilities  inspection  of  their  equipment  and  facilities  in  a man- 
ner satisfactory  to  the  Commission. 

As  a means  of  protection  to  both  the  utility  and  the  consumer,  and  in  order  to 
supply  the  Commission  with  the  essential  facts  in  case  of  controversy,  it  becomes 
incumbent  upon  the  utility  to  keep  reliable  records  and  reports  of  the  conditions 
found  upon  inspection,  of  all  written  complaints  received  from  its  customers  in 
regard  to  service,  of  interruptions  to  service  and  of  any  and  all  accidents  related 
in  any  way  to  the  companies’  equipment  or  facilities. 


(j— HEATING  SERVICE  UTILITIES. 
Circular  No.  11-A. 


RULES  AND  REGULATIONS 
Adopted  April  9,  1914. 


THE  PUBLIC  SERVICE  COMMISSION 
of  the 

COMMONWEALTH  OF  PENNSYLVANIA. 


Part  I. 


GENERAL. 

Definition:  

The  term  “utility”  as  used  in  these  rules  includes  all  public  service  companies, 
corporations  and  persons,  as  defined  in  The  Public  Service  Company  Law,  engaged 
in  the  production,  sale  or  distribution  of  heat  within  the  jurisdiction  of  the 
Commission. 

I.  — Statutory : 

“It  shall  be  the  duty  of  every  public  service  company  to  furnish  and  maintain 
such  service,  including  facilities,  as  shall  in  all  respects  be  just,  reasonably 
adequate,  and  practically  sufficient  for  the  accommodation  and  safety  of  its  patrons, 
employees,  and  the  public,  and  in  conformity  with  such  reasonable  regulations  or 
orders  as  may  be  made  by  the  Commission.” 

II.  — Service  Interruptions : 

Bach  utility  shall  keep  a record  of  all  interruptions  to  service  on  the  entire 
system  or  any  portion  thereof,  belonging  to  the  utility,  which  record  shall  con- 
tain the  time,  cause,  extent  and  duration  of  the  interruption,  and  shall  be  kept 
as  specified  in  Rule  VI. 
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III.  — Complaint  Record: 

Each  utility  shall  keep  a record  of  all  written  complaints  received  from  its  con- 
sumers in  regard  to  service,  which  record  shall  show  the  name  and  address  of 
the  complainant,  the  date  and  nature  of  the  complaint,  the  action  taken,  and  the 
date  of  final  disposition  of  the  matter.  This  record  shall  be  kept  as  specified  in 
Rule  VI. 

IV.  — Inspection  of  Equipment: 

Each  utDity  shall  inspect  its  equipment  and  facilities,  in  accordance  with  good 
practice,  and  in  a manner  satisfactory  to  the  Commission,  and  shall  maintain  a 
complete  record  of  all  such  inspections  and  tests  as  specified  in  Rule  VI. 

V.  — Accidents: 

Each  utility  shall  keep  a record  of  and  shall  furnish  to  the  Investigator  of 
Accidents  for  the  Commission,  in  accordance  with  the  rules  of  the  Commission, 
reports  of  any  and  all  accidents  happening  in  or  about  or  in  connection  with  the 
operation  of  its  property,  facilities  or  service,  wherein  any  person  shall  have  been 
killed  or  injured,  or  property  damaged  or  destroyed,  with  a full  statement  as 
far  as  possible  of  the  causes  of  such  accidents,  and  the  precautions,  if  any,  taken 
as  prevention  against  future  accidents  of  similar  character. 

VI.  — Records  and  Reports: 

All  records  required  by  these  rules  shall  be  kept  within  the  State  at  an  office 
or  offices  of  the  utility  located  in  the  territory  served  by  it,  and  shall  be  open  for 
examination  by  the  Commission  or  its  representative.  Each  utility  shall  notify 
the  Commission  of  the  office  or  offices  at  which  the  various  classes  of  records  are 
kept,  and  shall  file  with  the  Commission  such  reports  as  the  Commission  may 
from  time  to  time  require. 


Part  IT. 


METERS 

VII.  — Allowable  Error:  

No  condensation  meter  or  hot  water  meter  shall  be  placed  in  service  nor  allowed 
to  remain  in  service,  which  has  an,  error  in  registration  of  more  than  four  (4%) 
per  cent,  when  the  water  at  its  average  temperature  and  standard  test  rate  of 
flow  is  passing  through  the  meter. 

VIII.  — Periodic  Tests: 

No  utility  furnishing  metered  heating  service  shall  allow  a condensation  meter 
to  remain  in  service  for  a period  longer  than  two  years,  or  hot  water  meter  to 
remain  in  service  for  a period  longer  than  four  years,  without  checking  it  for 
accuracy  and  readjusting  it  if  found  to  be  incorrect  beyond  the  limits  established  by 
Rule  VII. 
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IX.  — Meter  Test  Records: 

Whenever  a heating  service  meter  is  tested,  the  original  test  record  shall  be 
kept  as  specified  in  Rule  YI . This  recoi’d  shall  indicate  the  information  necessary 
for  identifying  the  meter,  the  reason  for  making  the  test,  the  reading  of  the 
meter  before  being  disturbed,  and  the  accuracy  of  the  meter,  together  with  all 
data  taken  at  the  time  of  the  test.  This  record  must  be  sufficiently  complete  to 
perfiiit  the  convenient  cheeking  of  the  methods  employed  and  the  calculations  made. 
A record  shall  also  be  kept,  preferably  numerically  arranged,  indicating  date  of 
meter  purchase,  when  purchased  after  July  1,  1914,  name  of  manufacturer,  its 
size,  identification,  its  various  places  of  installation  with  dates  of  installation  and 
removal,  and  the  dates  and  general  results  of  all  tests. 

X.  — Installation  of  Meters: 

Each  lieating  service  meter  installed  after  .July  1,  1914,  shall  have  been  tested  for 
accuracy  by  the  utility  within  one  year  previous  to  its  installation.  It  shall  also 
be  inspected  by  the  utility  for  proper  connections,  mechanical  conditions,  and 
suitability  of  location  within  sixty  (60)  days  after  installation. 

Xr. — Facilities  for  Testing: 

Each  utility  shall  provide  and  maintain  suitable  and  adequate  facilities  for  test- 
ing its  heating  service  meters,  in  each  case  to  be  satisfactory  to  and  approved 
by  the  Commission.  Each  utility  shall  own  a complete  meter  testing  equipment 
of  a form  approved  by  the  Commission.  The  accuracy  of  this  testing  equipment 
shall  be  established  from  time  to  time  by  a representative  of  the  Commission  at  a 
place  to  be  designated  by  it.  After  .January  1,  1915,  tests  made  with  uncertified 
equipment  will  not  be  deemed  authoritative. 

XU. — Meters  In  Ferriee  Without  Test  Records: 

All  condensation  meters  in  service  on  and  after  July  1,  1914,  for  which  there  is 
no  record  of  test  within  two  years,  must  be  tested  as  soon  thereafter  as  circum- 
stances will  permit,  and  in  all  cases  within  twelve  months  from  .July  1,  1914.  All 
hot  water  meters  in  service  on  and  after  .July  1,  1914,  for  which  there  is  no  record 
of  test  within  four  years,  shall  be  tested  as  soon  thereafter  as  circumstances  will 
permit,  and  in  all  cases  within  twelve  months  from  .July  1,  1914. 

XIII. — Request  Tests: 

Each  utility  shall,  upon  the  written  request  of  a consumer,  and  if  he  so  desires, 
in  his  presence  or  that  of  his  authorized  representative,  make  a test  of  the  accu- 
racy of  his  meter.  When  a consumer  desires,  either  personally  or  through  a repre- 
sentative, to  witness  the  testing  of  a meter,  he  may  require  the  meter  to  be  sealed 
in  his  presence  before  removal,  which  seal  shall  not  be  broken  until  the  test  is  made 
in  his  presence.  If  the  meter  so  tested  shall  be  found  to  be  accurate  within  the 
limits  specified  in  Rule  VII,  a fee  determined  from  the  schedule  indicated  below 
shall  be  paid  to  the  utility  by  the  consumer  requiring  such  test;  but  if  not  so  found, 
then  the  cost  thereof  shall  be  borne  by  the  utility  furnishing  the  service.  When 
making  such  request,  the  consumer  shall  agree  to  the  basis  of  payment  herein 
specified.  A report  of  such  test  shall  be  made  to  the  consumer,  and  a complete 
record  of  such  test  shall  be  kept  as  specified  in  Rule  VI.  The  amount  of  the  fee 
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shall  be  two  dollars  for  each  heating  service  meter  having  an  outlet  not  exceeding 
one  inch  for  hot  water  meters  and  an  inlet  not  exceeding  one  inch  for  condensation 
meters;  for  other  hot  water  meters  having  an  outlet  not  exceeding  two  inches,  the 
test  fee  shall  be  five  dollars  per  meter.  Rates  for  meters  not  included  in  the  above 
classification,  or  which  are  so  located  that  the  cost  is  out  of  proportion  to  the  fee 
specified,  will  be  furnished  by  the  Commission  upon  receipt  of  complete  specifica- 
tions, 

XIY. —Ref  II  lids: 

If  a meter  be  found  to  be  fast  at  any  test  by  more  than  four  (i%)  per  cent,  an 
allowance  or  refund  shall  be  made  to  the  consumer  by  the  utility,  equal  to  all  the 
excess  charged  the  consumer,  figured  back  from  the  date  of  test  through  the  entire 
period  of  the  current  bill,  unless  it  can  be  shown  that  the  error  is  due  to  an 
accident  or  otlier  cause,  the  exact  date  of  which  can  be  determined,  in  which 
case  it  shall  be  figured  back  to  such  time. 


7— WATEK  SERVICE  ETILITIES. 
Circular  No. 


RULES  AND  REGULATIONS 
Adopted  April  9,  1914. 


THE  PUBLIC  SERVICE  COMMISSION 
of  the 

COMMONWEALTH  OF  PENNSYLVANIA. 


Part  T. 


GENERAL. 

Definition:  

The  term  utility,  as  used  in  these  rules  includes  all  public  service  companies, 
corporations  and  persons,  as  defined  in  The  I’ublic  Servdee  Company  Law,  engaged 
in  the  sale  or  distribution  of  water  within  the  jurisdiction  of  the  Commission. 


I. — Statutory. 

“It  shall  be  the  duty  of  every  public  service  company  to  furnish  and  maintain 
such  service,  including  facilities,  as  shall  in  all  lespects  be  just,  reasoualdy  ade- 
quate and  practically  sulficient  for  the  accommodation  and  safety  of  its  patrons, 
employees,  and  the  public,  and  in  conformity  with  such  reasonable  regulations  or 
orders  as  may  be  made  by  the  Commission.” 
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II.  — Service  Interruptions : 

» 

Each  utility  shall  keep  a record  of  all  interruptions  to  service  on  the  entire  system 
or  any  portion  thereof,  belonging  to  the  utility,  which  record  shall  contain  the  time, 
cause,  extent  and  duration  of  the  interruption,  and  shall  be  kept  as  specified  in 
Rule  VI. 

III.  — Complaint  Records: 

Each  utility  shall  keep  a record  of  all  written  complaints  received  from  its  con- 
sumers in  regard  to  service,  which  record  shall  show  the  name  and  address  of  the 
complainant,  the  date  and  nature  of  the  complaint,  the  action  taken  and  the  date 
of  final  disposition  of  the  matter.  These  records  shall  be  kept  as  specified  in 
Rule  VI. 

IV.  — Inspection  of  Equipment: 

Each  utility  shall  inspect  its  equipment  and  facilities,  in  accordance  with  good 
practice,  and  in  a manner  satisfactory  to  the  Commission,  and  shall  keep  a com- 
plete record  of  all  such  inspections  and  tests  as  specified  in  Rule  VI. 

V.  — Accidents : 

Each  utility  shall  keep  a record  of  and  shall  furnish  to  the  Investigator  of  Acci- 
dents for  the  Commission,  in  accordance  with  the  rules  of  the  Commission,  reports 
of  any  and  all  accidents  happening  in  or  about  or  in  connection  with  the  operation 
of  its  property,  facilities  or  service,  wherein  any  person  shall  have  been  killed  or 
injured,  or  property  damaged  or  destroyed,  with  a full  statement  as  far  as  possible 
of  the  causes  of  such  accidents,  and  the  precautions,  if  any,  taken  as  prevention 
against  future  accidents  of  similar  character. 


VI. — Records  and  Reports: 

All  records  required  by  these  Rules  shall  be  kept  within  the  State,  at  an  office 
or  offices  of  the  utility  located  in  the  territory  served  by  it,  and  shall  be  open  for 
examination  by  the  Commission  or  its  representative.  Each  utility  shall  notify  the 
Commission  of  the  office  or  offices  at  which  the  various  classes  of  records  are  kept, 
and  shall  file  with  the  Commission  such  reports  as  the  Commission  may  from  time 
to  time  require. 


Part  II. 


METERS . 

VII. — Allowahle  Error:  

No  water  meter  shall  be  placed  in  service  nor  allowed  to  remain  in  service, 
which  has  an  error  in  registration  of  more  than  four  (4%)  per  cent,  when  water  is 
passing  through  it  at  approximately  the  following  rates  of  flow; 

f inch  meter,  6 gallons  per  minute ; 

inch  meter,  10  gallons  per  minute; 

1 inch  meter,  20  gallons  per  minute ; 

IJ  inch  meter,  30  gallons  per  minute; 
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2 inch  meter,  50  gallons  per  minute ; 

3 inch  meter,  90  gallons  per  minute  ; 

4 inch  meter,  180  gallons  per  minute; 

6 inch  meter,  300  gallons  per  minute; 

VIII. — Periodic  Tests: 

No  utility  furnishing  metered  water  service  shall  allow  a water  meter  to  remain 
in  service  for  a period  longer  than  or  for  a registration  greater  than  that  specified 
in  the  following  table,  without  checking  it  for  accuracy,  and  readjusting  it  if  found 
to  be  incorrect  beyond  the  limits  established  in  Rule  VII. 

f inch  meter,  10  years  or  100,000  cubic  feet ; 

I inch  meter,  8 years  or  150,000  cubic  feet; 

1 inch  meter,  6 years  or  300,000  cubic  feet; 

All  meters  above  1 inch,  4 years. 


IX.  — Meter  Test  Records: 

Whenever  a water  service  meter  is  tested,  the  original  test  record  shall  be  kept 
as  specified  in  Rule  VI,  indicating  the  information  necessary  for  identifying  the 
meter,  the  reason  for  making  the  test,  the  reading  of  the  meter  before  being  dis- 
turbed, and  the  accuracy  of  the  meter,  together  with  all  data  taken  at  the  time 
of  the  test.  This  record  must  be  sufficiently  complete  to  permit  the  convenient 
cheeking  of  the  methods  employed  and  the  calculations  made.  A record  shall  also 
be  kept,  preferably  numerically  arranged,  indicating  date  of  meter  purchase,  when 
purchased  after  .July  1,  1914,  name  of  manufacturer,  its  size,  its  identification, 
its  various  places  of  installation  with  dates  of  installation  and  removal,  and  the 
dates  and  general  results  of  all  tests. 

X.  — Installation  of  Meters: 

Each  water  service  meter  installed  after  July  1,  1914,  shall  have  been  tested  for 
accuracy  by  the  utility  within  one  year  previous  to  its  installation . It  shall  also 
be  inspected  by  the  utility  for  proper  connections,  mechanical  condition,  and 
suitability  of  location  within  sixty  (60)  days  after  installation. 

XI. - — Facilities  for  Testing: 

Each  utility  shall  provide  and  maintain  suitable  and  adequate  facilities  for 
testing  its  water  service  meters,  in  each  case  to  be  satisfactory  to  and  approved 
by  the  Commission.  Each  utility  shall  own  a complete  testing  equipment  of  a form 
approved  by  the  Commission . The  accuracy  of  the  testing  equipment  will  be  es- 
tablished from  time  to  time  by  a representative  of  the  Commission  at  a place  to  be 
designated  by  it.  After  .January  1,  1915,  tests  made  with  uncertified  equipment 
will  not  be  deemed  authoritative. 

XII.  — Meters  in  Service  Without  Test  Records: 

All  water  meters  in  service  on  or  after  July  1st,  1914,  for  which  there  is  no  record 
of  test  within  five  years,  must  be  tested  as  soon  thereafter  as  circumstances  will 
permit,  and  in  all  cases  within  two  years  from  July  1,  1914. 
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XIII. — Request  Tests. 

Each  utility  shall  upon  the  written  request  of  a consumer  and  if  he  so  desires, 
in  his  presence  or  that  of  his  authorized  representative,  make  a test  of  the  accuracy 
of  his  meter.  When  a consumer  desires,  either  personally  or  through  a representa- 
tive, to  witness  the  testing  of  a meter,  he  may  re(iuire  the  meter  to  be  sealed  in 
his  presence  before  removal,  which  seal  shall  not  be  broken  until  the  test  is  made 
in  his  presence.  If  the  meter  so  tested  shall  be  found  to  be  accurate  within  the 
limits  herein  specified,  a fee  determined  from  the  schedule  indicated  below,  shall 
be  paid  to  the  utility  by  the  consumer  re(iuiring  such  test;  but  if  not  so  found, 
then  the  cost  thereof  shall  be  borne  by  the  utility  furnishing  the  service.  When 
making  such  request  the  consumer  shall  agree  to  the  basis  of  payment  herein  speci- 
fied. A report  of  such  test  shall  be  made  to  the  consumer,  and  a complete  record 
of  such  test  shall  be  kept  as  specified  in  Rule  VI . The  amount  of  fee  shall  be 
two  dollars  for  each  water  service  meter  having  an  outlet  not  exceeding  one  inch ; 
for  other  water  service  meters  having  an  outlet  not  exceeding  two  inches,  the  test 
fee  shall  be  five  dollars  per  meter. 

Rates  for  testing  meters  not  included  in  the  above  classification,  or  which  are  so 
located  that  the  cost  is  out  of  proportion  to  the  fee  specified,  will  be  furnished  by 
the  Commission  upon  receipt  of  complete  specifications. 


XIV. — Refunds: 

If  a meter  be  found  to  be  fast  at  any  test  by  more  than  four  (4%)  per  cent., 
an  allowance  or  refund  shall  be  made  to  the  consumer  by  the  utility,  equal  to  all 
the  excess  charged  the  consumer,  figured  back  from  the  date  of  test  through  the 
entire  period  of  the  current  bill,  unless  it  can  be  shown  that  the  error  is  due  to 
an  accident  or  other  cause,  the  exact  date  of  which  can  be  determined,  in  which 
case  it  shall  be  figured  back  to  such  time. 


8_C0MMENTS  on  the  rules  for  regulating  heating 

AND  WATER  SERVICE  UTILITIES. 


The  following  comments  were  made  by  Prof.  Fernald,  who  pre- 
l»ared  the  Rules  for  Heating  and  Water  Utilities  under  the  super- 
vision of  Commissioner  Tone  and  in  co-operation  with  Prof.  Harris: 


Heat  and  Water  Service: 

Owing  to  the  nature  of  the  commodities  furnished  by  the  utilities  engaged  in  the 
sale  or  distribution  of  heat  or  water,  no  detailed  requirements  regarding  the 
quality  of  the  commodity  need  be  specified  beyond  the  general  requirements  of  the 
statutory  clause  upon  which  the  rules  of  the  Commission  are  based.  This  clause 
reads: 


“It  shall  be  the  duty  of  every  public  service  compan.v  to  furnish  and 
maintain  such  service,  including  facilities,  as  shall  in  all  respects  be 
.iust,  reasonably  adeciuate,  and  practically  sufficient  for  the  accommoda- 
tion and  safety  of  its  patrons,  employees,  and  the  public,  and  in  con- 
formity with  such  reasonable  regulations  or  orders  as  may  be  made  by 
the  Commission.” 
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Measurement  of  Commodities  Supplied: 

In  order  that  the  consumers  may  be  assured  of  the  correctness  of  bills  submitted 
for  serv’ice  rendered,  it  becomes  imperative  that  some  definite  standard  of  reliability 
be  adopted  for  meters  used  in  measuring  gas,  heat  or  water.  In  general,  it  has 
been  found  that  the  accuracy  of  properly  constructed  meters  may  easily  be  main- 
tained within  a very  small  percentage  when  used  under  suitable  conditions.  An 
examination  of  the  degree  of  accuracy,  common  in  commercial  use,  will  estab- 
lish the  consistency  of  the  following  rules  relating  to  the  allowable  error: 


(a)  No  condensation  meter  or  hot  water  meter  shall  be  placed  in  seiwice 
nor  allowed  to  remain  in  service  which  has  an  error  in  registration  of 
more  than  four  (1%)  per  cent,  when  the  water  at  its  average  tempera- 
ture and  stamlard  test  rate  i)f  flow  is  passing  through  the  meter. 


(b)  No  water  meter  shall  be  placed  in  service  nor  allowed  to  remain 
in  service,  which  has  an  erroi  in  registration  of  more  than  four  (4%) 
per  cent,  when  water  is  passing  through  it  at  approximately  the  follow- 
ing rates  of  flow: 


g inch  meter, 
inch  meter, 

1 inch  meter, 
14  inch  meter, 

2 inch  meter, 

3 inch  met(‘r, 

4 inch  meter, 
6 inch  meter. 


10  gallons  per 
20  gallons  per 
30  gallons  per 
50  gallons  per 
90  gallons  per 
180  gallons  per 
300  gallons  per 


minute ; 
minute  ; 
minute  ; 
minute ; 
minute  ; 
minute  : 
minute  : 
minute : 


The  rates  of  flow  established  for  the  water  meters  represent  approximately  one 
third  of  the  catalogue  rate  prescribed  for  such  meters,  as  this  oue-third  basis  seems 
to  represent  approximately  average  service  conditions. 

It  also  becomes  important  in  the  interest  of  good  service  that  the  accuracy  of 
such  meters  shall  be  definitely  checked  i)eriodically.  Each  utility  should,  then, 
be  required  to  check  the  accuracy  of  all  meters  within  stated  periods  and  to  readjust 
them  if  found  to  be  incorrect.  The  propriety  of  the  following  rules  is,  therefore, 
apparent: 

(a)  No  utility  furnishing  metered  heating  service  shall  allow  a con- 
densation meter  to  remain  in  service  for  a period  longer  than  two 
years,  or  hot  water  meter  to  remain  in  siu'vice  for  a period  longer  than 
four  years,  without  checking  it  for  accur.acy  and  readjusting  it  if  found 
to  be  incorrect  beyond  the  limits  established  by  Rule  VII. 

(b)  No  utility  furni.shing  metered  water  service  shall  allow  a water 
meter  to  remain  in  service  for  a pei'iod  longer  than,  or  for  a registration 
greater  than,  that  specified  in  the  following  table,  without  checking 
it  for  accurac.v,  and  readjusting  it  if  found  to  be  incorrect  beyond  the 
limits  established  in  Rule  VII. 

-g  inch  meter,  10  years  or  100,000  cubic  feet : 

5  inch  meter,  8 years  or  1.50,000  cubic  feet: 

1 inch  meter,  6 years  or  300,000  cubic  feet: 

All  meters  above  1 inch,  4 years. 


From  time  to  time,  consumers  feel  that  their  meters  are  inaccurate  and  that 
their  bills  are  excessive.  Although  meters  may  register  in  favor  of  the  utility,  yet 
as  a rule,  when  they  are  in  error,  their  registration  is  favorable  to  the  consumer. 
The  impression  regarding  the  inaccuracy  of  the  meter  is  sometimes  due  to  natural 
but  overlooked  causes,  such  as.  extreme  weather  conditions,  social  functions  or 
other  temporary  but  excessive  demands.  It  is  customary,  therefore,  to  make  pro- 
vision for  the  checking  of  any  meter  at  the  request  of  any  consumer  under  certain 
specific  conditions.  Among  other  conditions  imposed,  it  seems  cainsistent  to  require 
the  consumer  to  ])ay  a reasonable  fee  for  such  special  test  if  the  meter  .so  tested 
shall  be  found  to  be  accurate  within  the  limits  specified  by  the  regulations,  but  if 
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the  meter  is  not  so  found,  then  the  cost  of  the  test  should  not  fall  upon  the  con- 
sumer. Similarly,  if  the  meter  be  found  to  be  fast  by  more  than  a fixed  per- 
centage, an  allowance  or  refund  should  be  made  to  the  consumer  by  the  utility. 

In  connection  with  the  checking  of  meters,  it  becomes  incumbent  upon  the 
utility  to  provide  and  maintain  suitable  and  adequate  facilities  for  testing  meters, 
gauges,  and  other  required  accessories.  The  facilities  for  testing  must  of  necessity 
be  satisfactory  to  and  approved  by  the  Commission. 

Continuity  of  Service: 

Satisfactory  service  from  a utility  implies  continuity  of  service  at  all  times  during, 
the  prescribed  periods  for  which  such  service  is  supposedly  rendered,  together  with 
the  reasonable  protection  from  injury  to  persons  or  property  resulting  from  defec- 
tive equipment  or  carelessness.  With  these  points  in  view,  the  service  regulations 
require  of  the  utilities  inspection  of  their  equipment  and  facilities  in  a manner 
satisfactory  to  the  Commission. 

As  a means  of  protection  to  both  the  utility  and  the  consumer,  and  in  order  to 
supply  the  Commission  with  the  essential  facts  in  case  of  controversy,  it  becomes 
incumbent  upon  the  utility  to  keep  reliable  records  and  reports  of  the  conditions 
found  upon  inspection,  of  all  written  complaints  received  from  its  customers  in 
regard  to  service,  of  interruptions  to  service  and  of  any  and  all  accidents  related  in 
any  way  to  the  companies’  equipment  or  facilities. 


9_SUMMARY  of  regulation  of  the  four  UTILITIES: 


Modern  business  methods  accompanied  by  improved  systems  of 
manufacture  and  distribution,  have  tended  toward  a reduction  in 
the  prices  of  several  commodities  furnished  by  public  utilities,  but 
in  many  cases  this  reduction  has  been  largely  offset  by  the  increased 
cost  of  materials,  fuel  and  labor.  Higher  standards  of  service  are 
demanded  by  the  public,  but  any  attempt  on  the  part  of  the  utility 
to  increase  prices  is  met  with  stubborn  resistance.  Disinterested, 
impartial  and  fair  regulation  is  needed  in  such  cases.  The  Public 
Service  Commission  is  established  for  adjusting  such  matters,  and 
the  public  should  recognize  the  propriety  of  an  increase  in  the  price 
of  a commodity  just  as  much  as  a decrease,  when  the  character  of 
the  service  rendered  warrants  it  or  requires  it  in  order  to  guarantee 
a reasonable  financial  return. 

It  is  recognized  that  it  is  to  day  the  policy  of  many  utilities  to 
maintain  standards  of  service  that  are  superior  to  any  demands 
made  by  the  regulations  adopted  by  The  Public  Service  Commission 
of  Pennsylvania.  There  are,  however,  companies  in  every  community 
that  have  never  known  any  standard,  and  a definite  basis  for  their 
future  procedure  is  required.  It  is  believed  that  a just  and  reason- 
able application  of  the  regulations  adopted  will  result  in  high  stand- 
ards of  service,  uniformly  fair  prices,  reasonable  financial  returns 
and  a more  cordial  relation  between  the  public  and  the  utilities. 


PART  FOUR 


IMPROVEMENT  OF  THE  PORT  OF  PHILADELPHIA 


ARRANGIAIENT. 


I.  INTRODUCTION. 

II.  PRESENT  CONDITIONS  AND  PROSPECTS  OF  THE  PORT. 
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IMPROVEMENT  OF  THE  PORT  OF  PHILADELPHIA 


I.  IXTKODn’TIOX. 


STATE  LAWS  AND  STATE  APPROPRIATIONS. 

The  State  of  Pennsylvania  has  assumed  joint  iesi)onsibility  with 
the  City  of  Ihiiladelpliia  for  the  regulation  and  improvement  of  the 
Port  of  Philadelphia. 

1 — The  Port  Warden  Lau:  of  ISOS. 

lu  1803,  the  General  Assembly  established  a Board  of  Wardens  for  the  Port  of 
Philadelphia.  This  Board  consisted  of  one  IMaster  Warden  and  six  assistant 
wardens,  four  of  whom  were  inhabitants  of  the  city  of  Philadelphia,  one  of  the 
Northern  Liberties  and  one  of  the  district  of  Southwark,  to  be  yearly  appointed 
by  the  Governor  of  the  Commonwealth. 

The  Master  Warden  was  required  to  attend  daily  at  the  office.  The  Board  was 
required  to  meet  at  least  once  a month  for  the  transaction  of  business.  The  Board 
was  given  full  power  and  authority  to  grant  licenses  to  persons  to  act  as  pilots 
in  the  Bay  and  River  Delaware,  and  to  make  rules  for  the  government  of  pilots; 
to  decide  all  differences  which  might  arise  between  masters,  owners  and  consignees 
of  ships  or  vessels  and  pilots : to  direct  the  mooring  of  ships  and  vessels  in  the 
harbor  and  the  order  in  which  they  shall  lay,  load  or  unload  at  the  wharves  and 
to  make,  ordain  and  publish  such  rules  and  regulations  and  with  such  penalties 
for  the  breach  thereof,  as  they  shall  seem  fitting  and  proper:  Provided,  That  this 
shall  not  be  contrary  to  the  Constitution  and  Laws  of  the  Enited  States  or  of  the 
Commonwealth . 

The  blaster  Warden  and  clerk  was  compensated  by  salary.  The  law  provided 
that  if  the  moneys  paid  into  the  hands  of  the  Master  Warden  were  insufficient  to 
pay  the  expenses  incurred  in  conducting  the  business,  the  Governor  may  draw  a 
warrant  upon  the  State  Treasurer  for  the  amount  of  such  deficiency. 

No  person  was  permitted  to  erect  a wharf  or  building  beyond  low  water  mark  of 
the  River  Delaware  without  a license. 

A penalty  was  established  for  obstructing  a passage  over  wharves,  but  this 
regulation  was  not  to  prevent  the  depositing  during  reasonable  times  on  any 
wharf,  any  goods,  wares  and  merchandise  unladen  from  or  about  to  be  shipped  on 
board  of  any  vessel  or  ship;  or  for  the  purpose  of  being  stored, — always  allowing  a 
sufficient  passage-way  for  cars,  wagons  and  drays.  This  did  not  prevent  any  per- 
son from  erecting  or  enclosing  any  part  of  the  wharf  lying  landward  of  the  low 
water  mark  or  tideway  of  the  River  Delaware. 
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The  Governor  was  required  to  appoint  and  commission  a person  of  skill  to  be 
Harbor  Master  of  the  Port  of  Philadelphia.  His  duty  was  to  enforce  and  superin- 
tend the  execution  of  all  of  the  Laws  of  the  Commonwealth,  and  of  all  by-laws  and 
rules  and  regulations  of  the  city  or  of  the  Wardens  of  the  Port  of  Philadelphia. 
He  was  authorized  to  appoint  deputies  to  assist  him  and  in  full  compensation  for  his 
services,  he  was  entitled  to  recover  and  receive  from  the  master,  captain,  owner 
or  consignee  of  every  ship  or  vessel  arriving  at  the  Port,  the  sum  of  one  dollar. 


2.  — The  Appropriation  of  1889  for  Harbor  Improvements. 

Whereas,  The  Congress  of  the  United  States,  recognizing  the  importance  of  the 
preservation  and  permanent  improvement  of  the  harbor  of  the  Port  of  Philadelphia, 
appropriated  for  the  beginning  of  the  work  in  1888,  the  sum  of  $500,000  upon  the 
condition  that  the  title  to  the  lands  of  certain  islands  necessary  to  be  removed, 
should  be  acquired  and  vested  in  the  United  States  without  charge  to  the  National 
Government  beyond  the  sum  of  $300,000,  and  it  appearing  that  this  sum  was  insuflSi- 
cient  to  procure  and  vest  title  as  aforesaid  ; 

And  whereas.  The  improvement  of  the  harbor  of  the  Port  of  Philadelphia  is  of 
essential  importance  to  the  people  of  the- entire  Commonwealth;  therefore. 

It  is  enacted  by  Act  No.  330,  approved  by  the  Governor  May  31st,  1889,  That 
the  sum  of  $200,000,  be  specifically  appropriated  for  the  purpose  of  aiding  in  the 
acquisition  of  and  vesting  in  the  United  States  the  title  to  Smith’s  Island,  Wind- 
mill Island  and  such  other  islands,  or  parts  thereof,  as  may  be  necessary  to  be  re- 
moved in  connection  with  the  improvement  of  the  Port  of  Philadelphia  by  the  Gov- 
ernment of  the  United  States. 

3.  — The  Appropriation  of  1905  for  Deepening  the  River. 

Act  No.  243,  approved  by  the  Governor  on  May  8,  1905,  made  an  appropriation 
of  $375,000  for  the  deepening  and  improving  of  the  channel  of  the  Delaware  River, 
between  the  city  of  Philadelphia  and  Delaware  Bay. 

At  that  time  the  Government  of  the  United  States  was  engaged  in  the  work  of 
deepening  the  said  channel.  To  assist  in  the  prosecution  of  the  work,  the  Penn- 
sylvania General  Assembly  appropriated  the  $375,000  aforesaid,  to  be  paid  into 
the  treasury  of  the  City  of  Philadelphia,  and  to  be  expended  in  the  said  work  under 
the  supervision  of  the  Department  of  Public  Works,  Bureau  of  Surveys,  of  said 
city,  in  accordance  with  the  plan  thereof,  subject  to  the  approval  of  the  War  De- 
partment; Provided,  That  the  said  City  of  Philadelphia  shall  appropriate  a like 
amount  for  the  purposes  aforesaid . 

4.  — The  Laws  of  1907  Relative  to  Harbor  Master  and  Wharves,  Docks 

and  Ferries. 

(a)  There  were  many  amendments  and  supplements  to  the  Law  of  1803,  and 
finally  Act  No.  323,  approved  June  8th,  1907,  abolished  the  Board  of  Wardens  for 
the  Port  of  Philadelphia  and  the  offices  of  Harbor  Master  and  Master  Warden  of 
the  Port  of  Philadelphia,  and  transferred  the  property  belonging  to  these  officials 
to  the  Board  of  Commissioners  of  Navigation  for  the  River  Delaware  and  its 
Navigable  Tributaries. 

(b)  Act  No.  322,  approved  June  8,  1907,  established  a Board  of  Commissioners 
of  Navigation  for  the  River  Delaware  and  its  Navigable  Tributaries ; regulated 
their  jurisdiction  over  ships,  vessels  and  boats,  and  wharves,  piers,  bulk-heads, 
docks,  slips  and  basins;  exempted  Philadelphia  from  certain  of  these  provisions  and 
made  an  appropriation  therefor. 
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The  said  Board  of  Commissioners  of  Navigation  consists  of  live  members — one  of 
whom  shall  be  the  Director  of  the  Department  of  Wharves,  Docks  and  Ferries 
for  the  City  of  Philadelphia,  who  shall  be  President  thereof;  one  of  whom  shall 
be  appointed  by  the  IMayor  of  Philadelphia,  and  one  by  the  Mayor  of  Chester,  from 
such  commercial  bodies  as  the  councils  of  said  cities  may  designate;  one  of  whom 
shall  be  elected  by  the  council  of  the  city  of  Chester,  and  one  of  whom  shall  be  elected 
by  the  Burgess  and  Council  of  the  Borough  of  Bristol. 

The  Commissioners  are  empowered  to  employ  necessary  help  and  make  rules  for 
regulating,  stationing  and  anchoring  ships,  vessels  and  boats  in  the  River  Dela- 
ware and  its  navigable  tributaries  or  at  the  wharves,  piers  or  bulk  heads,  or  in  the 
docks,  slips  or  basins,  extending  into  or  on  the  river  and  its  navigable  tributaries; 
for  removing  from  time  to  time,  ships,  vessels  and  boats,  in  order  to  accommodate 
and  make  room  for  others,  or  for  admitting  river  craft  to  pass  in  and  out  of  the 
docks,  slips  and  basins,  and  for  compelling  the  masters  and  captains  of  ships,  ves- 
sels and  boats  to  accommodate  each  other,  so  that  ships,  vessels,  and  boats  shall, 
for  a reasonable  time,  be  entitled  to  berths  next  to  the  wharves,  piers,  and  bulk- 
heads, until  they  have  landed  or  loaded  their  cargoes. 

The  Commissioners  have  power  to  survey  and  make  soundings  to  ascertain  the 
capacities  of  the  aforesaid  river  and  its  navigable  tributaries,  and  to  prepare  plans 
and  to  keep  records  thereof.  They  may  regulate,  fix  and  establish  bulk-head  and 
pier-head  lines,  and  the  distance  between  piers,  subject  to  the  regulation  of  the 
United  States  Government ; to  adopt  and  promulgate  rules  and  regulations  for  the 
construction,  extension,  alteration,  improvement,  and  repair  of  wharves,  piers, 
bulkheads,  docks,  slips,  and  basins;  but  for  territory  outside  of  the  City  of  Phila- 
delphia only. 

It  is  the  duty  of  the  President  of  the  Commission  to  enforce  the  laws  of  the  Com- 
monwealth and  the  rules  and  regulations  promulgated  by  the  said  Commission 
pertaining  to  the  above  mentioned  matters ; but  the  Commissioners  shall  not  have 
jurisdiction  within  the  City  of  Philadelphia  for  the  purpose  mentioned  in  the  pre- 
ceding paragraph. 

Whenever  any  person  shall  desire  to  construct,  extend  or  alter  any  wharf  or 
pier,  or  to  erect,  extend,  alter,  or  improve  any  other  harbor  structure  into  or  on 
the  aforesaid  river  and  its  navigable  tributaries,  such  person  shall  make  applica- 
tion in  writing  and  file  in  the  office  of  the  President  of  the  Commission  the  plans 
and  specifications  thereof:  Wherefore  a hearing,  duly  advertised,  shall  be  given, 
and  when  approved,  a license  shall  be  issued  for  the  erection,  construction,  ex- 
tension, alteration,  or  improvement  for  which  application  was  made:  Provided, 
This  jurisdiction  shall  not  apply  to  the  City  of  Philadelphia  territory. 

Whenever  the  owner  or  lessee  of  any  wharf,  pier  or  bulkhead  shall  fail  to  keep 
and  maintain  the  adjoining  dock  cleaned  and  free  from  obstructions,  the  President 
of  the  Commission,  upon  default  for  30  days  after  the  service  of  notice,  may  clean 
and  free  said  dock  from  obstructions  and  apportion  the  expense  and  collect  the 
cost  by  filing  liens  therefor,  in  the  name  of  the  Commonwealth  of  Pennsylvania: 
Provided,  That  the  Commissioners  shall  not  have  such  jurisdiction  within  the 
City  of  Philadelphia. 

The  Board  of  Commissioners  may  regulate  the  services  and  fix  the  maximum 
rates  for  wharfage,  cranage  and  dockage;  but  only  outside  of  the  city  of  Philadel- 
phia . 

If  any  person  or  persons  whomsoever,  shall  cast  or  place  or  leave  in  position 
where  the  same  may  be  washed  or  drifted  into  the  tide-way  of  the  River  Delaware, 
or  into  the  River  Schuylkill  from  the  lower  falls  thereof  to  its  junction  with  the 
River  Delaware,  any  ballast,  cinders,  ashes,  dirt,  refuse,  or  any  heavy  article 
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whatever,  he  or  they  so  offending,  for  any  offense,  shall  pay  a sum  not  exceeding 
one  hundred  dollars,  to  be  sued  for  and  recovered,  with  the  costs  of  suit,  for  the 
use  of  the  Commonwealth. 

Upon  information  of  the  sinking  of  any  canal-boat,  barge,  or  other  vessel,  in 
the  channel-way  of  the  tide-waters  of  the  River  Delaware  or  its  navigable  tributa- 
ries, or  in  any  of  the  docks  thereof,  the  President  of  the  Commissioners  shall  give 

notice  to  the  owner,  master  or  other  agent  having  charge  thereof,  to  raise  and  re- 

move such  obstruction  within  ten  days  under  penalty  of  one  hundred  dollars,  to  and 
for  the  use  of  the  Commonwealth  of  Pennsylvania  ; and  in  case  of  refusal  or  neglect 
of  the  parties  interested,  as  aforesaid,  to  raise  and  remove  any  such  obstruction, 
it  is  the  duty  of  said  President  to  have  it  raised  and  removed  at  the  expense  of 
the  owner,  etc.  : and  the  boat,  barge  or  other  vessel,  together  with  the  cargo 
thereof,  shall  be  subject  to  a lien,  and  the  President  may  sell  at  'public  auction 
for  cash  all  such  property  or  so  much  thereof  as  is  necessary  to  pay  all  expenses 
incurred.  Should  the  sum  realized  from  the  sale  be  insufficient,  the  President 
may  sue  for  the  amount  of  such  deficiency  in  the  name  of  and  for  the  benefit  of 

the  Commonwealth  ; and  it  is  the  duty  of  the  Attorney  General  of  the  Common- 

wealth to  institute  and  prosecute  such  suits. 

The  Commissioners  make  an  annual  report  to  the  Governor  of  the  State. 

The  General  Assembly  transferred  $.53,324,  ai)propriated  in  the  general  appro- 
priation bill  to  the  harbor  offices  and  Port  Warden  at  Philadelphia,  to  the  said 
P>oard  of  Commissioners  of  Navigation,  in  addition  to  its  receipts,  for  necessary 
expenses  in  the  performance  of  its  duties. 

(c)  Act  No.  317,  approved  June  8,  1907,  vests  the  authority  over  the  pilots  and 
pilotages  in  the  P.ay  and  River  Delaware  in  the  P>oard  of  Commissioners  of  Navi- 
gation. 

(d)  The  growing  commerce  of  Pennsylvania,  and  the  substantial  improvement 
being  made  by  the  government  of  tlie  United  States  in  the  channel-ways  of  the 
rivers  and  harbors,  made  it  desirable  in  1907  for  the  City  of  Philadelphia  to  have 
enlarged  and  extended  powers  for  the  construction  and  development  of  wharves, 
docks  and  liarbors. 

Act  No.  321,  approved  June  8th,  1907,  established  a Department  of  Wharves, 
Docks  and  Perries,  which  shall  be  under  the  charge  of  a Director.  He  is  appointed 
by  the  Mayor  for  a term  of  4 years. 

The  Director  appoints  one  deputy  director,  a secretary,  as  many  dock  masters 
and  such  other  officers,  clerks  and  employees  as  may  be  necessary;  and  shall  fix 
the  compensation  and  prescribe  the  duties  of  all  persons  appointed  by  him.  At 
least  one  of  the  dock  masters  must  be  a competent  civil  engineer,  one  a master 
mariner  and  one  a licensed  pilot. 

The  Director  has  power  to  make  surveys  and  soundings  and  plans ; to  regulate, 
fix  and  establish  bulkheads  and  pierhead  linos,  and  the  distance  between  piers, 
subject  to  the  regulations  of  the  United  States  government ; to  adopt  and  promul- 
gate rules  and  regulations  for  the  construction,  extension,  alteration,  improvement 
and  repair  of  wharves,  piers,  bulkheads,  docks,  slips  and  ba.sins  within  the 
limits  of  Philadelidiia  ; and  to  make  such  recommendations  to  councils  as  to  him 
shall  seem  proper  for  the  improvement  and  development  of  the  water-front  of  said 
city. 

The  Director  has  charge,  control  and  supervision  of  all  the  wharves,  piers, 
bulkheads,  docks,  slips,  basins,  structures  thereon  and  storage  property  belonging 
to  the  city,  including  water  fronts,  lands  under  the  water  and  structures  thereon. 
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etc.  ; and  of  the  repairing,  building,  rebuilding,  maintaining,  altering,  strengthen- 
ing and  protecting  said  i)roperty,  and  every  part  thereof;  and  of  all  cleaning, 
dredging  and  deepening  in  and  about  the  same. 

The  Director  has  authority  to  acciuire  by  purchase  such  unimproved  marsh  lands, 
within  the  city,  as  may  be  reclaimable  between  the  low'-water  line  and  the  high- 
water  shore  line  of  the  rivers,  bays,  UiJ;es  and  navigable  waters,  and  to  reclaim, 
fill  in  and  improve  said  marsh  lAnds  and  construct  thereon  wharves,  piers,  docks, 
slips,  basins  and  storage  facilities;  and  may  lease  or  sell  such  part  or  parts  of  said 
lands  as  cannot  be  so  improved. 

The  Director  may  acquire,  by  purchase,  such  wharves,  piers,  bulkheads,  docks, 
slips,  basins  and  storage  facilities  appurtenant  thereto,  lands,  property,  rights, 
easements  and  privileges,  within  the  limits  of  Philadelphia,  as  may  be  required 
for  the  purposes  of  commerce  and  navigation  ; and  he  may  erect  on  such  lands, 
piers  and  bulkheads,  such  structures  and  buildings  as  may  be  necessary  for  the 
proper  and  convenient  use  of  such  wharves,  piers  and  bulkheads,  for  the  storage 
of  incoming  or  outgoing  goods,  wares,  or  merchandise;  and  he  has  the  power  to 
make  all  rules  necessary  for  the  government  of  such  storage  facilities  and  fix  all 
rates  and  charges  for  their  use  and  occupation. 

Whenever  any  person  shall  desire  to  construct,  extend,  or  alter  any  wharf,  etc., 
he  shall  make  written  application  to  the  Itirector,  accompanied  with  plans  and 
specifications,  and  after  having  duly  advertised,  the  Director  may  approve  the 
plans  and  issue  a license  for  the  erection,  construction,  extension,  alteration,  or 
improvement. 

The  Director  is  charged  to  keep  and  maintain  the  docks  cleaned  and  free  from 
obstruction  under  substantially  the  same  condition  provided  by  the  Hoard  of  Com- 
missioners of  Navigation  for  the  work  beyond  the  city  limits. 

The  Director  was  authorized  to  regulate  the  services  and  fix  maximum  rates 
and  charges  for  ferriage,  to  be  imi)osed  and  collected  by  all  companies  and  indi- 
viduals operating  ferries  wholly  within  the  limits  of  the  city  ; and  to  regulate  the 
services  and  fix  maximum  rates  for  wharfage,  cranage  and  dockage,  whether  the 
service  is  performed  by  the  owners  of  said  wharves,  piers  and  docks,  or  by  the  said 
city,  under  the  provisions  of  Sections  13  and  14  of  said  Act  of  1907. 

Whenever  the  Director  shall  deem  it  expedient  to  erect,  constiaict,  extend,  alter 
or  improve  any  public  wharf,  pier  or  bulkhead,  and  in  connection  therewith  it  shall 
become  necessary  to  acquire  lands,  leaseholds,  easements  and  other  property  rights 
adjoining  such  wharf,  pier  or  bulkhead,  for  which  no  price  can  be  agreed  upon,  the 
Director  may  enter  upon  and  occupy  such  property  ; and  a jury  of  viewers  may  be 
appointed  to  assess  damages. 

The  Director  may  lease  for  a period  not  to  exceed  10  years,  storage  facilities, 
wharves,  piers,  bulkheads,  docks,  slips,  and  basins  belonging  to  the  city. 

The  councils  of  the  city  are  enjoined  to  appropriate  annually  the  funds  necessary 
for  the  maintenance  and  operation  of  the  said  Department  of  Docks,  Wharves  and 
Ferries. 


5. — The  Appropriation  of  1907,  for  Port  Improvements. 

Act  No.  664,  approved  by  the  Governor  on  .Tune  1.3th,  1907,  appropriated  $250,000 
to  the  city  of  Philadelphia,  upon  the  condition  that  said  city  appropriate  a like  or 
greater  sum,  for  the  improvement  of  her  water-front  and  dockage  system,  and  the 
reclaiming  of  waste  lands. 
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6. — The  Appropriation  of  1911. 

An  appropriation  act  of  the  General  Assembly  of  1911,  approved  June  15,  1911, 
specifically  appropriated  to  the  Department  of  Wharves,  Docks  and  Ferries  of 
Philadelphia,  the  sum  of  $150,000  for  dredging  in  the  Delaware  and  Schuylkill  rivers, 
within  the  State;  for  the  improvement  of  harbor  facilities,  dockage  systems,  re- 
claiming waste  land;  the  purchase  or  condemnation  of  waste  land,  or  lands  that 
are  practically  waste;  the  purchase  of  desirable  sites  upon  which  to  erect  piers, 
and  for  the  construction  of  piers,  bulkheads,  or  other  harbor  improvements;  for 
the  dredging  of  docks  and  for  the  removal  of  shoals  in  the  Delaware  River,  between 
the  channel  and  the  pierhead  line,  and  the  pierhead  and  bulkhead  lines,  along 
the  Delaware  and  Schuylkill  rivers  within  the  limits  of  the  State  of  Pennsylvania. 


7. — The  Laws  and  Appropriations  of  1913,  Relative  to  Port  Improve- 
ments. 

(a)  Act  No.  750,  approved  July  25,  191.3,  appropriated  the  sum  of  $250,000  to  the 
Department  of  Wharves,  Docks  and  Perries  of  Philadelphia,  for  purposes  similar 
to  the  1911  appropriation.  The  law  provides  as  follows: 

“The  moneys  so  appropriated  shall  only  be  expended  as  authorized  and 
directed  by  the  councils  of  tlie  City  of  Philadelphia . A competent  engi- 
neer shall  be  appointed  by  the  Goveimor,  for  a term  of  four  years  at  a 
salary  of  $4,000  per  year,  payable  out  of  said  appropriation.  Said  en- 
gineer shall  assist  and  co-operate  in  the  said  work  with  the  director  of 
the  Department  of  Wharves,  Docks  and  Ferries  of  the  city,  and  report 
to  the  Governor  from  time  to  time  as  to  the  expenditure  of  said  moneys. 

No  such  moneys  shall  be  drawn  out  of  the  State  Treasury  except  upon 
warrants  drawn  by  the  Auditor  General,  upon  requisition  by  the  Direc- 
tor of  the  Department  of  Wharves,  Docks  and  Ferries  of  said  city.” 

(b)  Act  No.  436  approved  July  22nd,  1913,  contemplates  the  Commonwealth’s 
appropriation  for  building  retaining  structures  adjoining  the  banks  of  navigable 
streams  in  Philadelphia  for  the  purpose  of  protecting  the  channel  of  such  streams. 


The  law  reads  as  follows: 

“Section  1.  Be  it  enacted,  &c.,  That  the  directors  of  the  Department 
of  Wharves,  Docks  and  Ferries,  in  any  city  of  the  first  class,  shall  have 
authority,  after  the  appropriation  by  councils,  of  said  city,  or  by  the 
Commonwealth  of  Pennsylvania,  of  the  money  required  therefor,  to  erect 
and  construct  retaining  structures  adjoining  the  banks  of  navigable 
streams  located  within  its  corporate  limits,  for  the  purpose  of  pro- 
tecting the  channel  of  such  streams ; and  when  any  such  retaining 
structures  shall  have  been  erected  or  constructed  the  cost  thereof  per 
foot  shall  be  filed  in  the  office  of  said  Director,  and  no  riparian  owner, 
lessee  or  licensee,  shall  use  any  such  retaining  structure  for  the  purpose 
of  constructing,  extending,  altering,  improving  or  repairing  any  wharf, 
or  other  building  in  the  nature  of  a wharf,  or  other  harbor  structure, 
or  for  other  wharf  purposes,  without  having  previously  paid  to  the  said 
director  of  the  city  in  which  such  retaining  structure  is  erected  or  con- 
structed the  cost  of  erecting  so  much  of  said  retaining  structure  as  is  so 
used  : and  any  such  person  who  shall  use  any  such  retaining  structure 
as  aforesaid,  before  the  cost  thereof  has  been  paid  to  the  said  city  a 
penalty  of  twenty-five  dollars  per  day  for  every  day  on  which  such  re- 
taining structure  shall  be  so  used,  to  be  collected  as  debts  of  a similar 
nature  are  now  collected.  All  money  paid  to  the  director  under  the  pro- 
visions of  this  act  shall  be  paid  by  him  into  the  city  treasury,  to  be  used 
by  the  said  city  only  for  the  purpose  of  developing,  extending  and  im- 
proving the  wharves  owned  by  the  said  city.” 

(c)  Act  No.  460,  approved  July  24,  1913,  provides  that  in  addition  to  the  ex- 
isting powers  in  respect  to  public  wharves,  the  municipalities  of  this  Common- 
wealth shall  have  power  to  erect  and  maintain  market-houses  and  terminal  sheds 
or  stations  on  said  wharves,  for  the  receipt  and  distribution  of  freight,  express. 
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and  other  matter  hauled  by  boats,  railroads  and  street  cars.  Said  power  includes 
the  right  to  construct  railroad  and  street  car  tracks  or  other  facilities  on  said 
wharves  to  provide  for  the  convenient  handling  of  such  freight  or  express  matter, 
and  the  right  to  collect  rents,  tolls  or  charges  for  the  use  of  such  market-houses, 
terminal  stations,  tracks  and  other  facilities. 

(d)  The  General  Assembly  of  1913,  adopted  a joint  resolution  proposing  an  amend- 
ment to  Section  8,  article  9 of  the  Constitution  of  the  Commonwealth  of  Penn- 
sylvania, which  wilt  come  before  the  General  Assembly  of  1915,  and  if  these  passed, 
then  go  to  the  people  for  ratification.  Section  8 as  so  amended  will  read: 

“The  debt  of  any  county,  city,  borough,  township,  school  district,  or 
other  municipality  or  incorporated  district,  except  as  herein  provided, 
shall  never  exceed  seven  per  centum  upon  the  assessed  value  of  the 
taxable  property  tbereiii,  nor  shall  any  such  municipality  or  district 
incur  any  new  debt,  or  increase  its  indebtedness  to  an  amount  exceeding 
two  per  centum  upon  such  assessed  valuation  of  property,  without  the 
assent  of  the  electors  thereof  at  a public  election  in  such  manner  as  shall 
be  provided  by  law;  but  any  city,  the  debt  of  which  now  exceeds  seven 
per  centum  of  such  assessed  valuation,  may  be  authorized  by  law  to  in- 
crease the  same  three  per  centum  in  the  aggregate,  at  any  one  time, 
upon  such  valuation ; except  that  any  debt  or  debts  hereinafter  in- 
curred by  the  city  and  county  of  Philadelphia  for  the  construction  and 
development  of  wharves  and  docks,  or  the  reclamation  of  land  to  be 
used  in  the  construction  of  a system  of  wharves  and  docks,  as  public 
improvements,  owned  or  to  be  owned  by  said  city  and  county  of  Phila- 
delphia, and  which  shall  yield  to  the  city  and  county  of ' Philadelphia 
current  net  revenue  in  excess  of  the  interest  on  said  debt  or  debts  and 
of  the  annual  installments  necessary  for  the  cancellation  of  said  debts  or 
debt,  may  be  excluded  in  ascertaining  the  power  of  the  city  and  county 
of  Philadelphia  to  become  otherwise  indebted:  Provided,  That  such  in- 
indebtedness incurred  by  the  city  and  county  of  Philadelphia  shall  not 
at  any  time,  in  the  aggregate,  exceed  the  sum  of  $25,000,000.  for  the 
purpose  of  improving  and  developing  the  port  of  the  said  city  and 
county,  by  condemnation,  purchase,  or  reclamation  or  lease  of  land  on 
the  banks  of  the  Delaware  or  Schuylkill  rivers  and  land  adjacent  there- 
to; the  building  of  bulkheads,  and  the  purchase  or  construction  or  lease 
of  wharves,  docks,  sheds  and  warehouses  and  other  buildings  and 
facilities  necessary  for  the  establishment  and  maintenance  of  railroad 
and  shipping  terminals  along  the  said  rivers ; and  the  dredging  of  the 
said  rivers  and  docks:  Provided,  That  the  said  city  and  county  shall, 
at  or  before  the  time  of  so  doing,  provide  for  the  collection  of  an  annual 
tax  sufficient  to  pay  the  interest  thereon,  and  also  the  principal  thereof 
within  fifty  years  from  the  incurring  thereof.” 

8. — Summary  of  State  Appropriations  for  Navigation  and  Harbor  im- 
provements. 

By  a decree  of  the  Supreme  Court  of  the  United  States  the  Harbor  Master  and 
Port  Warden  of  the  Port  of  Philadelphia  were  prohibited  from  collecting  fees, 
as  heretofore,  from  vessels  entering  said  port,  which  fees  paid  the  salaries  of 
said  officers,  therefore, by  Act  No.  957,  approved  April  15th,  1869,  these  officers 
each  received  $2,500  annually,  to  be  paid  out  of  the  State  treasury  beginning  Janu- 
ary 1st,  1869. 

Eight  years  after  the  above  provisions  for  salaiies,  the  duties  of  Harbor  Master 
having  greatly  increased,  it  became  necessary  to  have  deputies  to  assist  him  in 
the  performance  of  his  duties,  to  promote  the  commercial  interests  of  Philadelphia; 
therefore.  Act  No.  6,  approved  March  22nd,  1877,  appropriated  $3,000  for  such 
additional  expenses  for  one  year.  In  the  following  tabular  statement  appears  the 
State  appropriations  for  the  conducting  of  the  work  of  the  Harbor  Master  and 
Port  Warden  for  the  year  1877  to  1905,  inclusive,  when  their  respective  duties 
were  taken  over  by  the  Board  of  Commissioners  of  Navigation,  as  hereinbefore 
explained.  The  subsequent  State  appropriations  went  to  the  said  Commissioners 
of  Navigation. 
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STATE  APPROPRIATIONS  FOR  THE  REGULATION  OP  NAVIGATION 
AND  THE  IMPROVEiMENT  OP  HARBOR  FACILITIES  IN  THE  PORT  OF 
PHILADELPHIA. 


Year. 

For 

Operating 

Expenses. 

For 

Construction 

Expenses. 

1877 

$3  OOO 

187S 

4 000 

1879 > 

9,000 

1881 

15,000 

1883 

10,000 

1885 

22,000 

1887 

23,  OOO 

1889 

22,000 

$200,000 

1891 

23,000 

1893,  

25, 500 

1895 

28’000 

1897 

28]  OOO 

1899 

28^700 

1901 i 

53, 900 

1903 

65  000 

1905 

52, 464 

375.000 

1807’  

53, 324 

200,000 

1909 

63,000 

ion!  

63  000 

400,030 

1913 

03,000 

250',000 

$1,525,000 

0. — The  ricaJth  Lww  of  1818. 

The  State  of  Pennsylvania  has  from  the  earliest  time  exercised  supervision  over 
■jnd  provided  otlicers  and  made  liberal  appropriations  to  protect  the  public  health 
at  the  Port  of  Philadelphia.  In  1818,  the  Senate  and  House  of  Representatives  of  the 
State  established  a healtli  ollice  to  secure  the  city  and  Port  of  Philadelphia 
against  contagious  diseases.  A Board  of  Health  was  created  to  serve  without  com- 
pensation, and  vested  with  authority  to  make  general  rules  and  regulations  for 
the  government  of  the  laizaretto  and  the  vessels,  cargo  and  persons  there  de- 
tained or  under  quarantine,  and  for  the  government  of  public  hospitals.  The  Gov- 
ernor was  required  to  ai)point  a Lazaretto  physician,  and  a Port  Physician,  one 
health  officer  and  one  quarantine  master,  all  of  whom  shall  be  under  the  direction 
and  control  of  the  Board.  It  was  the  duty  of  the  Board  to  abate  nuisances  in 
the  streets  and  alleys  and  along  the  wharves  and  docks  or  in  any  other  part  of 
the  city  of  Philadelphia,  the  district  of  Southwark,  and  the  townships  of  the 
Northern  Liberties,  Moyamensing  and  Penn.  The  officers  were  to  receive  a salary 
and  for  defraying  the  expenses  incurred  under  the  provisions  of  the  act,  the  Board 
was  authorized  to  levy  and  collect  by  tax  at  the  same  rates  and  under  the  same 
regulations  as  the  count.v  rates  are  or  may  be  levied  and  collected,  suck  sums  an- 
nually as  shall  be  deemed  necessary. 


]0. — The  Health  Laiv  of  1893. 

Under  date  of  February  15,  1893,  the  Congress  of  the  United  States  enacted  a 
general  (juarantine  law,  to  be  administered  by  Federal  officers  stationed  in  foreign 
countries  and  by  the  Federal  IMaidne  Hospital  service  acting  as  quarantine  officers 
at  stations  on  or  near  the  navigable  waters  of  United  States.  There  was  reason 
to  believe  that  the  Federal  quarantine  for  the  Delaware  Bay  and  River  would  be 
fully  equipped  and  in  effective  operation  during  the  summer  of  1893;  and,  whereas. 
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the  multiplication  of  quarantine  visits  and  inspections  on  board  ship  during  one  and 
the  same  entiT  into  the  port  of  Philadelphia  would  interfere  with  the  expeditious 
movement  of  maritime  commerce,  by  Act  of  General  Assembly  No.  257,  approved 
June  5,  1893,  the  Governor  of  Pennsylvania  was  authorized  to  suspend  operations 
of  State  quarantine  as  provided  iu  the  Act  of  ISIS,  and  its  supplements  and  other 
quarantine  laws  of  the  State,  and  to  establish  a new  quarantine  station  at  some 
suitable  place  on  the  waters  of  the  Delaware  River,  and  t(3  abandon  the  present 
Lazaretto  and  turn  the  same  over  to  the  city  of  Philadelphia . 

Said  law  of  1893  established  a State  Quarantine  Hoard  of  tlie  Port  of  I’hiladelphia 
The  Board  was  constituted  as  follows:  The  President  of  the  College  of  Physicians 
of  Philadelphia,  the  Secretary  of  the  State  Board  of  Health,  the  President  of  the 
Philadelphia  iMaritime  Exchange,  the  Ilea.lth  Officer  of  the  Board,  the  (,>uarantine 
Physician  of  the  Board,  a member  to  be  appointed  by  the  Mayor  of  Philadelphia 
and  a member  to  be  appointed  by  the  Governor  of  Pennsylvania,  making  seven  in 
all. 

The  Board  may  make  such  rules  and  regulations  not  inconsistent  with  the  laws 
of  United  States  and  of  Penn.sylvania  as  necessary  for  the  government  and  manage- 
. meut  of  the  quarantine  statiim  and  for  the  detention  of  vessels,  their  crews  and 
passengers,  the  disinfection  of  vessels  and  their  crews,  passengers,  baggage  and 
cargo. 

The  Governor  is  required  to  appoint  one  physician  who  shall  be  denominated  the 
Quarantine  Physician.  He  is  a member  of  the  Board  and  the  executive  officer  of 
the  quarantine  station.  His  duty  is  to  enforce  all  laws,  rules  and  regulations  as 
may  be  provided  by  the  Board  and  his  salary  and  that  of  his  deputies  shall  be  paid 
by  the  State. 

The  Health  Officer  appointed  in  pursuance  of  Act  1818,  shall  establish  a public 
office  at  or  within  three  squares  of  the  custom  House  in  Philadelphia,  to  be  known 
as  the  Quarantine  (.)ffice  to  be  open  throughout  the  year  from  9 A.  M.  until  5 
P.  M.,  Sundays  and  holidays  excepted,  whereat  all  masters  and  captains  of 
vessels  may  deliver  the  health  certificate  required  by  law.  All  fees  collected  by 
him  shall  be  paid  over  monthly  to  the  State.  He  also  receives  a salary  paid  by  the 
State. 

When  the  Quarantine  Physician  shall  be  satisfied  that  all  vessels  coming  from 
any  port  or  place  outside  the  Commonwealth  may  be  admitted  into  the  port  without 
danger  to  the  health  of  the  people  of  the  Commonwealth,  he  shall  give  a certificate 
permitting  the  vessel  to  proceed,  which  certificate  the  captain  or  master  shall 
present  at  the  quarantine  office  in  the  city. 

Whenever  the  State  quarantine  service  is  suspended  by  the  Governor,  the  master 
of  every  vessel  arriving  from  a port  without  this  Commonwealth,  excepting  ports 
on  the  Delaware  River  above  Reedy  Island,  shall  appear  at  the  quarantine  office  in 
Philadelphia,  and  show  that  a certificate  of  health  has  been  granted  to  him  by 
the  officers  in  charge  of  the  Federal  (Quarantine  Station  and  that  the  same  has 
been  deposited  with  the  collector  of  the  port.  If  it  shall  appear  that  any  contagious 
or  infectious  disease  has  devehqied  on  any  vessel  after  her  release  from  the  Fed- 
eral (Quarantine,  the  Quarantine  Physician  may  order  such  vessel  back  to  said 
Federal  Qu.arantine  Station  for  further  inspection  .and  treatment. 

The  expense  and  charge  of  boarding,  lodging,  medicines,  nursing  and  mainte- 
nance, and  other  necessaries  provided  for  the  ])prsons  landed  and  sent  to  the 
said  St:ite  Qu.arantine  Station,  and  all  other  expenses,  salaries  or  wages,  incident 
to  the  maintenance  of  said  quarantine  station,  and  of  the  persons  dt'tained  there, 
and  of  the  tug  boats,  and  of  the  said  quarantine  office  in  the  city  of  Philadelphia, 
and  of  the  office  of  the  State  (Quarantine  Board  shall  be  paid  by  the  Common- 
wealth . 


158 


Prom  and  after  July  1st,  1893,  the  offices  of  Lazaretto  Physician  and  Quarantine 
Master  ceased  to  exist. 

Port  of  Philadelphia  for  the  purpose  of  the  act  creating  the  State  Quarantine 
Board  includes  all  the  counties  that  abut  upon  the  navigable  waters  of  the 
Delaware  River  and  the  navigable  tributaries  thereof  within  Pennsylvania. 

11. — State  Appropriations  for  Quarantine  Boat'd. 

In  1891,  a Commission  was  appointed  to  select  a site  for  the  proposed  new  State 
Quarantine  Station  and  an  appropriation  of  $1,000  was  provided  therefor  by  the 
General  Assembly.  The  State  appropriations  for  the  maintenance  of  the  State 
Quarantine  Board  and  for  the  work  of  the  Quarantine  Physician  and  Health 
Officer  for  the  years  1893  to  1913,  inclusive,  are  shown  in  the  following  tabular 
statement; 

APPROPRIATIONS  MADE  BY  THE  GENERAL  ASSEMBLY  AND  AP- 
PROVED BY  THE  GOVERNOR  OP  PENNSYLVANIA  FOR  THE  STATE 
QUARANTINE  BOARD  OP  THE  PORT  OP  PHILADELPHIA. 


Year. 

Amount. 

1891,  

$1,000  00 
59,400  OO 
64,200  00 

1893!  

1895 

1897 

99.200  00 

79.200  00 
144,616  60 
108,200  00 

80.040  00 

75.540  00 

80.540  00 
94,640  00 

96.040  00 

1899 

1901 

1903!  

1905!  

190?!  

1909!  

191l!  

1913’  

12. — The  Pennsylvania  Nautical  School  Appropriations. 

The  Pennsylvania  Nautical  School  was  established  by  Act  of  April  17th,  1889. 
It  was  governed  by  a board  of  six  directors,  three  of  whom  were  appointed  by 
the  Governor  of  the  State,  and  three  by  the  Mayor  of  the  City  of  Philadelphia. 

The  Board  of  Directors  was  authorized  and  directed  to  provide  and  maintain  a 
nautical  school  for  the  education  and  training  of  pupils  in  the  science  and  practice 
of  navigation;  to  furnish  accommodation  on  board  a proper  vessel  for  said  school 
and  make  all  needful  rules  and  regulations  therefor,  and  to  prescribe  the  govern- 
ment and  discipline  therefor,  and  the  terms  and  conditions  upon  which  pupUs 
shall  be  received  and  instructed  therein  and  discharged  therefrom,  and  provide 
in  all  things  for  the  good  management  of  said  nautical  school. 

The  Board  had  the  power  to  purchase  the  books  and  apparatus,  stationery  and 
other  necessary  or  expedient  to  enable  said  school  to  be  properly  and  successfully 
conducted,  and  to  cause  the  said  school,  or  the  pupils  or  part  of  the  pupils  thereof, 
to  go  on  land  or  vessel  or  vessels  in  the  harbor  of  Philadelphia,  and  take  cruises 
in  or  from  said  harbor  for  the  purpose  of  obtaining  a x^ractical  knowledge  in  navi- 
gation and  the  duties  of  mariners. 

The  Board  was  authorized  to  receive  from  the  United  States  Government  such 
vessel  or  vessels  as  the  Secretary  of  the  Navy  may  detail  for  the  use  of  the  school. 
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The  first  vessel  detailed  by  the  Secretary  of  the  Navy  upon  the  application  of 
the  Governor  of  the  State  of  Pennsylvania  was  the  U.  S.  sloop  of  war  Saratoga, 
which  was  recently  withdrawn  as  unfit  for  further  employment,  after  18  years  of 
usefulness.  The  second  to  be  designated  was  the  U.  S.  Cruiser  Adams  which 
has  undergone  alterations  and  been  made  suitable  for  schoolship  purposes. 

The  city  of  Philadelphia  appropriated  annually  between  $15,000  and  $20,000.  The 
State  of  Pennsylvania  appropriated  between  $10,000  and  $15,000  per  annum. 


APPROPRIATIONS  MADE  BY  THE  STATE  AND  THOSE  MADE  BY  THE 
CITY  OF  PHILADELPHIA  FOR  THE  PENNSYLVANIA  NAUTICAL 
SCHOOL  OF  PHILADELPHIA. 


Year. 

state 

For  2 Tear 
Period. 

City 

For  Same 
Period. 

18S9 

$20, COO 
26,000 
26,000 
24,000 

24.000 

24.000 

24.000 
:24,000 
24,000 
24,000 

24.000 

30.000 

$30,000 

40.000 

40.000 

37.000 

37.000 
40,003 

40.000 
40,000 
40,000 
40,000 

40.000 

30.000 

1891 ; 

1893 

1895’  

1897,’  

1899^  

1901 ’ 

1903,  

1905,  

1907  

1909i  

191li  

1913’  

The  school  automatically  ceased  to  exist  in  1913,  for  lack  of  appropriations  by 
the  city  and  by  the  State. 


13. — Nummary  of  all  State  Appropriations  for  or  in  Connection  with 
the  Port  of  Philadelphia. 


1877 

$3,000 

4,00-’) 

9,000 

15.000 

10.000 
22,000 

23.000 

22.000 

23.000 
25,500 

28.000 
28.000 
28,700 
53,900 

65.000 
52,464 
53,324 

63.000 
63,000 

$3,000 

4.000 

9.000 

15.000 

10.000 
22.000 

23.000 
242,000 

50.000 

110.900 
116,200 

151.200 

131.900 
222,516 

197.200 
531.504 
402,864 
637,640 
409,040 

1878 

1879 

1881 

1883 

1885 

1887 

1889 

$200,'>0} 

$20,00-3 
26, 00(3 
26,000 
24,000 

24.000 

24.000 

24.000 
24,000 

24.000 
2-1,000 

30.000 

1891 

$1,000 

59.400 

64.200 

99.200 

79.200 
144,616 
108,200 

80.040 
75,540 
94,640 

96.040 

1893 

1895 

1897,  

1899 

1901 

1903,  

19<^ 

375.000 

2.50.000 

450.000 

250.000 

1907 

1911 

1913 

$554, SS3 

$1,525,000 

$982,616 

$394,000 

$3,456,504 
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FEDERAL  IMPROVEMENT  OF  RIVERS  AND  HARBORS  IN  THE  PHILA- 
DELPHIA DISTRICT  and  APPROPRIATIONS  THEREFOR. 

The  Federal  improvement  of  rivers  and  harbors  in  the  Philadelphia 
district  is  divided,  for  purposes  of  this  report,  into  four  projects, 
namely : 

1—  Delaware  River— Philadelphia  to  the  Sea, 

2 —  Philadelphia  Harbor  Improvement, 

3 —  Delaware  River — Philadelphia  to  Trenton, 

4 —  Harbor  of  Refuge — Delaware  Bay. 

1. — Delmcare  River,  PhUadelplLia  to  the  Sea. 

The  Delaware  River  has  its  source  in  Delaware  County,  New  York  State,  is 
about  31.5  miles  long,  flows  in  a general  southerly  direction,  and  empties  into  Dela- 
ware Bay . 

Trenton  is  the  actual  and  natural  head  of  navigation  for  vessels  and  other 
craft.  Tide  water  extends  as  far  as  Trenton  and  the  mean  range  of  tide  at  this 
point  is  4.2  feet.  The  river  is  navigable  for  rafting  and  logging  for  a distance  of 
about  214  miles  above  Trenton. 

Philadelphia  is  30  miles  below  Trenton  and  55  miles  above  the  mouth  of  the  river. 
The  distance  by  water  from  Philadelphia  Harbor  to  the  harbor  of  refuge,  Delaware 
Bay,  is  about  101  miles.  The  draft  that  can  be  carried  from  the  ocean  through 
Delaware  Bay  (50  miles)  to  the  mouth  of  the  river  is  30  feet  at  mean  low-water. 
The  accepted  point  of  division  between  Delaware  Bay  and  River  is  at  Liston 
Point,  in  the  Bay  about  8 miles  below  the  mouth  of  the  river.  From  the  Point 
to  the  ocean  the  minimum  usable  low-water  depth  is  40  feet. 

Originally  the  obstruction  reduced  the  depth  of  the  river  channel  so  that  it  was 
available  for  ocean-going  vessels  of  medium  draft  only. 

Prior  to  1885,  so  the  U.  S.  Engineers  Reports  show,  the  dredging  was  done 
under  appropriations  for  special  localities. 

The  first  permanent  and  systematic  improvement  of  the  river  between  Philadel- 
phia and  the  Sea,  was  commenced  in  1885.  This  was  the  26  foot  deep  channel  pro- 
ject, width  600  feet  from  near  Allegheny  Avenue,  Philadelphia,  to  deep  water  in 
Delaware  Bay. 

The  second  project  was  adopted  in  March,  1899.  It  provided  for  a channel  30 
feet  deep  at  mean  low  water,  width  of  600  feet  from  Christian  Street  to  the  Bay. 
This  work  was  completed  March,  1911. 

The  existing  project  for  the  improvement  of  this  section  of  the  river,  was  adopted 
June,  1910.  It  provides  for  a channel  35  feet  deep  at  mean  low  water,  800  feet 
wide  in  the  straight  parts,  1,200  feet  wide  at  Bulkhead  Bar  and  1,000  feet  wide 
at  other  bends,  and  for  the  construction  of  dykes  to  control  the  tidal  flow.  The 
estimated  cost  is  $11,000,000  in  round  numbers  and  an  annual  cost  of  $300,000  for 
maintenance. 

“The  maximum  draft  that  could  be  carried  on  June  30,  1914,  over  the  shoalest 
part  of  the  portion  of  the  river  embraced  in  this  improvement  was  30  feet  at  mean 
low  water.  The  mean  range  of  tide  varies  from  5.3  feet  at  Philadelphia  to  6 feet 
at  deep  water  at  the  head  of  Delaware  Bay.  A channel  of  the  depth  and  width 
specified  in  the  adopted  project  has  been  completed,  or  the  work  is  nearing  com- 
pletion, from  Oreenwieh  Point,  at  the  lower  end  of  Philadelphia  Harbor,  to  a 
point  a little  above  Wilmington,  Del.,  a distance  of  about  19.9  miles.” 
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The  amount  expended  under  all  previous  projects  for  improving  the  river  below 
Philadelphia,  from  1836,  to  the  time  of  taking  up  the  existing  project,  excluding, 
of  course,  the  sum  expended  in  the  improvement  of  Philadelphia  Harbor,  is  stated 
by  the  Federal  engineers  to  have  been  810,176,002.08. 

The  appropriations  were  substantially  as  follows: 


Appropriations — 1 lelaware  Kiver. 


Total  from  1836  to  Dec.  31,  1902,  $4,204,000  00 

March  3,  1903,  1,400,000  00 

AprU  28,  1904,  ....; 1,000,000  00 

March  30,  1905,  500,000  00 

June  30,  1906,  1,000,000  00 

March  2,  1907,  895,000  00 

May  27,  1908,  375,000  00 

March  3,  1909  (allotment  iMarch  17,  1909), 390,000  00 

March  4,  1909,  125,000  00 

$9,889,000  (V 


.Tune  25,  1910,  

Feb.  29,  1911,  

July  25,  1912,  

Aug.  24,  1912,  

March  4,  1913,  

June  23,  1913,  

Miscellaneous  up  to  June  30,  1913, 


$800,000  00 
800,000  00 

1.300.000  00 

450.000  00 

1.750.000  00 

2.50.000  00 
28,864  31 


5,378,864  51 


$15,267,864  51 


2. — Philadelphia  Harbor  Improvement. 

A project  for  the  improvement  of  Philadelphia  Harbor  adopted  Aug.  11,  1888, 
was  completed  Jan.  10,  1898,  the  resulting  channel  having  a least  depth  of  26  feet 
at  mean  low  water,  except  at  one  locality  just  below  Cramp’s  Ship-yard,  over 
which  the  depth  was  slightly  less  than  26  feet,  with  a width  varying  from  1,015 
to  1,850  feet,  extending  from  a point  opposite  ^lorris  Street,  Philadelphia,  to  the 
Pennsylvania  Railroad  bridge,  a distance  of  6.2  miles. 

The  total  amount  expended  in  this  improvement,  including  survey  of  the  locality 
and  the  acquisition  of  land,  was  reported  as  $3,945,424.75. 

Approi»riati()iis. 


Total  to  Dec.  31,  1902,  $3,940,000  00 

Allotment  1905,  10,000  00 


$3,950,000  00 


3. — Delaware  River — Philadelphia  to  Trentnii. 

Prior  to  1910,  on  comprehensive  project  had  even  been  adopted  for  the  improve- 
ment of  this  part  of  the  I'iver.  Work  had  been  done  at  various  times  since  1872 
at  different  localities,  with  a view  to  obtaining  a depth  of  7 feet  at  mean  low 


11 
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water  and  a width  of  200  feet.  Under  the  general  project  for  improving  Philadel- 
phia Harbor,  a channel  26  feet  deep  was  dredged  through  Five-Mile  Bar  between 
1888  and  1898. 

The  amount  expended  in  the  improvement  of  the  Delaware  River  between  Phila- 
delphia and  Trenton  prior  to  the  adoption  of  the  existing  project  and  exclusion  of 
the  sum  expended  in  the  harbor  improvement  was  $197,623.25. 

The  existing  project  for  the  improvement  of  this  section  of  the  river  was 
adopted  June  25,  1910,  and  provides  for  a channel  200  feet  wide  and  12  feet  deep  at 
mean  low  water,  at  an  estimated  cost  of  $360,000  and  an  annual  cost  of  $20,000 
for  maintenance. 

The  work  was  substantially  completed  in  May,  1913.  The  total  amount  expended 
in  connection  with  the  project  up  to  June  30,  1914,  was  reported  to  be  $315,977.10. 
Therefore,  the  total  amount  expended  on  all  projects  pertaining  to  the  Delaware 
River  from  Allegheny  Avenue,  Philadelphia  to  Trenton  is  as  follows: 


Prior  to  existing  project,  $197,623  25 

Existing  project  to  date,  315,977  10 


$513,600  35 


The  completion  of  the  channel  has  enabled  sea  going  vessels  of  medium  draft  to 
reach  the  manufacturing  plants  along  the  line  of  the  improvement.  It  has  enablen 
the  regular  line  of  steamers  plying  between  Philadelphia  and  Trenton  to  make 
faster  time,  to  run  on  schedule  and  to  increase  business. 

The  maximum  draft  that  could  he  carried  on  June  30,  1914,  over  the  shoalest 
part  of  the  locality  under  improvement  was  11  feet  at  mean  low-water  (opposite 
Mud  Island) . 


Appropriations. 


Total  from  1836  to  Dee.  31,  1902, $124,500  00 

March  2,  1907  (Perriwig  Bar), 50,000  00 

March  2,  1907  (Allotments  near  Bordentown), 10,000  00 

March  3,  1909  (Perriwig  Bar), 1,500  00 

March  3,  1909  (Sewer  Shoal  near  Trenton),  15,000  00 

June  25,  1910,  100,000  00 

March  4,  1911,  160,000  00 

August  24,  1912,  70,000  00 

March  4,  1913,  20,000  00 


$551,000  00 

Sales  Receipts,  16  04 


$551,016  04 


4. — Harhor  of  Refuge — Delatoare  Bay. 

The  great  value  of  this  Harbor  of  Refuge,  on  the  Delaware  Bay,  near  the  ocean 
is  due  to  the  fact  that  it  is  located  about  equal  distance  from  New  York,  Philadel- 
phia and  the  Chesapeake  capes,  and  affords  a haven  of  refuge,  or  a port  of  call 
for  practically  the  entire  shipping  of  the  North  Atlantic  Coast.  The  harbor  is 
largely  used  by  vessels  awaiting  orders  or  charters. 

It  has  a protected  anchorage  area  of  552  acres,  with  a minimum  low-water  depth 
of  30  feet,  and  an  additional  area  of  237  acres  with  a minimum  low-water  depth 
of  24  feet. 
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The  work  on  the  breakwater  was  commenced  in  189/,  and  completed  in  1901 
The  sub-structure  of  the  breakwater  has  a length  of  8,040  feet  and  the  superstruc- 
ture a length  of  7,950  feet.  The  cost  of  constructing  the  breakwater  and  the  ice 
piers  forming  the  harbor  of  refuge  was  §2,238,205.34. 

Appropriations. 


Total  as  per  H.  Doc.  No.  423  , 57th  Congress, $2,239,334  00 

June  25,  1910,  8,000  00 

February  27,  1911,  8,000  00 


$2,255,334  00 


5. — Summary  of  Federal  Appropriations  for  Nav-igation  and  Harbor 
Improvement. 

The  Federal  appropriations  up  to  June  30,  1914,  may  be  summarized  as  follows: 


Delaware  River — Philadelphia  to  the  Sea,  $15,267,864  51 

Philadelphia  Harbor,  3,950,000  00 

Delaware  River — Philadelphia  to  Trenton,  551,016  04 

Harbor  of  Refuge — Delaware  Bay,  2,255,334  00 


Grand  total,  $22,024,214  55 


CITY  APPROPRIATIONS  FOR  HARBOR  AND  PORT  IMPROVEMENT. 

1. — Prior  to  1907. 

The  Department  of  Wharves,  Docks  and  Ferries  was  created  and 
established  July  1st,  1907.  Prior  to  that  time  and  in  fact  from  1890 
to  1907,  the  city  of  Philadelphia  appropriated  $5,718,713  for  liarbor 


improvements  as  follows: 

Port  Wardens  (Dredging,  etc.),  $217,053  00 

City  Property  (Dredging,  Repairs,  Piers,  etc.),  217,337  00 

Bureau  of  Surveys: 

(Dredging  Delaware  River),  1,164,475  00 

(Dredging  Schuylkill  River),  773,629  00 

(Widening  Delaware  Ave.),  2,1.52,706  00 

Bureau  of  City  Ice  Boats  to  1907,  984,890  00 

Removal  of  Smith  and  Windmill  Island, 208,653  00 

Total,  $5,718,743  00 
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2— Since  1907. 

lu  addition  to  general  funds  appropriated  for  operation,  the  following  loan 
moneys  have  been  appi-opriated  by  the  city  since  July  1,  1907,  for  harbor  improv(> 


ments; 

To  the  Department  of  Wharves,  Docks  and  Ferries: 

March  12,  1909,  for  reclamation  of  land  and  piers  construction, $1,000,000  00 

May  27,  1009,  for  bulkhead  along  Delaware  Ave.,  10,000  00 

July  19,  1909,  for  improvement  of  Delaware  and  Schuylkill  Rivers, 400,000  00 

July  29,  1910,  for  repairs  to  piers  and  city  ice  boats, 43,010  00 

July  19,  1911,  for  Vine  St.  pier  and  new  Dock  St.  pier, 600,000  00 

June  4,  1912,  for  maintenance  of  boats, 7,000  00 

May  1,  1913,  for  land  for  wharves,  etc.,  1,600,000  00 

June  22,  1914,  for  ijurchase  of  ground,  and  preliminary  construction 
of  pier  at  foot  of  McKean  St.,  Delaware  River, 500,000  00 


Total  to  Dept.  W.,  D.  & F.,  $4,160,010  OO 


To  the  Department  of  Public  Works: 

Feb.  9,  1907,  for  widening  of  Delaware  River  Ave., $500,000  00 

Feb.  25,  1913,  250,000  00 

Dec.  31,  1913,  10,000  00 

June  30,  1914,  PMnds  available  for  carrying  forward  So. 

Philadelphia  track  elevation  and  terminal  improvement 

work,  1,000,000  00 


Total  available  to  supply  public  works,  l,760,00t  (H' 

Total,  $5,920,010  00 


3. — Summary  of  City  Appropriations  for  Harbor  and  Port  Improve- 
ments. 

Prior  to  1907,  $5,718,743  00 

Since  1907,  5,920,010  00 


Total, 


$11,638,753  00 


GRAND  SUM JI ARY  OF  FEDERAL,  STATE  AND  CITY  APPROPRIATIONS 

FOR  THE  PORT. 

Before  1890,  moneys,  appropriated  by  the  city  of  Philadelphia  for  river  improve- 
ment purposes,  were  infrequent  and  of  small  amount.  The  total  appropriations 
on  the  part  of  the  city  for  the  improvement  of  the  Port  up  to  .Tune  30,  1914,  were 
approximately  $12,000,000.  The  additional  sum  appropriated  by  the  State  of 
$1,525,000  for  construction  work,  makes  a grand  total  of  $13,525,000  which  the  city 
has  had  for  the  following  undertakings,  among  others: 
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,i--Ut'uioval  of  Smith  iincl  Windmill  islands  (from  the  Delaware  Itiver  between 
Philadelphia  and  Camden) . 

b — Widening  Delaware  Avenue  and  incidental  changes  (including  extending  city 
piers  to  the  pierhead  line) . 
c — Construction  of  new  steamship  piers, 
d — Construction  and  maintenance  of  city  ice  boats, 
e — Purchase  and  maintenance  of  municipal  dredging  plant, 
f — Dredging  of  river  channels  and  their  improvements. 


EXPENDITURES  AUTHORIZED  P,Y  APPROPRIATIONS  OR  ACTUALLY 
MADE  RY  THE  FEDERAL,  STATE  AND  CITY  GOVERNMENTS  FOR 
IMPROVING  AND  MAINTAINING  AND  IMPROVING  THE  HARBOR  OF 
PHILADELPHIA  AND  DELAWARE  RIVER  TO  THE  SEA,  UP  TO  JUNE 
30TH,  1914. 


Year. 

Harbor  of  Philadelphia. 

Delaware 

River. 

1 

Federal  construction  and 
maintenance. 

i 

1 State  construction. 

! 

1 

City  construction  and 
maintenance. 

1 

1 

Federal  construction  and 

maintenance. 

1889 

$200,000 

1890.  

19C0 

1901 

1902 

•?3, 940, 000 

**$4,204,000 

1.400.000 
1,000.000 

500.000 
1,000,000 

895  000 

375.000 

515.000 

800.000 
800,000 

1.750.000 
2,02r8,865 

1903 

1904 

190.=; 

10,000 

375,000 

1906 

***15,718,743 

500,000 

1907 

250.000 

1908 

1909 

1.410.000 
43,010 

600,000 

7,000 

1.860.000 
1,-500,000 

1910 

1911 

4.50,000 

1912 

1913 

250,000 

1914;  

$3,950,000 

$1,525,000 

$11,638,733 

$15.267,S6u 

* Total  e.\'pen(litures  up  to  December  31,  1902. 
**  From  1836  up  to  December  31,  1902. 

♦**  Total  between  1890  and  July  1,  1907. 


Federal: 

Harbor,  

River,  

Total  Federal 


$3,9.50,000  00 
15,267,865  00 


$19,217,865  00 

1,. 52.5, 000  00 
11,638,750  00 

$.32, ,381, 615  00 


State,  . . 
City,  . .. 
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PORT  BUSINESS. 

Page. 

1 —  Movement  of  Vessels,  Tonnage  and  Values,  167 

2 —  Freight  Rates,  169 

.3 — Economic  Development  of  Pennsylvania,  170 

a— Total  Production,  170 

b — Capital,  170 

c — Cement  Production,  170 

d — Coal  and  Coke,  170 

4 —  Commerce  and  Customs  Duties,  172 

5 —  Steamship  Lines,  174 

PORT  FACILITIES. 

1—  Ownership  of  Waterfront,  178 

2 —  Wharves,  Docks  and  Ferries,  178 

3 —  The  Schuylkill  River  Channel,  199 

4 —  The  Delaware  River,  200 

a — Harbor  Channel,  200 

b — Ship  Channel,  200 

c — Up-river  Channel,  200 

5 —  Municipal  Pier  Construction,  201 

a — Dock  Street  Pier,  201 

b — The  Southwark  Piers,  201 

( — Delaware  Ave.  Bulkhead,  202 

6 —  Notable  Private  Water-front  Facilities, 203 

7 —  Belt  Line  Railroad,  203 


167 


II. 


PEESENT  CONDITIONS  AND 


PROSPECTS  OF  THE  POET. 


PORT  RUSIXESS. 

1. — Moveyneni  of  Vessels,  Tonnage  and  Values. 

The  report  of  the  United  States  Collector  of  the  Port  showed  a decrease  in  value 
of  foreign  exports  and  imports  and  a corresponding  shrinkage  in  the  customs  duties 
for  the  year  1913.  The  year  1912  recorded  one  of  the  largest  movements  in  foreign 
trade  in  the  port’s  history. 

The  following  table  compiled  for  The  Public  Service  Commission,  gives  the  com- 
parative movement  of  vessels  for  three  years: 


ARRIVAL  OF  VESSELS  DURINCx  THE  YEARS  1911,  1912  AND  1913  AT  THE 
PORT  OP  PHILADELPHIA  AS  REPORTED  BY  THE  COMMISSIONERS 
OF  NAVIGATION. 


Kig  of  X'essel. 

1911 

1912 

1913 

o 

a 

3 

O' 

U 

c3 

C 

C 

o 

H 

bi 

o 

a 

3 

u. 

a 

o 

H 

bl 

O' 

a 

z 

c- 

U 

c; 

3 

c 

o 

Eh 

From  Foreiffo  Ports. 

Steamships,  

1,233 

4 

24 

% 

6'^ 

4,558.621 

7,167 

26,859 

S40 

32,352 

1,259 

1 

17 

4.892,052 

1,675 

26,093 

1,275 

4,907,684 

Barks,  

15 

23,5.51 

Schooners 

50 

5 

28,265 

15,350 

43 

3 

21.964 

23,154 

Totals,  

From  Coastwise  Ports. 

Steamships 

Ships 

Barks,  

Schooners,  

Barges 

Totals 

Totals. 

Foreign  vessels 

Coastwise  vessels,  

Totals 

1,331 

4,62t,839 

1.332 

4,963,435 

l,33li 

4,976,353 

— 

1,789 

4 

7 

623 

2,532 

3,068,982 

10,208 

13,391 

512,133 

1,986,835 

1,529 

3 

12 

476 

2,307 

2,781,517 

9,579 

15,643 

376.519 

1,864,447 

1,473 

2 

10 

458 

2,629 

2,795,608 
5,329 
11 . 582 
492,124 
2,077,393 

4,955 

5,591,549 

4,327 

5,047,705 

4,572 

5,382,036 

1,331 

4.995 

4,625,839 

5.591,549 

1,332 

4.327 

4,963,43.5 

5,047,705 

1,336 

4,572 

4.976,353 

5.382.036 

6.2S6 

10,217,388 

5,659  10,011,140 

5,908 

10,358,389 
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According  to  the  report  of  the  United  States  Engineer  Department,  the  total 
tonnage  movement  of  foreign,  coastwise  and  river  vessels  during  the  year  1911 
amounted  to  25,786,180  tons  of  merchandise,  carrying  a money  value  of  $1,209,- 
879,741;  for  1912,  the  tonnage  was  26,267,335  and  the  value  $1,235,106,621.  For 
1913,  the  tonnage  was  26,445,058  and  the  value  $1,229,454,962.  See  table  following: 


AGGREGATE  ANNUAl,  FREIGHT  MOVEMENT  ON  THE  DELAWARE 
RIVER  PROM  TRENTON,  N.  TO  THE  SEA. 

(As  reported  by  the  United  States  Engineer  Department.) 


1911 

1912 

1913 

1 

Quantity— Tons. 

1 Value. 

1 • 

Quantity— Tons. 

1 

Value. 

1 

1 

1 

Quantity— Tons. 

Value. 

Foreign : 

Imports,  

2,662,336 

80,526,519 

3,113,336 

92,566.087 

' 3,254,760 

91,947,390 

Exports 

2,945,686 

70,860.648 

2,853,436 

72,769.617 

2,685,004 

72,236,967 

Coastwise  and  domestic. 

20.178,158 

1,058.483.574 

20,300,563 

1,069,770,917 

20,515,294 

1,065,270,605 

Totals 

(a) 

25,786,180 

1,209,879,741 

(b) 

26,267,33:- 

1.235,106,621 

(c) 

26,455,058 

1,229,454,962 

(a) — Of  this  quantity  al>out  4,984,635  tons  'were  carried  on  car  floats  and  lighters  between 
Philadelphia  and  Camden. 

fb) — Of  this  quantity  about  4,685,234  tons  were  carried  on  car  floats  and  lighters  between 
Philadelphia  and  Camden. 

(c)— Of  this  quantity  about  4,535,130  tons  were  carried  on  car  floats  and  lighters  between 
Philadelphia  and  Camden. 


Such  an  enormous  business  as  this  is  worth  taking  care  of.  Director  George  W. 
Norris  of  the  Department  of  Wharves,  Docks,  and  Ferries,  stated  in  his  report 
for  the  year  1912  as  follows: 

“IVliat  the  City  of  Philadelphia  and  the  State  of  Pennsylvania  have 
done  in  the  past,  and  are  doing  at  present,  to  encourage  and  improve 
this  trade,  however,  could  be  told,  unfortunately,  in  a few  brief  para- 
graphs. 

“Without  desiring  to  belittle  in  the  .slightest  degree  the  earnest  and 
long-continued  efforts  of  the  small  band  of  public-spirited  citizens  who 
have  worked  consistently  for  many  years  for  the  advancement  of  the 
port,  it  can  be  said  that  the  port’s  present  business  has,  to  a large 
extent,  been  forced  upon  it — in  spite  of  itself,  as  it  were — and  repre- 
sents comparatively  little  effort  on  the  part  of  the  City.  What  this 
business  might  have  been  with  a tithe  of  the  brain,  spirit,  and  energy 
used  in  connection  with  it,  which  has  been  devoted  to  other  lines  of  in- 
dustrial up  building  in  this  city,  is  difficult  to  over-estimate.” 


In  this  connection  it  may  be  well  to  look  at  the  following  table  of  annual  value 
and  tonnage  of  commerce  on  the  Delaware  River,  compiled  for  The  Public  Service 
Commission.  It  will  be  noted  that  there  has  been  but  slight  increase  in  value  or 
tonnage  during  the  last  fifteen  years. 
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ANNUAL  VALUE  AND  T(jNNAGE  OF  COMMERCE,  DELAWARE  RIVER. 
(Compiled  from  reports  of  The  United  States  Engineer,  Philadelphia  Office.) 


ii 

Calendar  year.  | 

i 

v:  ' 

c 

o 

0 

X 

1 

Value.  j 

Remarks. 

1S90 

12,250.000 

$095,000,000 

Total  tonnage  and  total  value  given  include  the  entire 

1J^91 

13,250,000 

300.000.CCO 

river,  bnv  and  coastwise  traffic  as  well  as  local 

iJsti-' 

14,400,000 

300,000,000 

movement  of  barges,  lighters  and  ear  lloats. 

1S93 

13.500,000 

250.000.000 

1894 

18,350,000 

350,000, 000 

1895,  

17,400.000 

500,000. 000 

1896, 

15,300,000 

565,000,000 

1S97 

18,000,000 

565,000.000 

1898, 

18,400,000 

750,000,000 

1S9H 

22.000,000 

1.250.000,(100 

vm, 

24.000,000 

1,550.000,000 

1901 

23.900,000 

1,250,000,000 

190_’ 

22,000,000 

1,650,000,000 

1903 

22.827.926 

1,289,965,088 

1904 

23,312,036 

1.579,060,906 

1905 

24,383.571 

1,612,847,499 

1906 

26,111,047 

1,472,540.364 

1907 

27,283.529 

1,538.385,389 

1908 

24,023.895 

1.249,175.518 

1900 

^.677,671 

1,327,869,862 

1910 

25,496.213 

1.340,391,894 

1911 

25,786,180 

1.269,879,741 

19l:\ 

26,267,335 

1,235.106.621 

1913 

26,455,058 

1,229,434,962 

2. — Freight  Fates. 

At  present  Philadelphia  enjoy.s  on  its  railroad  freight  traffic  to  interior  points, 
slightly  lower  railroad  rates  than  are  given  in  New  York. 

FREIGHT  CHARGES  PER  100  LBS. 


All 

Rail 

Clas 

ses. 

Lake  and  Kail:  Classes. 

1. 

2. 

3. 

4. 

5. 

6. 

1. 

2. 

3. 

4. 

5. 

6. 

c 

c 

c 

c 

c 

c 

c 

c 

c 

c 

c 

c 

Boston 

70 

61 

47 

33 

28 

235 

57 

50 

38 

27 

23 

20 

New  York 

7o^ 

65 

50 

35 

30 

25 

62 

54 

41 

30 

25 

21 

Philadelphia,  

69 

59 

48 

33 

28 

23 

56 

48 

39 

28 

23 

19 

Baltimore 

67 

57 

47 

32 

27 

22 

54 

46 

3S 

27 

22 

18 

Quoting  further  from  Director  Norris’  repoi’t: 

“The  Port  of  Philadelphia  is  the  natural  and  the  economic  outlet  for 
oversea  transportation  of  the  products  of  Pennsylvania’s  multifarious 
industries.  Inasmuch  as  industrial'  development  is  measured  by  the 
success  with  which  trade  can  be  maintained,  it  is  self-evident  truth 
that  the  State  owes  it  to  itself  to  give  to  these  industries  the  most  effi- 
cient and  economic  facilities  for  commerce  in  the  Port.’’ 
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3. — Economic  Development  of  Pennsylvania. 

a — Total  Production. 

The  tonnage  of  the  port  is  not  increasing  at  a rate  commensurate  with  the 
Economic  Development  of  Pennsylvania. 

The  production  of  wealth  in  the  State  increased  more  rapidly  during  the  decade 
ending  1910  than  during  any  previous  year. 


TOTAL  PRODUCTION  OF  WEALTH  IN  PENNSYLVANIA. 


Year. 


CO  frt 

a 

c3 

U 

'O 

of  pro 

mines 

Ties. 

C3 

ti_j 

og 

a>  C 

s cs 

«a 

52 

rt  O O’ 

> 

> 

> 

iS60. 

1870, 

1880, 

1890, 

1900, 

1910, 


$136,fr43,490 

290,696,671 

279,797,882 

558,060,264 

792,356,261 

1,044,182,000 


$15,769,047 

76,208,390 

67,503,784 

150,876,649 

236,871,417 

346,360,603 


$183,946,027 

129,760,476 

121,328,348 

207,895,600 

265,037,191 


$152,412,537 

5.50,851,088 

477,052,142 

830,265,261 

1,237,123,278 

1,655,179,794 


b — Capital . 

Between  the  years  1890  and  1910  the  capital  value  of  manufactures  in  Pennsylvania 
was  practically  doubled,  due  in  part  to  very  large  increases  in  total  values  of 
products  and  in  values  added  by  manufacture. 

The  railroad  mileage  of  Pennsylvania  in  1911  was  11,340,  equivalent  to  25.3  miles 
for  every  100  square  miles  of  territory. 

In  the  following  table,  the  value  for  farms  include  land,  buildings,  implements, 
machinery,  and  live  stock;  manufacturing  values  include  value  of  land,  buildings, 
machinery,  tools,  implements,  cash  and  sundries: 


CAPITAL  REPRESENTED  BY  FARMS,  MANUFACTURING  AND  RAIL- 
ROADS. 


Year. 

Farm  properties. 

Investments  in  manu- 
facturing. 

1 

Commercial  value  of 
railroad  operating 

property. 

$1,062,939,846 

$1,449,815,000 

1,051,629,173 

1,995,837,000 

$1,420,608,000 

1,253,274,862 

2, 749,006,000 

c — Cement  Production. 

Pennsylvania  produces  one-third  of  all  Portland  cement  made  in  the  United  States. 
Most  of  it  is  made  in  the  Lehigh  Valley.  This  industry  is  so  important  to  Penn- 
sylvania that  extension  of  the  export  trade  in  this  commodity  might  well  receive 
consideration.  In  1913  the  total  quantity  of  hydraulic  cement  exported  from  the 
United  States  was  only  2,964,358  barrels,  valued  at  $4,270,666. 
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CEMENT  PRODUCTION  IN  PENNSYLVANIA. 


Tear. 

Portland 

Cement. 

Barrels. 

Value. 

1S90 

221.000 

504,276 

4,984,417 

$439,050 

756,414 

4.984,417 

11,195,040 

1895  

1900i  

is! 8131487 

26,675,978 

19,551,268 

26,864,679 

26,441,338 

19,258,253 

18,918,165 

24,268,800 

28;70i;845 

d — Coal  and  Coke. 

In  the  year  1912  the  combined  output  of  coal  (hard  and  soft)  was  246,227,086  short 
tons  valued  at  $346,993,123.  In  that  year  86  per  cent,  of  the  anthracite  and  72  per 
cent,  of  the  bituminous  coal  was  loaded  at  the  mines  for  shipment;  2.8  per  cent, 
of  the  anthracite  and  2.4  per  cent,  of  the  bituminous  coal  was  sold  to  local  trade; 
and  10.6  per  cent,  and  2.2  per  cent.,  respectively,  was  consumed  for  generating 
heat  and  power  at  the  mines. 

Twenty-three  and  four-tenths  per  cent,  of  the  bituminous  coal  was  made  into  coke. 

PRODUCTION  OF  COKE  IN  PENNSYLVANIA. 


Year. 


1880,  

2,821,384 

$2,255,040 

4 981,656 

$1  86 
1 25 

1885 

3! 991 ! 805 
8,560,245 
9,404.215 
13,798,893 
20,573,736 
15,511,634 
24,905,525 
26.315.607 
21.923,935 
27,438,693 

1890,  

16,333.674 

11,908,162 

29.692,258 

42,253,178 

32,569,621 

50,377,035 

55.254,599 

43.053.367 

56,267,838 

1 91 

1895!  

1 26 

1900,  

2 22 

1905 

2 05 

1908 

2 10 

1909  

2 02 

1910  

2 10 

1911 ! 

1 96 

1912!  

2 05 

Two  counties  in  Pennsylvania — Fayette  and  Westmoreland — which  include  the 
Connellsville  and  Lower  Connellsville  Districts,  produced  (in  1912)  48  per  cent,  of 
the  coke  manufactured  in  the  United  States.  The  Connellsville  territory  is  the 
greatest  coke  producing  district  in  the  world . 

The  total  amount  of  anthracite  coal  in  the  ground  is  estimated  at  15,000,000,000 
tons.  At  the  rate  of  100,000,000  tons  removed  per  year,  this  coal  will  last  150 
years. 

Less  than  $3,000,000  worth  of  bituminous  coal  is  exported  each  year  from  Phila- 
delphia, although  the  value  of  this  commodity  produced  in  Pennsylvania  in  the 
year  1913  was  $193,000,000. 


COAL  PRODUCED  IN  PENNSYLVANIA. 


Bituminous. 


Anthracite. 


1840, 

1845, 

1850, 

1855, 

1860, 

1865, 

1870, 

18.75, 

1880, 

18S.5, 

1890, 

1895, 

1800. 

1905, 

1910, 

1911, 

1912, 

1913, 


Tear. 


Short  tons. 

Value. 

1 

Short  tons. 

1 

464, 825 

1,064,914 

700.000 

2,480,032 

1,000,000 

4,138,164 

1,780,000 

8,141,754 

2,690,786 

?2, 876, 579 

8,115,842 

6,350,000 

11,891,746 

7,798,518 

13,921,069 

15,664,275 

11,760,000 

22,485,766 

18,425,163 

18,567,129 

28,711,379 

26,000,000 

24,700,000 

38,335,973 

42,302,173 

35,376,916 

46.468,641 

50.217,223 

35, 980, 357 

57,999,337 

79,842,326 

77,438,545 

57,367,915. 

118,41^,637 

113,390,507 

77,659,850 

150.521,526 

153,029,510 

84.485.236 

144,561,257 

146,154,952 

90,464.067 

161,865,488 

169,370,497 

84,361,598 

173.781,217 

193.039,806 

91,524.922 

<v 

a 

> 


$11,869,574 


38,436,745 


42.252.948 

76.671.948 
66,383,772 
82,019,272 
85,757,851 

141.875,000 

160,275,302 

175,189,392 

177,622,626 

195,181,127 


4. — Commerce  and  Customs  Duties. 

The  piincii)al  commodities  of  commerce  carried  on  the  Delaware  River  consist 
of  the  following: 

Coal, 

Lumber, 

Ores, 

Iron  and  steel  products, 

Petroleum  and  its  by-products. 

Sugar 
Grain , 

Food-stuffs, 

General  merchandise. 

The  situation  as  to  port  business,  when  studied,  leads  the  thoughtful  mind  to 
inquire,  wdiy  it  should  not  be  made  to  increase  as  the  business  in  Pennsylvania 
may  warrant.  That  the  port  business  has  not  increased  very  much  in  the  last 
decade  is  shown  in  the  following  three  tabular  statements.  The  first  table  gives 
the  principal  articles  of  commerce  and  their  value  as  reported  by  the  United 
States  Custom  House : the  second  gives  the  principal  full  cargoes  brought  to  the 
jiort  by  tlip  coastwise  fleet;  and  the  third  table  gives  the  customs  duties  for  ten  years 
past. 
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COMMERCE  OF  THE  PORT  OF  PHILADELPHIA  FOR  THE  YEARS  1911, 
1912  AND  1913,  AS  REPORTED  BY  THE  UNITED  STATES  CUSTOM 
HOUSE. 


Principiil  Articles  and  Value.  1911.  ; 1912. 


E.\  ports. 


Bituminous  coal,  

$2,1^>7,725 

3,93S,0S5 

$2,378,299 

4.037,894 

$2,603,915 

3,295.637 

Corn 

2,769,723 

1,2S1.3(K) 

529,853 

250,100 

930,816 

Floor  . 

5,436.65r> 

4,363.008 

6,123,990 

2.241,621 

1,935,583 

1,887,923 

14,127,603 

14,099,763 

13.890,238 

5.124,507 

5,348,763 

5,243.542 

3,407,391 

3,020,064 

1,574,233 

817.793 

1,643,925 

600,510 

Naptha,  prasoline,  etc 

1,678,741 

1,362,635 

1,853,716 

1,218,049 

3. 271, 3^30 
1,134,187 

1,374,839 

1,701,786 

1,154,376 

1,230,431 

1.210.85^ 

841,334 

128,180 

1,259,822 

103.376 

3,214,007 

20.588.412 

5.146,13-3 

22,770,003 

6,836.323 

22.742.163 

$70,SG9,64S 

$72,760,617 

$72,236,967 

Imiiorts. 

$1,483,942 

1,881.405 

214,392 

$1,154,493 

$1,173,518 

2,776,593 

3.532,801 

317,239 

551.370 

7,396,322 

8.182,075 

8,993.999 

1,266,008 

1,175,059 

1.526.0i’l 

3,039,994 

830,343 

430,895 

930,646 

868,689 

1,337,743 

548,448 

9,663,405 

821.874 

1,507,004 

1,233,482 

629,460 

225,085 

2,726,408 

43,380,730 

4,072,772 

4,809.961 

1,243’ 940 

1,000,413 

916,3.95 

788,243 

1,017!571 

1.001,370 

1,307.475 

l! 699, 709 
1.996.497 

2’ 3.31, 209 

483! 453 
11,791,213 

482! 052 
9,027,602 
1.030.134 
1.693,886 
1.301, 325 
1,149  712 

720’ 779 

1,416,330 
1,168,504 
1,795,727 
360  524 

560, 367 
•9  797  457 

3, 766, 677 
46,638,466 

46.6SO!093 

Totals 

$80,118,277 

$92,566,087 

$91,917,390 

PRINCIPAL  PULL  CARGOES  BROUGHT  TO  THE  PORT  OF  PHILADEL- 
PHIA BY  THE  COASTIYISE  FLEET  FOR  THE  YEARS  1911,  1912  AND 
1913. 

(Does  not  include  cargoes  of  regular  line  steamships.) 


Articles  of  Import. 

1911. 

1912. 

1913. 

Cinders 

34,284  tons 

49,875  tons 

53.618  tons 

I.umhpr,  

219.884,525  ft. 

186,027,191  ft. 

212,107,867  ft. 

Mine  props 

86,926  tons 

.58,242  tons 

99,655  tons 

Oil 

3.317.787  bbls. 

2,758,434  bbls. 

3.582,738  bills. 

Pig  iron 

42.294  tons 

37,4.38  tons 

46,019  tons 

Pulp  wood 

42,860  tons 

30.651  cords 

30.468  cords 

Phosphate  rock 

60,738  tons 

41.056  tons 

47,003  tons 

1 397, 4"^ 

566  383 

Shine:les 

4.000.000 

2,400,000 

1.108.000 

stone 

32,165  tons 

19.605  tons 

20.896  tons 

Sand 

14,695  tons 

11,1.33  tons 

9.390  tons 

Coal  tar  products 

44,225  bbls. 

66.701  bbls. 

110,750  tons 

12.300  tons 

Tankage,  

2.456  tons 

2,594  tons 
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CUSTOMS’  DUTIES,  PORT  OF  PHILADELPHIA. 


Comparative  Statement  of  Quantity  and  Value  of  Exports,  Imports,  and  Revenue 
Collected  as  Reported  by  United  States  Engineer  Departments. 


Exports. 

Imports. 

M 

a 

a 

§ 

1 

c 

a) 

3 

a 

Cl> 

3 

3 

3 

a 

O* 

1903, 

19(M, 

19(B. 

1906, 

1907, 

1908, 

1909, 

1910, 

1911, 

1912, 

1913, 


2,378,307 

$73,184,394 

1,561,052 

$55,516,052 

$21,020,331 

2,552,065 

66,539,909 

1,057,348 

53,852,194 

17,997,700 

3.267,439 

70,645,103 

1,365,245 

67,913,822 

20,022,804 

3,800,995 

88,276,315 

1,732,935 

72,137,678 

20,505,545 

4,056,716 

106,570,527 

1,800.520 

80,693,327 

21,044,374 

3,532,472 

95,533,079 

1,551,015 

57,407,935 

16,963,929 

3,041,433 

80,503.231 

2,234,039 

78,001,864 

20,810,442 

2,532,677 

65,256,949 

2,948,179 

89,646,337 

21,888,820 

2,945,656 

70,869,648 

2,622,336 

80,418,277 

19,571,389 

2,853,436 

72,769,617 

3,113,336 

92,566,087 

21,494,085 

2,799,298 

72,236,967 

3,254,760 

91,947,390 

19,3.56,120 

5.— Steamship  Lines 

There  are  17  trans-Atlantic  lines  of  steamships  doing  freight  or  passenger  busi- 
ness, or  both,  betiveen  Philadelphia  and  more  than  a dozen  European  ports. 
During  1913,  these  lines  had  340  sailings,  never  before  equaled  in  regular-line 
sailings  from  Philadelphia,  Two  tables  are  given  showing  the  steamship  lines, 
wiiere  they  dock  and  the  service  engaged  in  for  foreign,  coastwise,  local  and  inlanc 
lines. 
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PORT  FACILITIES. 

1.  — OivnersMp  of  Water  Front. 

Director  Norris  has  said,  “The  modern  port  is  a complicated  piece  of  machinery, 
and  it  cannot  be  successfully  planned  or  administered  without  full  legislative  au- 
thority. Private  ownership  and  control  of  water  front  facilities  in  great  cities  is 
rapidly  becoming  obsolete.  It  is  now  universally  recognized  that  municipal  owner- 
ship and  control  is  essential  to  the  proper  development  of  any  port.  This  is  par- 
ticularly true  of  Philadelphia.  Large  stretches  of  available  water  front  on  the 
Delaware  River  are  owned  but  not  used  or  occupied  by  transportation  companies. 
The  City’s  ownership  amounts  to  only  about  ten  per  cent.  (10%).  The  balance  is 
in  private  ownership,  but  is  generally  split  up  into  very  small  parcels,  and  is 
either  wholly  undeveloped  or  only  partially  developed  by  the  construction  of  small 
piers  of  an  obsolete  type,  and  usually  with  very  inadequate  docking  facilities.  It 
is  not  generally  practicable  for  these  owners  to  combine  adjoining  parcels  of  land, 
while  any  attempt  by  the  city  to  purchase  sev^’-al  adjoining  pieces  is  usually 
blocked  by  the  excessive  price  demanded  by  some  particular  owner  who  realizes 
that  his  holding  is  essential  to  the  development  of  a large  plan.  Even  where 
these  individual  holdings  are  capable  of  development,  the  owners  can  hardly  be 
expected  to  invest  additional  capital  needed  for  the  improvement  in  competition 
with  municipal  piers.  It  is,  therefore,  as  much  to  the  interest  of  the  individual 
owner  who  is  willing  to  sell  at  a fair  price,  as  it  is  to  the  interest  of  the  entire 
community,  that  the  city  should  be  vested  with  a general  power  of  eminent  domain 
for  the  acquisition  of  wharf  property. 

This  explains  why  the  Legislature  of  191.3  amended  the  law  so  that  it  is  now 
possible  to  acquire  any  water  front  property  needed  for  any  legitimate  purpose  in 
connection  with  the  development  of  the  Port.  The  State  may  aid.  All  of  which 
shows  that  a small  beginning  only  has  been  made  towards  the  creation  of  a mara- 
time  center  at  Philadelphia  that  will  be  second  only  to  New  York  in  the  United 
States,  and  one  of  the  important  ports  in  the  world. 

2.  — Wharves,  Docks  and  Ferries. 

The  accompanying  table,  entitled — Occupation  of  the  Navigable  Water  Fronts 
Along  the  Delaware  and  Schuylkill  Rivers  in  the  City  of  Philadelphia,  as  of  the 
year  1913,  sub-divided  into  north  and  south  wharves,  Delaware  River,  and  east 
and  west  wharves,  Schuylkill  River,  compiled  by  the  Bureau  of  Engineering, 
Public  Service  Commission,  gives  the  location  of  each  property  and  the  owner, 
description  and  dimensions,  with- the  leases  in  force  and  remarks. 


OCCUPATION  OF  THE  NAVIGABLE  WATER  FRONT  ALONG  THE  DELAWARE  AND  SCHUYLKILL  RIVERS  IN  THE  CITY 

OF  PHILADELPHIA  AS  OP  THE  YEAR  1913. 

COMPILED  BY  THE  BUREAU  OP  ENGINEERING,  PUBLIC  SERVICE  COMMISSION. 
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At  the  wharves,  docks  and  ferries  along  the  Delaware  and  Scliuylkill  Rivers  in 
Philadelphia,  about  24,800  men  are  daily  employed  in  the  various  pursuits  common 
to  shipping  and  navigation.  6,000  of  these  employes  work  along  the  Schuylkill 
and  18,800  work  along  the  Delaware  River  front. 

The  piers  along  the  Delaware  River  are  numbered  in  series.  One  series  begins 
at  Market  Street  and  extends  southerly.  Another  series  extends  from  Market 
Street  northerly  to  Port  Richmond.  A third  series  begins  at  Port  Richmond  and 
extends  northerly  to  the  city  line. 

In  1913,  the  first  series  comprised  65  piers ; the  second  series  76  piers ; and  the 
third  series  28  piers,  making  a total  of  169  piers  along  the  Delaware  River. 

There  are  57  bulkheads  or  wharves  along  the  Schuylkill  River,  35  being  along 
the  east  and  22  along  the  west  bank  thereof.  The  dredging  out  of  various  docks 
near  or  into  which  city  sewers  empty  is  done  by  a municipal  plant.  In  addition 
to  the  ordinary  solids  carried  by  sewage,  large  quantities  of  street  dirt  are  brought 
down  by  the  sewers  and  deposited  into  the  River,  a considerable  part  of  which 
settles  in  the  docks,  but  such  sedimentary  matter,  owning  to  the  open  pile  con- 
struction of  most  of  the  wharves,  is  carried  for  a considerable  distance  by  the 
constant  tidal  movements  up  and  down  the  river  from  the  actual  discharging  point 
of  the  sewers. 

The  custom  of  many  owners  of  the  wharves  has  been  to  permit  the  filling  up 
of  the  docks  to  a depth  making  it  difficult  and  frequently  dangerous  to  beach  in 
them.  The  city  has  to  require  such  dock  owners  to  dredge  out  the  docks  to  a depth 
sufficient  to  properly  accommodate  vessels  desiring  to  use  them.  The  depth  should 
be  enough  so  that  the  docks  are  available  continually  for  the  proper  and  safe 
berthing  of  vessels. 


3 — The  Schuylkill  River  Channel. 

The  Schuylkill  River  is  a most  valuable  asset  of  the  Port,  and,  owing  to  the 
U.  S.  Government’s  policy  of  refusing  aid  to  streams  similar  to  it,  located  entirely 
within  the  boundary  of  one  municipality,  the  maintenance  of  the  channel  is  one 
of  the  duties  of  the  city  and  the  State. 


In  Director  Norris’s  report  for  1912  is  the  following: 

“Nearly  fifty  per  cent.  (50%)  of  the  gross  export  tonnage  of  the  port 
originates  on  the  Schuylkill  River,  and  the  channel  is  deserving  of  better 
treatment  than  it  has  heretofore  received.  The  rapid  shoaling  of  this 
channel  is  believed  to  be  due,  not  so  much  to  the  amount  of  silt  brought 
down  from  the  upper  reaches  of  the  stream  and  deposited  in  tide  water 
near  its  mouth,  as  to  the  constant,  gradual  oozing  into  the  narrow  cut 
of  the  improved  channel  of  the  soft  mud  composing  the  bank  and  the 
flats  on  either  side  of  the  stream.  In  connection  with  the  natural  ex- 
pansion of  the  city  _ the  large  improved  area  along  this  stream  would 
quickly  become  desirable  manufacturing  sites  if  reclaimed  from  its 
present  marshy  condition.  The  construction  of  bulkheads  along  the 
river,  and  the  pumping  behind  these  bulkheads  of  the  material  which  is 
very  desirable  to  remove  from  the  channel,  is  the  most  obvious  and  most 
economical  method  of  reclaiming  these  lowlands.  The  bulkheading  of  the 
stream  would  prevent  the  running  into  the  channel  of  the  mud  along  the 
Dank,  and  would  reduce  to  a minimum  the  shoaling  of  the  waterway.” 

The  Schuylkill  River  channel  is  now  in  better  condition  from  its  mouth  to 
Walnut  Street,  as  regards  depth  and  navigability,  than  ever  before.  The  ultimate 
design  is  for  a thirty-foot  channel  from  the  entrance  as  far  as  Passyunk  Avenue, 
a twenty-six  foot  channel  from  this  point  to  Grays  Ferr-y  Bridge,  and  a twenty- 
foot  channel  from  here  to  Walnut  Street. 
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At  the  conclusion  of  dredging  operations  in  1913,  the  following  depths  obtained 


in  the  channel — center  line: 

Between  the  entrance  and  the  Back  Channel, 30  feet. 

From  Back  Channel  to  Penrose  Bridge,  28  feet. 

From  Penrose  Bridge  to  Pa.ssyunk  Avenue,  26  feet. 

From  Passyunk  Avenue  to  Gibson’s  Point, 29  feet. 

Prom  Gibson’s  Point  to  Harrison’s  Wharf, 21  feet. 

From  Harrison’s  Wharf  to  Walnut  Street, 18  teet. 


The  average  width  of  the  Schuylkill  between  bulkheads  is  now  from  500  to  600 
feet.  To  dredge  to  this  width — the  entire  prism  of  the  pier  to  the  finishing  depth — 
is  unnecessary  and  unwarranted  at  this  time.  Property  owners  desiring  to  im- 
prove their  river  frontage  in  cases  where  the  improved  channel  is  not  located  im- 
mediately along  shore  in  front  of  the  bulkhead,  are  given  substantial  co-operation 
by  the  city,  in  extending  the  limit  of  the  necessary  dredging — from  a full  cut  of 
200  feet  in  width — so  that  they  may  properly  utilize  their  properties.  The  city 
will  not  take  the  whole  burden  of  such  dredging. 

Important  legislative  enactment  (191.3)  hereinbefore  referred  to,  authorized  the 
city  to  construct  bulkheads  along  properties  on  the  Schuylkill  and  Delaware  Rivers 
for  the  maintenance  of  the  channel,  and,  eventually,  to  collect  the  cost  from  the 
owners  when  actual  use  of  the  bulkheads  is  made.  The  State  may  aid. 


4. — The  Delmcare  River. 

a— HARBOR  CHANNEL. 

The  thirty-foot  U.  S.  Government  channel  in  the  Delaware  River  extends  offi- 
cially only  as  far  as  Christian  Street.  The  official  depth  of  this  channel  between 
Christian  Street  and  Allegheny  Avenue  is  only  26  feet,  although  throughout  the 
entire  section,  except  for  a short  length  in  front  of  A to  G piers,  the  natural 
channel  is  several  feet  deeper  than  26  feet.  Some  of\the  largest  steamers  sailing 
from  the  Port  now  land  at  piers  “A  to  G”  (North  Wharves,  Port  Richmond)  and 
leave  there  with  a draft  of  28  feet  and  more. 

Although  this  section  of  the  river  comes  within  the  limits  of  the  approved  35-foot 
channel  project,  and  is  within  the  jurisdiction  of  the  U.  S.  Government,  the  city 
at  its  own  expense  has  undertaken  to  afford  temporary  relief  at  Port  Richmond 
tO'  these  large  vessels . The  Federal  Government  work  on  the  35-foot  channel  within 
the  Harbor  limits  was  begun  in  May,  1914.  The  head  of  this  channel  is  just 
above  the  piers  at  Allegheny  Avenue. 

b— SHIP  CHANNEL. 

The  Delaware  ship  channel  during  1912  had  a continuous  depth  of  30  feet  along 
the  entire  center  line  for  the  first  time  in  its  history.  The  30- foot  channel  was 
begun  in  1901,  and  completed  in  March,  1911,  when  the  original  work  was  finished. 
In  his  report  for  1912  Director  Norris  had  this  to  say  about  the  channel: 

“During  the  ten  years  of  its  progress,  maintenance  work,  owing 
to  lack  of  funds,  had  not  kept  up  with  the  original  dredging,  however, 
and  only  about  two  years  before  the  completion  of  the  last  of  this 
“original  work”  surveys  made  by  the  U.  S.  Engineering  Department, 
under  whose  charge  the  improvement  was,  showed  a mean  depth  over 
several  long  shoals— supposed  to  be  completed  portions  of  the  channel— of 
' only  slightly  over  23  feet.  Since  that  time  the  problem  of  the  continuous 
maintenance  of  the  channel  has  been  given  serious  attention,  and  unre- 
mitting work  on  it  has  made  possible  the  above  result  of  a practicable 
30-foot  channel  from  Philadelphia  to  deep  water  in  Delaware  Bay,  a 
distance  of  about  sixty  miles. 
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“The  existence  of  these  shoals  had  been  a source  of  much  annoyance 
to  deep-draft  steamers,  which  had  been  compelled,  in  order  to  success- 
fully pass  over  them,  to  take  advantage  of  the  higher  stages  of  tide  in  the 
River,  and  it  frequently  required  full  tides  to  enable  them  to  get  over 
the  shoals,  and  make  the  passage  between  Philadelphia  and  deep  water 
in  the  Bay.  The  necessity  for  anchoring  between  shoals,  in  connection 
with  the  procedure,  naturally  caused  serious  delays  in  the  passage  of 
vessels,  much  irritation  on  the  part  of  passengers  and  considerable 
financial  loss  to  the  owners.” 

“This  former  difficulty  of  navigating  a channel  containing  shoals 
with  less  actual  depth  by  several  feet  than  the  theoretical  depth  of  the 
channel  is  now  eliminated,  and  the  deepest  draft  vessels  using  the  port 
can  pass  from  one  end  of  the  River  to  the  other  without  difficulty  and  in 
perfect  safety.  The  improvement  in  buoyage  and  lighting  of  the  channel 
has  kept  pace  with  that  of  the  dredging,  and  it  can  now  be  said  that 
Philadelphia  has  one  of  the  best  marked,  best  maintained,  easiest  navi- 
gated and  safest  channels  of  any  of  the  world's  great  ports.” 

c— rP-RIVER  CHANNEL. 

The  twelve-foot  channel  between  Philadelphia  and  Trenton  is  completed  as  far 
as  the  present  steamboat  wharves  at  the  lower  end  of  Ti-enton.  The  work  of  ex- 
tending the  channel  from  that  point  along  the  Trenton  City  front  as  far  as  the 
Pennsylvania  Railroad  stone  arch  bridge  is  now  in  progress  by  the  U.  S.  Govern- 
ment. Its  completion  will  place  Trenton  within  easy  and  economical  communica- 
tion with  Philadelphia.  It  will  also  complete  one  more  link  in  the  chain  of  intei'- 
costal  waterways  which  will  eventually  connect  the  whole  Atlantic  Coast  from 
Maine  to  Florida  in  one  system. 

The  commerce  carried  during  the  fiscal  year  ending  January  30,  1914,  as  reported 
by  the  U.  S.  Engineers  Department,  Philadelphia  Office,  for  this  Upper  Delaware 
River  Section,  amounted  to  1,869, .521  short  tons,  and  consisted  principally  of  coal, 
dairy  and  farm  products,  sand,  gravel,  stone,  brick  and  general,  merchandise.  The 
value  of  all  commerce  carried  was  $8,914,441. 


5. — Municipal  Pier  ConMruciion. 

a — Dock  Street  Pier — No.  16  South  Delaware  Wharves — is  a modem,  concrete 
and  steel  steamship  pier,  120  feet  wide  by  580  feet  long,  built  by  the  city,  and 
opened  January  1st,  1914.  Two  sunken  car  tracks  run  down  the  center  of  this  pier. 
They  connect  the  Belt  Line  Railroad,  thus  affording  access  to  the  tracks  of  all  of 
the  trunk  lines  entering  the  city.  The  structure  is  electrically  lighted  inside  and 
out,  is  provided  with  portable  lights  for  use  inside  of  the  ships  tied  up  at  the 
pier,  and  railroad  cars  on  it,  and  has  an  equipment  of  portable  electric  winches 
for  use  in  supplementing  the  ship  winches  used  for  discharging  cargo.  One  side 
only  has  been  rented.  The  other  is  reserved  for  the  use  of  steamers  not  provided 
with  regular  quarters  elsewhere.  There  are  now  but  few  berths  available  in  the 
harbor  at  which  such  visitors  can  be  accommodated.  The  pier  is  located  at  one 
of  the  most  convenient  points  in  the  harbor,  and  its  facilities  have  been  in  much 
demand.  It  provides  a much  needed  addition  to  the  facilities  of  the  Port.  Though 
not  as  large  as  the  Department  would  have  chosen.  Director  Norris  says  it  is  of 
great  service  in  temporarily  relieving  the  pier  shortage  now  becoming  so  acute. 
Owing  to  this  scarcity  of  present  wharf  accommodations,  the  South  Side  will  be 
maintained  for  the  present  as  an  open  pier  for  the  accommodation  of  all  comers, 
in  the  order  of  their  arrival  and  application  to  space.  This  dearth  of  pier  accommo- 
dations along  the  main  Delaware  water  front  is  not  a good  argument  to  shipping 
lines  to  increase  their  service,  and  it  is  thought  advisable  under  existing  circum- 
stances not  to  rent  this  half  of  the  pier  exclusively  to  any  one  company  or  interest, 
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and  thus  remove  the  Department’s  only  vacant  berth  from  the  market,  but  to  re- 
serve it  for  such  occasional  vessels  as  may  from  time  to  time  be  unable  to  find 
suitable  accommodations  elsewhere,  until  the  two  additional  piers  are  completed, 
when  the  present  condition  of  overcrowding  will  be  much  relieved.” 

b — The  Southioarlc  Piers — Nos.  38  and  40  South  Delaware  Wharves — are  being 
constructed  between  Catharine  and  Christian  Streets,  each  one  of  which  is  180 
feet  wide  and  550  feet  long.  They  are  described  by  Director  Norris  as  follows: 
‘‘Their  foundations  will  be  of  piles  and  concrete,  topped  off  with  a concrete  slab 
floor,  and  surmounted  by  a two-story  steel  and  concrete  warehouse  shed,  except 
at  the  inshore  end  where  a two-story  building  will  be  located.  Two  sunken  car 
tracks  will  run  down  the  middle  of  the  piers,  and  the  most  modern  freight  handling 
equipment  will  be  provided  on  them  for  the  facilitation  of  cargo  movement.  Bulk- 
head sheds  will  connect  the  two  piers  with  each  other,  and  with  the  Philadelphia 
and  Reading  Railway  Company’s  pier — No.  36  South  Delaware  Wharves — located 
just  to  the  northward  of  the  group.  The  docks  between  the  piers  will  be  200  feet 
wide,  which  will  provide  sufficient  space  for  docking  two  vessels  of  large  size  on 
either  side  of  the  dock  with  room  enough  between  them  to  accommodate  the  usual 
number  of  lighters,  barges,  etc.,  engaged  in  taking  or  loading  cargo  over  the 
side  of  the  ship.” 

‘‘Pier  No.  36  of  the  Reading  Company  is  not  designed  for  steamship  trade,  but 
for  the  accommodation  of  car  floats,  although  inasmuch  as  the  style  of  architecture 
of  the  Delaware  Avenue  front  of  the  structure  will  be  uniform  with  that  of  the 
municipal  piers  along  side  of  it,  the  three  will  present  the  appearance  of  one  har- 
monious group.  The  style  is  a modified  Romanesque  handled  in  a broad,  dignified 
manner,  in  concrete,  with  good  lines  and  proportions,  but  no  unnecessary  orna- 
mentation, such  being  considered  superflous  and  inappropriate  in  commercial 
structures  of  this  character.  The  entire  frontage  occupied  by  them  will  be  more 
than  1,000  feet  in  length,  and  the  whole  group  will  be  by  far  the  most  notable 
water  front  improvement  ever  undertaken  in  Philadelphia.”  They  will  have  Belt 
Line  Railroad  connections,  and  be  provided  with  the  most  up  to  date  equipment 
of  every  kind  for  the  economical  handling  of  freight  and  passengers.  One  of  them 
will  be  completed  during  1915,  and  the  other  the  following  year.  Their  approxi- 
mate cost  will  be  $1,000,000  each. 

Q— Delaware  Avenue  Bulkhead— Delaware  Avenue  is  the  through  pier  for  handling 
traffic  along  the  water  front.  That  portion  of  it  between  Callowhill  Street  on  the 
north  and  South  Street  on  the  south  is  150  feet  wide.  This  part  1.2  miles  was 
widened  and  opened  in  the  year  1900.  The  Delaware  Avenue  bulkhead — wall  ex- 
tension between  South  and  Christian  Streets  on  the  south,  and  Callowhill  Street 
and  Fairmount  Avenue  on  the  north,  is  completed  and  paved  to  a width  of  150  feet. 
‘‘This  improved  marginal  street  extends  for  a distance  of  1.8  miles  abreast  of  the 
main  business  section  of  the  City,  along  the  most  used  portion  of  the  Delaware 
water  front.  The  congestion  of  vehicles  and  railroad  traffic  on  the  old  street 
was  such  as  to  cause  great  delay  and  expense,  and  some  risk,  in  connecting  with 
the  transportation  and  local  distribution  of  outbound  and  inbound  steamer  freight, 
and  the  beneficial  effect  of  the  improvement  will  be  immediately  felt  and  appre- 
ciated by  the  water  front  interests. 

“Even  in  the  widened  sections  of  the  Avenue  there  is  much  congestion  of  teams 
at  times,  caused  mainly  by  the  large  number  of  these  desiring  entrance  to  certain 
piers,  at  certain  hours,  and  by  the  interference  of  team  movement  by  railroad 
trains,  either  in  transit  or  packed  on  the  tracks.  It  is  absolutely  impossible  to  for- 
bid the  free  movement  of  trains  at  all  hours  on  this  street  without  very  seriously 
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object  of  this  marginal  avenue,  is  to  serve  as  an  adjunct  to  the  piers,  and  a means 
interfering  with  car  service  to  the  piers,  which  is  out  of  the  question,  considered 
from  the  standpoint  of  good  policy.  The  principal,  and  practically  the  whole 
of  communication  between  them.  Any  interference  with  its  free  use  for  this 
purpose  is  improper  and  unfair  to  the  shipping  interests.  Rigid  traffic  rules 
covering  both  train  and  vehicular  movements  on  this_  street  are  necessary,  and 
pedestrian  traffic  across  the  street  should  be  as  nearly  completely  eliminated  as 
possible.” 

At  the  foot  of  Market  and  Chestnut  Streets  there  are  Ferry  Crossings.  Boat 
loads  of  passengers  seriously  interfere  with  team  and  car  movement  on  Delaware  Ave- 
nue at  these  crossings.  During  certain  hours  the  interference  is  practically  constant. 
For  the  safety  of  the  pedestrians  and  the  convenience  of  the  wagon  and  car  opera- 
tions, this  pedestrian  traffic  should  be  removed  entirely  from  the  street,  by  the 
possibility  of  carrying  this  traffic  over  the  avenue  by  foot-bridges  running  from 
the  easterly  side  of  the  avenue  up  Market  and  Chestnut  Streets  to  the  Front  Street 
intersection.  The  street  grades  at  these  two  principal  points  of  crossing  Dela- 
ware Avenue  are  favorable  for  such  a plan. 

6.  — Notable  Private  Water  Front  Facilities. 

Perhaps  the  most  noteworthy  private  water  front  facilities  are  those  of  the  Phila- 
delphia and  Reading  Company  at  the  Port  Richmond  terminal  docks  and  piers, 
and  those  of  the  Pennsylvania  Railroad  Company  at  Girard  Point  on  the  Schuyl- 
kDl  River,  and  at  Greenwich  Point  on  the  Delaware.  At  Port  Richmond,  begin- 
ning at  the  foot  of  Cumberland  Street  and  extending  northerly,  are  piers  Nos. 
18  to  1 inclusive  and  piers  A to  J inclusive,  owned  by  the  Philadelphia  and  Reading 
Railway  Company.  These  terminal  facilities  cover  a continuous  stretch  of  about 
one  mile  along  the  Delaware  River.  They  constitute  series  No.  3,  north  wharves. 
1,700  men  are  daily  employed  at  the  Port  Richmond  terminal  piers.  Pier  No.  14 
of  this  series  is  an  iron  ore  dock  provided  with  modern  hoisting  apparatus.  Pier 
No.  12  is  a modern  grain  elevator.  Piers  A td  D are  export  piers  and  are  leased 
by  various  ocean  steamship  lines.  Piers  G to  H are  for  very  heavy  freight  busi- 
ness and  any  vessel  may  dock  there  having  business  with  the  company.  Pier  J is 
where  cars  are  loaded  on  to  flat  boats  for  transportation  in  the  harbor.  The  other 
piers  are  coal  wharves  principally.  At  Girard  Point  there  are  two  new  concrete 
piers,  a new  concrete  grain  elevator  of  1,000,000  bushels  storage  capacity,  and  two 
mechanical  ore  unloaders  with  a capacity  of  6,000  tons  per  day.  At  Greenwich 
Point  there  is  mechanical  car  dumping  apparatus  for  the  quick  loading  of  coal  in 
vessels . 

7.  — Belt  Line  Railroad. 

The  Belt  Railroad  was  conceived  and  undertaken  about  twenty-flve  years 
ago  for  the  development  of  the  Port.  Lack  of  sufficient  capital  and  of  the 
proper  spirit  of  co-operation  between  it  and  the  other  railroad  companies 
has  prevented  the  thorough  co-ordinating  of  the  business  of  the  City’s  water 
front.  The  authorities  of  the  road  have  not  operated  cars  over  it.  In  fact 
there  is  no  equipment  belonging  to  the  Road,  and  the  tracks  are  insufficient  in 
length  to  connect  the  various  working  parts  of  the  water  front  with  each  otlmr. 

Director  Norris  thinks  the  Belt  Line  Railroad  should  be  in  the  hanTls  of  the 
general  port  administration,  of  which  it  must  necessarily  be  an  important,  and 
indeed  an  essential  part.  But,  in  any  event,  its  management,  he  thinks— should 
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be  independent  of  and  superior  to  the  necessity  of  operating  merely  by  the  grace 
of  the  trunk  line  railroads  as  at  present.  This  means  a complete  system  of  tracks, 
car  storage  yards  and  locomotives  for  the  physical  handling  of  Belt  Line  trains 
independent  of  the  railroads  contributory  to  the  movement. 

Early  in  the  year  1914,  a plan  was  agreed  upon  by  the  City,  the  Belt  Line  Rail- 
road Company,  the  Pennsylvania  and  the  Baltimore  and  Ohio  Railroad  Companies 
for  the  extension  of  the  Belt  Line  Railroad  service,  and  for  the  abolition  of  all 
grade  crossings  in  South  Philadelphia,  except  on  Delaware  Avenue,  where  it  is 
impracticable  for  the  present,  and  for  a short  distance  on  Washington  Avenue ; 
the  relocation  of  the  lines  of  the  three  railroads ; the  establishment  of  large  car 
storage  and  classification  yards  and  steamship  terminals  by  the  Pennsylvania  and 
Belt  Line  Companies  between  Greenwich  Point  and  the  Navy  Yard  reservation  at 
League  Island ; the  erection  of  new  piers,  the  incidental  extension  widening  and 
paving  of  Delaware  Avenue,  southward  from  its  present  physical  terminus  at 
Christian  Street  to  the  said  yards  at  Greenwich  Point;  and  for  the  readjustment 
of  tracks  on  this  street.  Before  June  30,  1914,  contracts  were  let  and  work  was 
in  progress.  A more  detailed  explanation  of  this  vast  improvement  is  given  here- 
inafter. 

About  this  enormous  project  Director  Norris  has  the  following  to  say  in  his 
1913  report: 

“Belt  Line  Railroad  facilities  are  guaranteed  under  the  agreement 
to  every  wharf  on  the  South  Philadelphia  water  front,  and  the  debili- 
tating effect  of  the  monopolizing  of  railroad  service  on  piers  by  one  line 
of  railroad  only  is  forever  eliminated  as  a factor  in  restricting  the  trade 
of  the  Port.  One  of  Philadelphia’s  most  telling  arguments  and  induce- 
ments to  prospective  new  entries  in  the  field  of  steamship  service  to  their 
Port,  has  been  the  existence  along  the  central  portion  of  the  river  front 
of  a free  field  for  railroad  competitors,  all  the  piers  between  Callowhill 
and  Queen  Streets  being  able  to  obtain  freight  service  from  any  one  of 
the  great  trunk  line  railroads  coming  into  the  City.  The  new  agreement 
extends  this  Belt  IJne  service  over  three  miles  more  of  water  front. 

This  guaranty  of  equal  service  to  all  piers  by  all  the  railroads  is  one  of 
the  strongest  safeguards  against  the  possibility  of  improper  attempts  at 
the  domination  and  restriction  of  water  commerce  by  any  one  or  two 
interests,  however  powerful.” 

“The  former  development  of  this  section  (South  Philadelphia)  has  been 
in  a casual,  haphazzard  manner  in  pursuance  of  a hand-to-mouth  policy 
of  providing  improvements  for  the  needs  of  the  moment,  and  not  much 
longer.  Streets  which  should  be  important  avenues  of  traffic  are  now 
occupied  by  surface  lines  of  railroad  tracks  to  the  practical  exclusion 
of  proper  vehicular  traffic  on  them ; a considerable  portion  of  the  city 
is  blocked  off  for  development  by  the  presence  of  surface  tracks  running 
across  town,  practically  from  river  to  river;  a large  section  of  the 
water  front  is  occupied  by  these  companies,  but  with  such  indifferent 
improvements  and  facilities,  that  they  are  satisfactory  neither  to  the 
railroad,  the  city  government,  nor  the  public.  The  new  agreement 
provides  a practicable  working  plan,  acceptable,  after  various  com- 
promises, to  all  interests,  under  which  an  extensive  and  economical 
utilization  of  the  entire  capacity  of  the  water  front  of  this  section  can  be 
made.  In  short,  by  it,  order  has  been  established  otit  of  chaos.” 
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III.  COMPEEHENSIVE  POLICY  FOR  PORT  DEVELOPMENT 


PROJECTED  IMPROVEMENTS  — CITY  DEPARTMENT  OF 
WHARVES,  DOCKS  AND  FERRIES. 

1. — Need  of  Increased  Facilities. 

The  acute  necessity  for  increasing  the  facilities  of  the  port  for  handling  com- 
merce, has  been  partially  demonstrated  in  the  foregoing  presentation  of  facts 
and  reasoning  therefrom.  The  port  is  not  in  a position  to  offer  adequate  ac- 
commodations for  new  steamship  lines,  or  for  the  expansion  of  existing  services. 
This  lack  of  proper  facilities  discounts  any  business  campaign  that  might  other- 
wise be  substantially  entered  into  for  the  radical  enlargement  of  the  port  busi- 
ness. Director  Norris’  appeal  puts  the  issue  clearly.  He  said:  “The  increase  in 
the  amount  of  shipping  seeking  accommodation  in  the  ports  of  the  Atlantic  Coast 
is  inevitably  going  to  be  large  within  the  next  few  years.  In  the  first  place,  the 
normal  growth  of  the  country  and  the  consequent  increase  in  overseas  trade  must 
have  accommodations  provided  for  it;  secondly,  the  opening  of  the  Panama  Canal, 
while  its  precise  result  is  impossible  to  forecast,  will  undoubtedly  enormously 
stimulate  the  interchange  of  commodities  between  the  Atlantic  and  Pacific  States 
by  sea,  the  coal  and  manufactured  products  of  the  East  being  sent  westward, 
and  the  fruit,  oil  and  lumber  of  the  west  being  returned  in  exchange,  and  thirdly, 
owing  to  the  fact  that  the  shipping  facilities  of  New  York  Harbor  is  as  much, 
if  not  more,  behind  the  times  than  other  cities  in  affording  the  necessary  pier 
accommodations  to  take  care  of  it,  much  of  the  trade  formerly  going  to  that  port, 
as  a matter  of  habit,  will  be  seeking  other  outlets  wherever  offered.” 

“This  is  realized  by  the  New  York  authorities,  as  well  as  those  of  other  ports, 
and  the  most  tremendous  efforts  will  be  made  on  their  part  to  retain,  as  hereto- 
fore, the  lion’s  share  of  not  only  the  old,  but  also  the  new  commerce.  That  this 
condition  is  apparent  to  practically  all  of  the  Port  authorities  on  the  Atlantic 
Coast  is  evident,  and  all  of  them  pre  preparing  to  fight  for  this  trade  to  their 
fullest  ability.  Boston  and  Baltimore,  our  nearest  ports  and  keenest  rivals,  are 
fully  awake  to  the  situation,  and  Philadelphia  must  not  only  realize  it,  but  must 
take  proper  and  immediate  steps  to  take  full  advantage  of  this  rare  opportunity.” 

“That  Philadelphia’s  natural  and  artificial  advantages  are  not  only  unexcelled ; 
but  approached,  by  either  Boston  or  Baltimore,  hardly  admits  of  controversy. 
Located  on  an  excellent  deep  water  channel,  with  a large  producing  and  conve- 
nient territory  tributary  to  it,  with  direct  connections  to  three  independent  trunk 
line  railroads,  Philadelphia’s  facilities  for  securing  and  accommodating  a large 
commerce  are  of  the  very  first  rank.  New  York  offers  some  questionable  advantages 
to  those  steamship  lines  conveying  goods  destined  for  consumption  by  the  enormous 
population  composing  her  metropolitan  district,  which  insures  her  permanent  con- 
trol of  this  branch  of  trade.  The  transatlantic  passenger  express  traffic  is  also 
largely  in  her  hands,  and  is  likely  to  so  remain  for  several  very  good  and  very 
natural  reasons.  As  far  as  her  facilities  for  economical  handling  of  goods  intended 
for  trans-shipment  into  the  Mississippi  Valley  and  Western  States  is  concerned, 
however,  she  cannot  now,  and  never  can,  compare  with  Philadelphia,  except  with 
the  assistance  of  discriminatory  freight  rates.  The  fact  that  by  far  the  largest 
number  of  her  wharves  are  located  on  the  wrong  side  of  the  Hudson  and  East 
Rivers  places  upon  goods  landed  at  these  wharves  an  extra  handling  cost  so 
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large  that  nothing  but  the  assistance  of  the  railroad  and  steamship  lines  with 
unfair  freight  rates  discriminations  can  enable  New  York  to  compete  with  Phila- 
delphia in  this  trade.  The  incidental  lighterage  charges,  to  which  all  of  the 
steamship  freight  handled  in  that  city  is  subject,  are  alone  enough  to  impose  a 
handicap  on  her  commerce  sufficiently  powerful  to  enable  her  rivals  to  obtain  their 
rightful  share,  were  the  fact  but  realized  and  acted  upon  by  them.” 

“In  none  of  these  three  cities.  New  York,  Boston  and  Baltimore,  is  the  con- 
figuration of  the  shores  surrounding  their  harbor  of  such  a character  as  to  permit 
of  the  same  perfect  co-ordination  between  the  steamship  terminals  and  the  rail- 
roads that  would  be  so  easy  of  navigation  here  in  Philadelphia  with  a little  effort 
on  our  part.” 

“The  time  is  rife  for  Philadelphia  to  reassert  itself  and  again  take  to  its  old- 
time  place  as  one  of  the  world’s  foremost  ports.  That  it  is  in  no  position  to  do 
so  until  its  docking  and  railroad  facilities  are  enormously  increased  needs  no  argu- 
ment to  any  outside  mind.  Cities,  in  so  far  as  their  piers  are  concerned,  are 
exactly  in  the  position  of  landlords  of  public  houses.  Such  a landlord  must  needs 
have  accommodations  to  offer  before  he  can  expect  to  draw  trade.  His  would-be 
guests  cannot  deal  with  him  on  the  basis  of  future  promises,  and  before  he  can 
reasonably  ask  their  patronage  he  must  complete  his  preparations  for  housing  and 
feeding  them,  and  be  ready  to  show  his  accommodations,  and  demonstrate  his 
ability  to  administer  them.  In  exactly  similar  manner  a Port  desiring  to  extend 
its  old  business  and  draw  new  to  it  cannot  deal  in  vague  generalities  and  promises 
of  possible  future  accommodations  for  taking  care  of  it,  but  must  build  its  piers, 
its  warehouses  and  railroad  connections,  and  be  prepared  to  make  offers  of  definite 
service  to  inquiring  steamship  companies,  instead  of  indefinite  offers  based  upon 
hypothetical  improvements.” 

“The  City  of  Philadelphia  is* now  standing  face  to  face  with  a great  opportunity. 

If  it  advances  to  meet  it  with  a rational  program  of  actual  accomplishment  it 

can  be  grasped,  to  the  city’s  everlasting  credit.  If  it  enters  upon  the  campaign 
with  hesitant  faith  and  faltering  steps  it  will  meet  with  nothing  but  rebuff  and 
failure — and  rightly  so.” 

2 — The  General  Scheme  of  Development. 

In  a number  of  sections  of  the  present  built-up  water  front  of  the  city,  sites 
are  obtainable  at  reasonable  prices,  and  are  suitable  in  other  respects  for  develop- 
ment. Located  in  the  comparatively  central  section  between  Washington  Avenue 
on  the  south  and  Columbia  Avenue  on  the  north,  there  are  sites  for  the  construc- 
tion of  single  piers  or  small  groups  of  piers  of  moderate  size,  for  the  use  of  either 

river  or  bay  or  coastwise  or  ocean  freight  purposes.  According  to  the  general 
scheme  adopted  by  the  city,  the  first  move  for  the  development  of  the  port  has  been 
to  acquire  some  of  these  sites — Dock  and  Southwark  improvements.  The  second 
logical  move  is  the  gradual  extension  southward  of'  a comprehensive  system  of  long, 
wide  piers,  with  adequate  car  storage  yards  and  other  railroad  facilities,  com- 
mencing at  iMoore  Street  and  extending  to  the  Greenwich  piers.  This  plan  keeps 
actual  present  conditions  in  view,  and  provides  for  logical  expansion.  The  im- 
provements so  far  suggested  -wmiild  adequately  care  for  Philadelphia’s  probable 
growth  of  commerce  for  some  time.  The  section  is  convenient  to  railroad  con- 
nections and  trolley  lines  and  for  local  distribution  of  freight  by  truck. 

After  these  facilities  are  utilized  fully,  the  development  of  the  lower  region  of 
the  Delaware  River  front  below  Greenwich  Point  and  along  the  lower  Schuylkill 
can  be  undertaken.  To  take  up  these  outlying  sections  first,  to  the  neglect  of  the 
obviously  far  better  pier  sites  nearer  the  central  city,  appeared  to  the  Department 
to  be  out  of  the  question. 
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3 —  Southwark  Piers. 

In  keeping  with  the  comprehensive  policy  outlined,  the  Southwark  piers  have 
been  located  on  the  Delaware  River  front  near  Christian  Street  as  heretofore 
described . 

4 —  Penn  Treaty  Pier. 

A single  pier  is  projected  on  the  Delaware  River  front  between  Columbia  Avenue 
and  Palmer  Street, — North  Wharves.  The  location  is  in  the  heart  of  a manufac- 
turing district.  No  wharf  capable  of  accommodating  ocean  steamers  is  found  for 
a distance  of  over  a mile  on  either  side.  The  land  is  wide,  and  of  such  universal 
depth  that  it  has  been  planned  to  locate  a series  of  open-air  markets  on  the  plaza 
between  the  end  of  the  wharf  and  Beach  Street,  upon  which  the  property  fronts. 
The  pier  is  to  be  120  feet  by  500  feet,  of  a permanent  type  of  construction,  with 
pile  and  concrete  substruction,  surmounted  by  a two-story  shod,  equipped  with 
railroad  tracks,  etc.  The  market  sheds  in  front  of  the  piers  are  to  be  open-sided. 
The  project  is  estimated  to  cost  $500,000. 

5. — Moyamensing  Improvement. 

The  established  bulkhead  and  pierhead  lines  in  the  central  section  of  the  city 
fixes  and  limits  the  length  of  the  piers  to  about  550  feet.  A pier  1,000  feet  long 
takes  up  no  more  bulkhead  river  than  one  500  feet  long,  and  naturally  furnishes 
berthing  space  for  twice  as  many  vessels.  All  of  the  present  city  piers  are  too 
contracted  in  width.  Future  piers  should  be  not  less  than  250  feet  wide. 

The  proposed  improvement  next  in  chronological  order  is  a group  of  long,  wider 
piers,  to  be  known  as  the  Moyamensing  Improvement,  the  name  being  that  of  the 
old  district  of  the  city  in  which  they  are  located.  There  will  be  ten  piers,  the  first 
one  located  at  McKean  Street  and  the  group  extending  from  that  point  down  to 
Hoyt  street,  including  the  site  of  the  present  coal  terminals  of  the  Pennsylvania 
Railroad  and  Greenwich  Point.  On  the  property  vacated  by  the  Railroads  and  some 
additional  frontage  of  now  wholly  unused  privately-owned  property,  the  ten  pro- 
posed city  piers  will  be  located.  These  will  be  of  considerably  greater  size  than 
any  now  constructed  in  Philadelphia,  it  being  recognized  that  the  modern  cargo- 
carrying steamer,  with  an  enormously  increased  freight  capacity  over  those  of 
but  a few  years  back,  absolutely  requires  much  greater  wharf  space. 

The  new  piers  will  range  in  length  from  900  to  1200  feet  and  in  width  from  250 
to  300  feet,  with  docks  between  them  of  approximately  the  same  width.  The  first 
pier  at  McKean  Street  will  be  250  feet  wider  and  900  feet  longer — the  smallest  of  the  . 
series.  The  money  is  in  hand  for  starting  this  pier.  The  others  are  expected  to 
follow  as  needed  from  year  to  year,  consistent  with  the  port  development.  Each 
pier  will  be  two  stories  in  height,  provided  with  electric  lighting  and  mechanical 
freight  handling  equipment,  and  will  afford  berthing  space  for  four  steamers  at 
one  time.  Sunken  car  tracks  will  run  out  on  the  pier  for  its  whole  length  and  ample 
car  storage  space  will  be  provided  outside  of  the  piers  between  its  entrance  and 
Delaware  Avenue  to  guarantee  prompt  shifting  service  of  cargo  in  and  out. 

“The  lack  of  car  storage  space  near  piers  is  one  of  the  great  deficiencies  of  the 
present,  and  makes  impossible  the  rapid  discharge  and  loading  of  cargo  from  and  to 
vessels  on  account  of  the  extreme  difficulty,  with  the  present  inadequate  trackage 
facilities,  of  having  shifts  of  cars  made  in  and  out  of  piers  as  often  as  desired. 
The  capacity  of  the  standard  freight  car  is  only  forty  or  at  most  fifty  tons,  and 
half  of  this  amount,  say  twenty  to  twenty-five  tons  may  conservatively  be  assumed 
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as  the  average  car  load  of  freight  as  actually  carried.  About  one-half  of  the  freight 
received  on  Philadelphia  wharves  from  over  seas  is  trans-shipped  inland,  so  that 
it  can  readily  be  seen  that  literally  hundreds  of  cars  are  needed  to  accommodate 
the  freight  from  only  one  steamer  of  fair  size  carrying  from  5,000  to  10,000  tons  of 
cargo.  This,  of  course,  necessitates  a number  of  complete  changes  of  cars  per 
day  for  an  active  pier,  and  clearly  points  out  the  necessity  for  commodious  car 
yards  as  among  the  immediate  adjuncts  of  steamship  terminal  piers.” 

This  is  why  the  Director  thinks  that  preferably  the  movement  of  these  cars  should 
be  tinder  the  charge  of  the  same  management  as  the  water  front  operations  them- 
selves, as  they  are  an  essential  part  of  them,  or  at  least  under  a management 
independent  of  control  by  anj^  one  railroad  company.  Each  of  the  ten  big  piers 
is  estimated  with  its  equipment  to  cost  $1,500,000  including  property. 

6. — League  Island  Municipal  Docks. 

Between  the  end  of  the  INIoyamensing  group,  w'hich  extends  to  the  present  Point 
House  Wharf  of  the  Pennsylvania  Railroad  Company,  and  the  upper  end  of  the 
Navy  Yard  reservation  at  League  Island,  ample  space  is  left  along  the  water 
front  opposite  the  point,  freight  and  car  yards  of  the  railroads  for  construction  of 
such  steamship  and  car  float  wharves,  coaling  trestles,  and  other  water  front 
facilities  as  may  be  needed  by  them. 

A proposition  has  been  submitted  by  Director  Norris  to  the  Navy  Department 
for  the  construction  of  the  League  Island  Municipal  Docks,  to  be  located  to  the 
south-ward  of  these  railroad  wharves  on  the  Beach  Channel  in  the  rear  of  League 
Island  between  Broad  Street  and  the  Delaware  River.  This  will  be  on  the  north 
shore  of  the  Channel  in  the  neglected  section  of  the  Navy  Yard  between  this  inlet 
and  Governor  Avenue,  which  street  will  mark  the  boundary  of  the  joint  freight 
yard. 

‘‘The  improvement  proposed  is  along  very  simple  lines,  consisting  merely  of  the 
formation  of  a channel  of  sufficient  width  and  depth  for  modern  steamers  by 
straightening,  widening  and  deepening  the  present  tortuous  Back  Channel,  the  con- 
struction of  a long,  substantial  concrete  quay  wall,  and  on  the  land  back  of  this 
wall  the  erection  of  a long  row  of  storage  warehouses.  These  sheds  will  be  flanked 
on  both  sides  by  railroad  tracks  and  loading  platforms,  and  served  by  a number  of 
electric  traveling  cranes  located  between  the  houses  and  the  edge  of  the  quay  wall 
end  used  for  transferring  freight  to  and  from  the  ships  and  sheds  along  the  quay. 
This  improvement  will  be  very  similar  in  appearance  to  many  European  develop- 
ments, and  is  the  natural  and  obvious  plan  to  use  in  this  particular  Ideality.  About 
6,000  feet  of  quay  can  be  constructed  within  the  limits  of  the  reservation,  and  con- 
sidering the  large  berthing  space  provided  by  it,  the  estimated  cost  of  the  entire 
project,  about  $1,000,000,  is  very  low.  The  close  proximity  of  the  largest  railroad 
yards  in  the  city  would  give  it  unusual  facilities  for  the  economical  handling  of 
bulk  freight  intended  for  inland  points  of  destination,  and  its  nearness  to  the  in- 
dustrial factory  section,  which  it  is  expected  will  develop  just  to  the  northward 
of  these  yards  would  be  a great  advantage.  As  director  Norris  has  put  it,  ‘‘The 
Navy  Y'ard  property  was  presented  by  the  city  of  Philadelphia  to  the  U.  S.  Gov- 
ernment in  1868.  Less  than  one-third  of  its  more  than  900  acres  is  now  occupied 
by  the  Navy  establishment,  and  the  portion  of  the  yard  proposed  to  be  utilized 
for  the  above  dock  has  never  been  used  or  occupied  for  any  purpose  whatever  dur- 
ing the  history  of  the  Yard,  and  probably  would  not  be  in  the  natural  course  of 
events  for  many,  many  years,  if  ever.  It  would  be  so  manifestly  to  the  advantage 
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of  the  Navy  that  the  city  should  build  this  splendid  steamship  and  railroad  terminal 
right  at  its  door,  available  as  it  would  be,  in  case  of  war,  as  an  invaluable  addi- 
tion to  the  Yard’s  wharfage  and  shipping  facilities  for  fitting  out  and  coaling 
vessels  of  war,  transports,  colliers,  etc.,  that  no  difficulty  should  be  experienced 
in  obtaining  the  consent  of  the  Government  to  transfer  back  to  the  city’s  guar- 
dianship the  small  area  of  land  involved,  something  less  than  40  acres  of  space, 
or  about  4%  of  its  total  area.” 

PROJECTED  IMPROVEMENTS— SOUTH  PHILADELPHIA,  CITY 
DEPARTMENT  OF  PUBLIC  WORKS. 

The  proposed  engineering  works  in  South  Philadelphia,  involved  in  changes  in 
Public  Highways,  Railroad  Facilities,  Docks  and  Piers,  as  set  forth  in  the  agree- 
ment authorized  by  ordinance  of  the  Select  and  Common  Councils  of  the  City  of 
Philadelphia,  were  approved  by  the  Mayor  February  14th,  1914,  and  a Certificate 
of  Public  Convenience  therefor  was  later  issued  by  the  Public  Service  Commission 
of  the  Commonwealth  of  Pennsylvania . 

1- — The  Vital  Object  of  The  Proposed  Changes. 

The  plans,  comprised  in  the  said  agreement,  contemplate  in  their  ultimate  en- 
tirety the  utilization  of  the  Delaware  River  front,  and  the  Schuylkill  River  front 
as  a water  terminal  for  general  commercial  purposes,  in  order  that  Philadelphia 
may  become  as  great  a factor  in  the  world’s  trade  as  other  inland  ports. 

The  City  Department  of  Wharves,  Docks  and  Ferries  is  planning  the  construction 
of  a number  of  municipal  piers,  each  pier  to  be  twelve  hundred  (1200)  feet  long  by 
three  hundred  (300)  feet  wide,  with  docks  between  of  the  same  width  as  the  piers 
and  with  railroad  tracks  along  the  end  of  the  piers,  adjacent  to  the  bulkheads,, 
and  paralleling  the  great  public  thoroughfare  named  Delaware  Avenue. 

West  of  said  Avenue  sites  for  storage  warehouses  are  planned  and  back  of  them 
a factory  section  is  laid  out,  where  manufactories  using  large  quantities  of  im- 
ported raw  material,  may  be  established  to  advantage.  Beyond  this  the  section 
is  planned  for  residential  up-building  and  general  development. 

The  consummation  of  this  project  will  mean  the  most  extensive,  complete  and 
modern  steamship  and  railroad  terminal  in  the  world.  The  work  must  he  done 
gradually;  first,  because  of  its  magnitude  and  cost;  and  second,  because  after  the 
first  fundamental  changes  shall  have  been  made,  the  utilization  of  the  facilities 
afforded  must  determine  the  manner  and  time  of  making  extension . 

To  make  the  primary  changes  provided  for  in  the  said  agreement  of  February, 
1914,  will  require  five  years.  Furthermore,  even  this  start,  involves  an  outlay 
of  $20,000,000. 

2. — The  Extent  of  City  Territory  Embraced  by  the  Proposed  Changes. 

The  South  Philadelphia  territory  to  be  covered  by  the  projected  improvements 
is  about  3 miles  long  and  upwards  of  3 miles  wide.  It  is  bounded  on  the  east  by 
the  Delaware  River,  on  the  west  by  the  Schuylkill  River,  and  on  the  south  by 
the  Philadelphia  navy  yard,  which  is  on  League  Island  in  the  Delaware  River. 

From  the  northern  boundary  of  said  district  (Christian  Street)  southerly,  for  a 
mile  and  a half,  the  territory  is  closely  built  up  and  densely  inhabited — excepting 
the  westerly  section.  Real  estate  development  operations  have  ceased  abruptly  at 
Oregon  Avenue.  This  highway  extends  east  and  west  across  the  peninsula.  South 
of  Oregon  Avenue  the  land  is  undeveloped  for  municipal  purposes  and  much  of  it  is 
subject  to  tidal  overflow,  or  would  be  if  it  were  not  for  dykes  and  tide  gates. 
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Midway  of  the  peninsula,  and  extending  north  and  south,  is  the  thoroughfare 
known  as  Broad  Street.  From  Oregon  Avenue  to  the  navy  yard,  this  street  is 
now  being  built  by  the  city  as  a boulevard  with  special  parkway  treatment.  The 
southern  section  of  Broad  Street  passes  through  League  Island  Park,  which  is 
also  an  extensive  city  project  in  process  of  construction. 

3. — Existing  Railroad  Facilities  in  South  Philadelphia. 

Three  railroad  companies  are  involved  in  the  South  Philadelphia  project ; 
namely,  the  Pennsylvania  Railroad  Company,  the  Baltimore  and  Ohio  Railroad 
Company,  and  the  Philadelphia  Belt  Line  Railroad  Company. 

a— THE  BELT  LINE  COMPANY. 

The  Belt  Line  Company,  although  legally  a corporation  for  profit,  is  in  fact 
a corporation  created  and  existing  in  the  public  interest.  It  is  fostered  by  the  city, 
the  trade  organizations  control  a majority  of  the  stock,  the  company  has  no  capital, 
does  not  build  or  operate  facilities,  but  owns  a franchise  route  along  the  Dela- 
ware River  front  and  about  one-third  of  the  way  up  the  Schuylkill  River  front. 
It  simply  leases  transportation  right  to  any  railroad  company  desiring  river  front 
facilities.  The  intent  in  creating  this  company  was  to  prevent  a monopoly.  It  has 
by  contract  permitted  a portion  of  its  route  along  the  Delaware  in  South  Phila- 
delphia to  be  used  by  the  so-called  Delaware  Extension  of  the  Pennsylvania  Rail- 
road, and  by  the  Baltimore  and  Ohio  Railroad,  under  terms  providing  for  inter- 
change of  traffic. 

b— THE  PENNSYLVANIA  COMPANIES. 

1-b — (Washington  Avenue  Branch!. 

The  Pennsylvania  Railroad  lines  enter  South  Philadelphia  from  the  west,  being 
bridged  over  the  Schuylkill  River  at  two  points  near  the  northern  boundary  of  the 
district. 

The  old  Philadelphia,  Baltimore  and  Washington  Railroad — now  known  as  the 
Washington  Avenue  Branch — crosses  the  Schuylkill  River  immediately  south  of 
Gray’s  Ferry  Avenue  bridge  and  extends  along  its  own  right-of-way  south  of  and 
adjacent  to  the  said  avenue  to  Washington  Avenue,  a distance  of  about  1 mile, 
crossing  in  this  length,  17  public  highways,  all  at  grade,  and  the  Baltimore  and 
Ohio  Railroad,  the  latter  being  in  tunnel;  thence  after  crossing  at  grade  the  Dela- 
ware extension  of  the  Pennsylvania  Railroad,  it  extends  easterly  in  Washington 
Avenue  across  the  city  to  Delaware  Avenue,  a distance  of  2 1-3  miles,  crossing  in 
this  length  30  public  highways,  all  at  grade. 

At  the  Broad  Street  crossing,  where  formerly  was  located  the  old  P.  B.  & W. 
passenger  station,  is  now  located  a freight  station.  East  and  west  of  Broad  Street 
in  said  avenue  there  are  storage  tracks.  Also  along  Gray’s  Ferry  Avenue,  in 
the  neighborhood  of  29th  and  30th  Streets,  there  is  a storage  yard  on  land  owned 
by  the  company.  Furthermore,  for  nearly  one-half  a mile  along  the  Delaware 
River,  at  the  foot  of  Washington  Avenue,  the  company  has  extensive  yards,  docks 
and  piers. 

2-b — (Delaware  Extension.) 

The  so-called  Delaware  Extension  of  the  Pennsylvania  Railroad  crosses  the  Schuyl- 
kill River  opposite  Christian  Street,  via  the  Arsenal  Bridge,  this  bridge  having 
been  built  high  (some  10  years  ago!  in  anticipation  of  an  elevation  of  the  railroad 
lines  in  South  Philadelphia  : thence  it  descends  to  the  grade  of  Gray’s  Ferry  Avenue 
and  Washington  Avenue  in  a distance  of  less  than  2000  feet ; thence  passing  south- 
erly along  25th  Street  and  across  the  Baltimore  and  Ohio  Railroad  tracks,  a total 
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distance  of  about  2 miles,  it  crosses  8 public  highways,  all  at  grade,  the  last  one 
being  Passyunk  Avenue,  making  10  street  crossings  to  this  point;  thence  it  extends 
easterly  in  a straight  line  along  the  company  right-of-way  to  the  Pennsylvania 
Company’s  piers  at  Greenwich  Point  on  the  Delaware  River,  where  the  company 
has  extensive  land  holdings  and  tei’minal  facilities.  Along  this  easterly  stretch  of 
3 miles  of  main  running  track,  4 public  highways  are  crossed,  all  at  grade.  Exten- 
sive freight  classification  yards  abut  the  line.  The  land  is  unimproved  adjoining 
the  tracks.  Thence  the  Delaware  Extension  passes  northerly  in  Swanson  Street 
and  in  Delaware  Avenue,  a distance  of  1|  miles  to  Washington  Avenue  and  the 
yards  and  piers  of  the  Pennsylvania  Company  lying  between  Reed  Street  and 
Queen  Street : thence  the  said  Delaware  Extension  tracks  are  laid  northerly  in 
Delaware  Avenue  by  agreement  with  the  said  Belt  Line  Company. 

Along  the  lines  of  the  Delaware  Extension  between  Greenwich  Point  and  Wash- 
ington Avenue,  15  streets  are  crossed,  all  at  grade. 

3-h-r^Girard  Point  Branch). 

The  Girard  Point  Branch  of  the  Delaware  Extension,  begins  at  the  South  end 
of  the  25th  Street  line,  near  Bigler  Street,  and  pursues  a circuitous  course  to  the 
west  and  south,  terminating  south  of  Penrose  Avenue  at  the  Girard  Point  Storage 
Company’s  yards,  piers  and  grain  elevators  on  the  Schuylkill  River,  the  length 
of  this  branch  being  approximately  1 1-3  miles,  along  which  3 highways  are  crossed, 
all  at  grade. 

4-b — (Schuylkill  River  Branch.) 

The  Schuylkill  River  Branch  extension  is  a prolongation  of  the  Girard  Point 
Branch  easterly  to  Broad  Street  and  the  Philadelphia  navy  yard,  a distance  of 
miles,  in  which  1 street  only  is  crossed  and  that  at  grade. 

Excluding  Delaware  Avenue  and  Swanson  Street,  where  changes  do  not  involve 
the  abolition  of  grade  crossings,  it  appears  that  the  Pennsylvania  Railroad  Com- 
panies maintain  67  grade  crossings  of  highways  in  South  Philadelphia. 

c— THE  BALTIMORE  AND  OHIO  COMPANIES. 

1-c — (Schuylkill  River  East  Side  Railroad.) 

The  Baltimore  and  Ohio  Railroad  also  enters  South  Philadelphia  in  the  northwest 
corner  of  the  district,  crossing  the  Schuylkill  River  2000  feet  downstream  from  the 
Philadelphia,  Baltimore  and  Washington  River  bridge,  and  extending  noirtherly 
under  Schujdkill  Avenue  and  Wharton  Street  and  by  tunnel  under  Gray’s  Ferry 
Avenue  and  the  tracks  of  the  P.  B.  & W.  Railroad,  and  along  the  river  under  the 
tracks  of  the  Delaware  Extension  near  Christian  Street  to  the  main  passenger 
station  near  Market  Street,  in  the  centre  of  the  city. 

The  said  B.  & O.  Company  owns  property  abutting  the  Schuylkill  River,  be- 
ginning at  its  said  river  bridge  and  extending  southerly  for  3-5  of  a mile.  The  land 
is  utilized  for  yards  and  repair  shops.  From  these  yards  there  is  a main  running 
line,  known  as  the  Schuylkill  River  East  Side  Railroad,  which  extends  easterly 
along  the  bed  of  Wolf  Street  (not  physically  opened)  for  a distance  of  over  a mile 
and,  crossing  the  tracks  of  the  Delaware  Extension,  turns  southerly  and  extends 
in  23rd  Street  for  one-third  of  a mile  : thence  easterly  in  Oregon  Avenue  and  thence 
northerly  in  said  street  and  avenue  to  the  yards,  piers  and  terminal  facilities  of  the 
Baltimore  and  Ohio  Company,  in  the  vicinity  of  Snyder  Avenue.  This  branch  up 
to  Vandalia  Street  crosses  8 highways,  all  at  grade. 
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Thence  the  tracks  continue  northerly  from  Snyder  Avenue  up  to  Delaware  Avenue 
and  Vandalia  Street  for  3-5  of  a mile  or  more  to  other  yards,  piers  and  terminal 
facilities  of  the  Baltimore  and  Ohio  Company  along  the  river  between  Tasker  and 
Dickinson  Streets,  there  being  a belt  line  connection  at  this  point  between  Vandalia 
Street  and  Swanson  Street. 

Along  the  lines  of  the  B.  & O,  Company  in  Vandalia  Street  and  Delaware  Avenue 
10  streets  are  crossed,  all  at  grade.  Excluding  those  crossings,  because  the  pro- 
posed changes  do  not  involve  their  abolition,  it  appears  that  the  Baltimore  and 
Ohio  Company  maintains  8 grade  crossings  of  highways  in  South  Philadelphia. 


4 — Tabular  Statement  of  Existing  Crossings  of  Railroads  and  Puhlic 
Highicays  in  South  Philadelphia. 


TABULAR  STATEMENT. 


Public  highway. 


Mode  of  Protection. 


c 

fcc 


PENNSYLVANIA  COMPANIES. 

(Washington  Ave.  Br. ) 

1 

S.  36th  St.,  

2 

Harmony  St.,  

3 

S.  36th  St 

4 

Sedwvck  St 

5 

S.  34th  St 

' No 

6 

S.  33d  St. 

7 

S.  32a  St 

s 

Patton  St 

No  1 

<> 

Napa  St.,  

No 

10 

S.  31st  St ■ 

; 

11 

S.  30th  St 

12 

S.  28th  St 

13 

F'ederal  St 



14 

Annin  St.,  

No 

15 

Ellsworth  St 

Yes 

16 

S.  27th  St 

17 

S.  26th  St 1 

Yes 

18 

S.  25th  St 

No 

, 

19 

S.  24th  St 

Yes 

20 

S.  23(1  St, 

Single 

■ [ 

21 

S.  22d  St. 

Single 

22 

S.  21st  St 

22 

S.  20th  St.,  

i 

24 

S.  19th  St 

Single 

Yes 

1 

25 

S.  18th  SL 

1 

2fi 

S.  17th  Sf. 

27 

S.  16th  St 

1 

28 

S.  15th  St 

Single 

29 

S.  Broad  St 

30 

S.  13th  St 

31 

S.  12th  St 

32 

s.  nth  St 

vA 

33 

S.  10th  St 



34 

S.  9th  St 

SiiiRle 

No  1 

35 

S.  8th  St 

36 

Passyunk  Ave 

37 

S.  7tU  St 

Single 

38 

S.  Gth  St 

Single 



No 

39 

Randolph  St.,  

40 

S.  5tli  St V 

Single 

No 

41 

S.  4th  St 

No 

43 

S.  3d  St 

Single 

Yes 

43 

Moyamensing  Ave.,  

No 

44 

S.  2d  St 

Yes 

45  i 

Front  St 

No 

46  ! 

Water  St 

i 

1 

47 

Swanson  St 

Yes""  ! 

; 

1 

21 

13  I 

11  i 

23 

1 

1 

• 

None 

None 

None 

None 

None 

None 

None 

None 

None 

None 

None 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underpass 

Underjiass 

Underpass 

Underpass 

Underpass 

Underpass 

TTnderpass 

Underpass 

Underpass 

Vacated 

None 

None 

None 

None 

None 

None 

Vacated 

None 


a; 

s 

48 

49 

50 

51 

52 

53 

54 

55 

56 

57 

58 

59 

60 

61 

63 

63 

64 

65 

66 

67 

68 

69 

70 

71 

72 

73 

74 

75 

76 
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TABULAR  STATEMENT— Continued . 


Public  hij?hway. 


Mode  of  Protection. 


a 


a 

bo 


PENNSYLVANIA  COMPANIES. 

(Delaware  Extension.) 

Gray’s  Ferry 

Double 

Yes 

: ::::::::::  i 

• O OC>| 

:Z  ; :zz 

Single. 

Yes 

Yes 

Yes 

Yes 

Yes 

Yes 

Yes 

Yes 

Single 

Single 

Single 

Double 

Double 

Yes 

Moyamensinff  Ave 

Double 

Yes 

14 

8 

1ft 

1 

3 

(Branch  to  U.  G.  I.) 

S 2Stli  St  

Yes 

Yes 

3 

2 

(Girard  Point  Branch.) 

No  1 

No  ^ 

Double 

Yes 

3 

1 

1 

2 

(Schuylkill  River  Extension  Branch.) 

Double 

No 

1 

1 

1 

(Swanson  St.  and  Delaware  Ave.  Branch 
from  Greenwich  Point  to  Washington 
Ave.) 

Swanson  St. 

Yes 

Yes 

Yes 

Yes 

No 

Yes 

Yes 

Yes 

No 

Yes 

Delaware  Ave, 

No 

No 

No 

Yes 

Yes 

15 

3 

7 

5 

Underpass 
Underpass 
Underpass 
Underpass 
Underpass 
Underpass 
Underpass 
Underpass 
R.  K.  Vacated 
R.  R.  Vacated 
R.  R.  Vacated 
R.  R.  Vacated 
R.  R.  Vacated 


Underpass 

Underpass 


R.  R.  Vacated 
R.  R.  Vacated 
Underpass 


Overpass 


None 

None 

None 

None 

None 

^one 

'^one 

None 

None 

Vacated 


R.  R.  Relocated 

R.  R.  Relocated 

None 

None 

None 


215 


TABULAR  STATEMENT— Continued . 


Number. 

Public  highway. 

■ 

Trolley  tracks. 

1 

Mode 

73 

o 

C 

of  Prote 

c 

c; 

£ 

tjc 

o 

.stationed  flagman. 

5C 

o 

u 

c 

73 

o 

9 

BALTIMORE  AND  OHIO  COMPANIES. 

(Schuylkill  River  East  Side  Branch.) 

Main  Line  to  Tandalia 

S3 

S.  2Sth  St.,  

R.  R.  Vacated 

84 

R.  K.  Vacated 

85 

No 

R.  R.  Vacated 

86 

S 20th  St.,  

No 

R.  R.  Vacated 

87 

Moyamensing  Ave 

Double 

Yes 

R.  R.  Vacated 

88 

S.  Broad  St.,  

Double 

Yes 

R.  R.  Vacated 

89 

No 

R.  R.  Vacated 

90 

R.  R.  Vacated 

s 

3 

3 

1 

4 

Tandalia  St, 

91 

Wolf  St 

No 

93 

94 

Sliftiiu  St  , 

95 

96 

97 

No 

9S 

Rt  

No 

s 

3 

5 

Delaware  Ave. 

99 

100 

res 

. 

2 

1 

1 

There  is  a total  of  100  crossings  at  grade  of  highways  and  railroads  in  South 
Philadelphia.  Thirty-four  of  these  highway  crossings  have  trolley  tracks  in  them. 
At  44  of  the  crossings  there  is  no  safety  device  used  or  protection  afforded  such  as 
gates  or  a watchman.  At  30  of  the  crossings,  gates  are  provided  and  at  26  of  the 
crossings  a flagman  is  stationed.  The  Pennsylvania  Companies  maintain  82  of  the 
crossings,  and  the  Baltimore  Companies  the  remainder. 

In  the  Delaware  River  zone,  including  the  piers,  yards  and  terminal  facilities 
and  the  industrial  plants  where  it  is  not  contemplated  to  abolish  grade  crossings 
for'  obvious  reasons,  there  are,  excluding  numerous  switches  on  to  piers,  ware- 
houses and  industrial  works  and  freight  yards,  25  main  highway  grade  crossings, 
of  which  the  Pennsylvania  Companies  maintain  15  and  the  Baltimore  and  Ohio  Com- 
panies the  remainder.  In  this  zone  there  are  no  trolley  tracks  crossing  the  rail- 
roads. But  three  of  these  crossings  are  now  protected  by  gates;  11  of  them  have  a 
flagman,  and  11  are  unprotected. 


5 — The  General  Plan  of  Improvements. 

Briefly,  the  comprehensive  plan  comprises  the  building  of  a Joint  Belt  Line  Rail- 
road along  the  water  boundaries  of  South  Philadelphia,  and  the  abandonment  by 
the  railroad  companies  of  all  the  tracks,  lands  and  facilities  inside  of  this  Belt 
Line  zone. 


216 


In  connection  with  such  readjustment  of  the  railroad  line  a revision  of  the 
lines  and  grades  of  streets  throughout  the  unimproved  area  lying  between  the 
two  rivers,  is  contemplated.  This  will  provide  better  opportunities  for  transpor- 
tation and  development  of  the  territory  for  commercial,  industrial  and  residential 
purposes,  and  assures  wide  streets,  plenty  of  diagonals,  large  house  lots  and  the 
setting  aside  at  proper  distances  of  small  parks  and  play-ground  areas. 

Furthermore,  to  aid  in  carrying  out  the  city’s  plans  for  the  improvement  of 
the  Port,  the  Baltimore  and  Ohio  Company  will  give  up  its  Snyder  Avenue  yards 
and  terminal  facilities,  and  the  Pennsylvania  Railroad  will  give  up  its  Greenwich 
Point  yards,  plant  and  terminal  facilities;  and  as  a substitute  therefor,  the  project 
provides  for  new  terminal  yards  and  facilities  to  be  built  along  the  Delaware 
River  adjacent  to  the  navy  yard. 

The  city  will  acquire  the  said  Baltimore  and  Ohio  property  at  Snyder  Avenue, 
including  about  900  feet  river  frontage,  and  also  the  Pennsylvania  Companies’ 
property  at  the  Greenwich  terminals,  including  about  2500  feet  of  river  frontage. 
With  these  and  the  intervening  land  along  the  Delaware  River,  easy  of  acquisition 
by  the  city,  there  will  be  a total  distance  of  7200  feet  available  for  a symmetrical, 
economical  and  ethdent  municipal  steamship  terminal  development  requisite  for 
the  proper  handling  of  the  enormous  cargoes  carried  by  modern  ocean  freighters, 
and  for  the  prompt  dispatch  of  cargo  to  and  from  the  wharves. 


a— THE  PENNSYLVANIA  RAILROAD  CHANGES. 

1-a — ('Washington  Avenue  Branch.) 

The  proposed  changes  of  the  Washington  Avenue  Branch,  as  provided  for  in  the 
said  agreement,  aTe  briefly  as  follows: 

No  change  is  to  be  made  for  the  present  in  the  existing  tracks  along  Gray’s  Ferry 
Avenue  from  the  Schuylkill  River  to  30th  Street.  Hence,  11  street  crossings  will 
be  continued  at  grade.  Ultimately  they  will  be  abolished  as  grade  crossings. 

From  31st  Street  to  25th  Street,  along  Gray’s  Ferry  Avenue,  the  railroad  will 
continue  to  occupy  its  present  location,  but  it  is  to  be  reconstructed  as  a two-track 
elevated  railroad  on  a new  grade  over  all  intersecting  streets ; thence  from  25th 
Street  to  6th  Street,  said  branch  is  to  be  reconstructed  as  an  elevated  railroad 
along  W.nshington  Avenue,  with  3 tracks  to  17th  Street  and  then  2 tracks  to  6th 
Street,  on  a new  grade  over  all  intersecting  streets.  The  27  existing  highway 
crossings  along  said  track  elevation  are  to  be  continued,  but  the  railroad  is  to  pass 
over  them  with  a clear  head  room  of  at  least  14  feet.  Thence  by  2 tracks  on  earth 
embankment  filled  between  retaining  walls,  the  new  railroad  will  descend  to  grade 
with  tracks  (present  or  revised)  on  W’'ashington  Avenue  near  5th  Street  and  thence 
easterly  as  a surface  line  to  Delaware  Avenue.  In  this  distance,  2 highway  grade 
crossings  are  to  be  vacated  and  7 highway  grade  crossings  are  to  be  permanently 
continued.  The  following  is  a crossing  summary  for  the  Washington  Avenue 
Branch: 

WASHINGTON  AVENUE  BRANCH. 


Grade  crossings  to  be  abolished 

by  street  vacation,  

by  railroad  pJ^ssina:  over,  

Grade  crossings  to  remain  at  ffrade 

for  the  present,  

permanently 


2 

27 

11 

7 


Total  existing  grade  crossings, 

Grade  crossings  to  be  abolished 

now 

in  future,  


47 


29 

11 

40 

7 


Total  to  be  abolished, 
Permanent  grade  crossings, 


47 
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A storage  yard  on  Washington  Avenue  between  18tli  and  19th  Streets  is  pro- 
vided to  repiace  the  storage  facilities  now  in  and  along  Washington  Avenue.  Like- 
wise, enlarged  storage  and  delivery  yards  and  facilities  are  to  be  provided  between 
Reed  Street  and  Washington  Avenue  and  between  Front  Street  and  the  Delaware 
River.  These  4 highways  are  to  be  widened  and  improved.  In  the  territory  so 
bounded  all  other  streets  are  to  be  vacated. 

The  present  freight  station  on  Broad  Street  is  to  be  elevated  to  the  same  grade 
as  the  new  tracks  and  is  to  be  provided  with  inclined  driveways  from  the  street  to 
the  reconstructed  carload  delivery  yard. 

2-a — (Delaware  Exiension  Branch.) 

The  Delaware  Extension  will  continue  to  occupy  its  present  location  from  the 
Arsenal  Bridge  at  the  Schuylkill  River  to  Point  Breeze  Avenue.  This  line  is  to 
be  reconstructed  as  a two-track  elevated  railroad  on  earthen  embankment,  between 
retaining  walls  from  said  River  to  Washington  Avenue  and  thence  by  an  elevated 
viaduct,  of  metal,  concrete  or  masonry  construction,  along  2oth  Street  as  widened 
and  improved,  to  the  north  side  of  Point  Breeze  Avenue.  Up  to  this  point  there 
are  9 existing  highways  crossing  the  railroad ; they  will  become  underpasses,  and 
in  addition  there  are  6 other  streets  which  are  paved  and  curbed,  and  built  up  to 
the  railroad  or  near  it,  that  will  be  physically  opened  under  the  elevated  railroad. 
They  are  Mauton,  Oakford,  Reed,  Moore,  Mifflin  and  McKean  Streets. 

From  Point  Breeze  Avenue  onward,  the  present  location  of  the  tracks  is  to  be 
abandoned.  The  new  line  as  a two-track  elevated  structure  is  to  extend  along 
Point  Breeze  Avenue,  as  widened  and  improved,  to  Vare,  Wolf  and  29th  Street 
intersection.  In  this  distance  there  are  2 highway  grade  crossings.  They  will 
pass  under  the  railroad,  and  in  addition  3 new  highway  grade  crossings  will  be 
opened  under,  namely:  26th  Street  and  Snyder  Avenue,  27th  Street,  and  Vare 
Avenue  and  29th  Street. 

From  said  intersection,  the  said  elevated  two-track  railroad  will  continue;  but 
on  an  earthen  embankment  and  right-of-way  adjacent  to  and  west  of  29th  Street, 
as  revised,  (and  alongside  a similar  two-track  structure  to  be  built  by  the  B.  & O. 
Company),  to  Passyunk  Avenue;  thence  as  a four-track  elevated  joint  line,  (the 
two  easterly  tracks  for  the  P.  R.  R.  Co.,  and  the  two  westerly  tracks  for  the 
B.  & O.  Companj’),  in  and  along  29th  Street  as  it  is  to  be  laid  out,  widened  and 
improved,  to  Magazine  Lane,  where  the  right-of-way  for  the  Philadelphia  Belt 
Line  double  track  begins. 

Beyond  Magazine  Lane,  the  right-of-way  is  made  wide  euougli  for  6 tracks — 2 
for  the  Penna.  Company,  2 for  the  B.  & O.  Company  and  2 for  the  Philadelphia 
Belt  Line  Company.  A joint  elevated  four-track  line,  with  right-of-way  for  2 
additional  tracks,  is  to  be  built  south  of  Magazine  Lane  to  Penrose  Avenue,  on 
land  adjacent  to  and  west  of  29th  Street.  The  construction,  probably  will  be 
earthen  embankment ; thence  the  same  kind  of  an  elevated  structure  will  extend 
eastward  on  property  of  the  Girard  Point  Storage  Company  (subsidiary  to  the 
Pennsylvania  Company)  to  26th  Street  as  proposed  ; thence  as  a six-track  incline 
through  League  Island  Park  and  under  Broad  Street  to  a connection  with  the  new 
terminal  railroad  yard. 

Along  this  elevated  line,  from  Point  Breeze  Avenue,  there  are  the  following 
streets  to  be  passed  over  by  the  new  railroad;  Passyunk  Avenue,  Oregon  Avenue, 
Magazine  Lane,  Penrose  Avenue  and  Broad  Street.  In  addition,  the  following 
streets  will  be  opened  and  passed  under  the  said  elevated  structure;  Pollock,  Hoyt, 
Unnamed,  Pennypacker,  Beaver  and  26th  Streets. 
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The  new  railroad  is  to  be  of  such  an  elevation  throughout  as  to  give  not  less  than 
14  feet  clearance  above  grade  of  all  intersecting  streets  or  longitudinal  streets 
now  opened  or  agreed  to  be  opened. 

East  of  Broad  Street,  the  joint  four-track  railroad  and  a right-of-way  reserve 
for  the  double  tracks  of  the  Belt  Line  Company,  will  extend  along  the  new  Penn- 
sylvania Railroad  Terminal  Yards  as  a surface  line,  and  by  Vandalia  Street  to 
Delaware  Avenue  as  relocated  and  improved ; thence  north  on  said  Avenue,  as  a 
joint  surface  line,  the  2 tracks  of  the  Pennsylvania  Company  connecting  with  the 
present  tracks  of  said  company  as  relocated  to  Vandalia  Street;  thence  by  the  3 
tracks  of  said  Company  in  said  Avenue  to  Queen  Street. 

A single  track  switching  line  is  to  be  constructed  at  grade  from  the  new  main 
line  northerly  in  Vandalia  Street  to  beyond  Packer  Street,  there  to  connect  at 
Pollock  Street  with  the  present  tracks  of  said  company  in  Swanson  Street. 

The  Girard  Avenue  Branch  is  to  be  abandoned.  The  yards  and  terminal  tracks 
of  the  Pennsylvania  Company  at  Girard  Point  must  be  elevated  and  be  connected 
to  the  main  running  tracks.  The  Schuylkill  River  Branch  also  is  to  be  abandoned, 
the  main  line  taking  its  place. 

Broad  Street  is  to  pass  over  the  joint  railroad  line  with  a clearance  of  not  less 
than  19  feet.  All  the  traffic  into  the  new  railroad  terminal  yards,  to  and  from  the 
west,  must  pass  under  this  highway  bridge. 


The  following  is  a crossing  summary  for  the  Delaware  Extension: 

DELAWARE  EXTENSION. 


Grade  cros.slnfrs  to  be  abolished 

by  railroad  passir.R  over 

by  railroad  passinpr  under 

by  vacation  of  railroad 

Total 

Streets  to  be  passed  under  the  railroad 

by  existing  grade  crossings 

by  new  street  openings 

by  streets  now  open 

new  crossings 

Streets  to  be  passed  over  the  railroad, 


12 

1 

7 

20 


15 

3 


12 


18 

1 


Total  permanent  crossings  (none  at  grade), 


31 


So  there  are  20  grade  crossings  now.  After  the  Delaware  Extension  changes  are 
made,  7 of  these  crossings  will  have  been  obviated  by  the  abandonment  of  the  rail- 
road, 12  of  the  grade  crossings  will  have  been  abolished  by  the  railroad  passing 
over  and  1 by  the  railroad  passing  under.  The  new  railroad  will  pass  over  15  newly 
opened  streets  and  over  3 existing  highways  at  new  points  of  crossing ; hence  when 
the  changes  are  all  made,  there  will  be  along  the  Delaware  Extension  31  crossings, 
none  at  grade,  where  now  there  are  20  crossings  all  at  grade. 

b— THE  BALTIMORE  AND  OHIO  RAILROAD  CHANGES. 

{Schuylkill  River  East  Side  Railroad  Branch.) 

The  proposed  changes  of  the  Schuylkill  River  East  Side  Railroad  Branch  of  the 
Baltimore  and  Ohio  Company,  as  provided  for  in  the  said  agreement,  are  briefly 
as  follows: 

The  tracks  of  the  Baltimore  Companies  are  to  remain  in  the  present  location 
from  the  East  Side  Yard  easterly  to  30th  and  Wolf  Streets;  but  they  are  to  he 
elevated  as  a two-track  railroad  on  earthern  embankment,  passing  in  this  length 
over  Schuylkill  Avenue  as  it  is  to  be  opened. 
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From  30tli  Street  onward,  the  present  location  of  the  tracks  is  to  be  abandoned, 
and  thus  the  existing  grade  crossings  (8  in  number)  will  be  abolished . The  new 
line  as  a two-track  elevated  railroad  will  curve  south  into  a right-of-way  west  of 
and  adjoining  the  tracks  of  the  Delaware  Extension  Branch  of  the  Pennsylvania 
Companies  (as  relocated  and  reconstructed),  and  along  said  Delaware  Extension 
on  an  earthen  embankment  to  Passyunk  Avenue  where  it  will  connect  with  the 
proposed  joint  four-track  elevated  railroad  line,  and  thence  as  a four-track  joint 
line  to  Magazine  Avenue,  all  as  hereinbefore  described ; thence  continuing  from 
this  point  as  said  joint  four-track  line  of  the  Pennsylvania  and  Baltimore  Com- 
panies, but  with  an  additional  right-of-way  for  2 tracks  of  the  Philadelphia  Belt 
Line  Company  to  Vandalia  Street  and  Delaware  Avenue,  all  as  hereinbefore  de- 
scribed under  Pennsylvania  Railroad  changes ; thence  the  Schuylkill  River  East 
Side  Railroad  is  to  continue  parallel  and  adjacent  to  the  Pennsylvania  Companies’ 
tracks  and  reserve  space  for  the  Belt  Line  tracks,  along  Delaware  Avenue  to 
Vandalia  Street  near  Moore,  there  connecting  with  the  existing  tracks  of  the  Bal- 
timore and  Ohio  Companies  in  Vandalia  Street.  Said  tracks  in  Vandalia  Street 
are  to  be  extended  as  a single  track  switchiug  line  south  in  the  bed  of  said  street 
from  Oregon  Avenue  to  a connection  with  the  relocated  main  line  near  Patterson 
Street. 

East  of  Broad  Street  the  2 tracks  of  the  said  Schuylkill  River  East  Side  Branch 
are  to  connect  with  the  terminal  yards  to  be  constructed  by  the  Baltimore  and 
Ohio  Companies  between  Broad  Street  and  the  Delaware  River  and  south  of  the 
new  terminal  yards  of  the  Pennsylvania  Companies. 

When  these  changes  shall  have  been  made,  8 highway  grade  crossings  of  the 
Baltimore  and  Ohio  tracks  will  have  been  abolished  by  the  removal  of  the  railroad, 
and  1 new  crossing  will  have  been  established,  the  railroad  passing  over  the  street, 
i.  e.  that  portion  of  the  railroad  which  is  independent  of  the  joint  line  proposed. 


6. — Tabular  Statement  of  Grossings  on  Completion  of  Changes  Pro- 
posed. 

TABULAR  STATEMENT  OF  CROSSINGS  OF  RAILROADS  AND  HIGH- 
WAYS AS  THEY  WILL  EXIST  IN  SOUTH  PHILADELPHIA  ON  COMPLE- 
TION OP  THE  CHANGES  PROPOSED  TO  BE  MADE  IN  THE  NEXT  FIVE 
YEARS. 


Grade  crossings  abolished: 

By  R,  R.  over  St.— now,  ... 

By  R.  R.  over— future,  

By  R.  R.  under — now,  

By  vacation  of  St. — now,  ... 
By  vacation  of  R,  R.— now, 


12 

39 

39 

11 

11 

1 

1 

1 

1 

3 

3 

9 

9 

9 

18 

23 

63 

9 

72 

Totals, 


40 


220 


TABULAR  STATEMENT  OF  CROSSINGS  OF  RAILROADS,  ETC— Continued . 


Classification  of  Crossings. 


ZJ 

d 


t- 


u 

m 

a 


Totals. 


Pi 


o 


Xew  crossings — Streets  under: 

New  street  openings 

At  streets  now  open 

Totals 

Perm.anent  grade  crossings: 

Along  Delaware  Ave 

Along  Swanson  St.,  

Along  Vandalia  St 

Elsewhere  in  district,  

Totals,  

Total  permanent  crossings: 

At  grade 

Not  at  grade 

Totals 


15 
■ 3 

15 

3 

,1 

16 

3 

18 

18 

1 

19 

3 

3 

1 

4 

9 

9 

9 

8 

8 

7 

7 

7 

7 

12 

19 

9 

28 

7 

12 

19 

9 

28 

38 

31 

69 

1 

70 

45 

43 

88 

10 

98 

for  in  the 

said 

agreement 

When  the  changes  are  completed  that  are  called 
between  the  city  and  the  railroad  companies,  there  will  remain  28  permanent  rail- 
road and  highway  grade  crossings,  and  there  will  be  70  other  crossings  where  the 
railroad  will  pass  over  the  street,  with  one  exception  in  which  it  will  pass  under 
the  streeet. 

Twenty-one  grade  crossings  will  be  abolished  by  the  closing  up  of  the  street  or 
railroad.  Nineteen  new  crossings  will  be  established — none  at  grade.  Fifty-one 
existing  grade  crossings  will  have  been  continued  other  than  grade  crossings.  So 
while  there  are  now  100  existing  grade  crossings,  then  there  will  be  98  crossings 
of  which  28  only  will  be  at  grade.  However,  it  may  be  that  the  abolition  of  the 
11  grade  crossings  along  Gray’s  Ferry  Avenue  may  not  have  been  accomplished  at 
the  close  of  the  year  1919,  since  this  project  is  beyond  that  for  which  the  money 
has  been  provided. 

As  the  plans  according  to  which  all  these  crossings  are  to  be  built,  are  worked 
out,  they  will  be  submittted  to  the  Public  Service  Commission  for  approval.  It  is 
possible  that  other  crossings  may  be  planned  by  the  city.  If  so,  the  plans  must 
also  be  submitted  for  approval  to  the  Public  Service  Commission,  and,  necessarily, 
all  tliese  plans  must  be  in  general  conformity  with  the  comprehensive  scheme  as 
hereinbefore  outlined . 


7 — /7otp  and  J)j/  Whom,  the  Work  is  to  he  Done. 

The  Pennsylvania  Companies  and  the  Baltimore  Companies  will  prepare  the 
plans  and  specifications  and  do  the  work  of  changing,  widening  and  improving, 
relocating  and  extending,  constructing  and  reconstructing  and  elevating  their  re- 
spective railroads,  tracks,  yards,  terminals,  freight  and  coaling  stations,  signal 
towers  and  other  structures  and  their  appurtenances ; and  all  operating  appliances 
such  as  telegraph,  telephone  and  the  electric  light  facilities,  block  signals,  inter- 
locking plants,  etc. 
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The  city  will  revise  the  lines  and  grades  of  streets  as  may  be  necessary,  and  vacate 
other  streets  for  the  execution  of  the  work  to  be  co-operatively  undertaken  and 
completed  by  the  railroad  companies  and  city  in  accordance  with  the  said  agree- 
ment. 

The  city  will  also  prepare  the  plans  and  specifications  and  do  the  work  of  grading, 
paving  or  repaving,  setting  or  resetting  of  curbs,  upon  streets  now  opened  and  in- 
volved ; the  grading  and  drainage  of  streets  to  be  paved  ; the  construction  and  recon- 
struction, alteration  or  removal  of  all  sewers,  water  and  gas  mains,  electric  con- 
duits and  municipal  structures  ; all  street  improvements  including  the  underpinings 
or  removal  of  buildings  adjacent  to  the  work. 

The  following  main  highways  are  to  be  opened  and  graded  full  width  or  as  revised 
under  the  said  agreement: 

2.5th  Street  from  Washington  Avenue  to  Point  P>reeze  Avenue, 

Point  Breze  Avenue  from  25th  Street  to  Wolf  Street, 

29th  Street  from  Passyunk  Avenue  to  IMagazine  Lane, 

Delaware  Avenue  from  north  side  of  Bigler  Street  to  north  line  of  proposed 
terminal  yards  of  P.  R.  K. 


In  the  future,  if  the  city  should  desire  to  open  any  street  or  avenue,  not  at  grade 
but  at  grade  but  over  or  under  the  elevated  and  reconstructed  railroads,  in  addi- 
tion to  the  crossings  now  provided  for,  such  new  crossing  shall  be  so  opened  at  the 
equal  cost  and  expense  to  the  city  and  the  railroad  company.;  but  such  crossings 
are  not  to  require  any  change  in  the  grade  of  the  said  elevated  or  reconstructed 
railroad;  provided,  however,  that  the  crossing  at  grade  of  surface  tracks  may  be 
made  at  S'wanson  Street,  Vandalia  Street  and  Delaware  Avenue  north  of  the  point 
where  the  main  running  tracks  of  the  railroads  as  relocated,  enter  said  streets  and 
avenue. 

The  city  is  to  vacate  all  streets  and  avenues  that  now  pass  through  the  property 

to  comprise  the  new  terminal  yards  of  the  railroad  companies  between  Broad 

Street  and  the  Delaware  River. 

The  existing  sidings  into  various  industrial  plants  will  be  replaced  north  of  Jack- 
son  Street  by  proper  and  satisfactory  connection  with  the  relocated,  reconstructed 
and  elevated  lines  of  railroad , in  all  cases  where  satisfactory  plans  can  be  worked 
out,  the  cost  of  such  work,  to  the  property  line,  is  to  be  shared  jointly  by  the  city 
and  railroad  ; but  the  work  on  the  property  is  to  be  done  wholly  at  the  cost  of  the 
owner  thereof.  These  crossing  plans  are  to  be  approved  by  the  Public  Service 

Commission,  as  must  all  future  sidings  and  connections  to  industries,  commer- 

cial establishments,  warehouses,  piers,  etc. 


Article  Fourteenth  of  the  agreement  is  as  follows: 

“It  is  mutually  understood  and  agreed  that  the  work  contemplated 
and  to  be  done  under  this  agreement  for  which  the  cost  is  to  be  appor- 
tioned between  the  city  and  the  Pennsylvania  Companies  and  the  Bal- 
timore Companies  other  than  that  herein  specifically  provided  for, 
shall  consist  only  of  that  which  may  be  necessary  to  provide  the  various 
railroad  lines  affected  with  real  estate  ee|unl  in  area,  and  tracks  and 
facilities  for  the  handling  of  railroad  traffic  equal  to  those  now  used  and 
enjoyed  by  them.  And  only  such  changes  of  jihysically  and  legally 
opened  streets  and  municipal  structures  as  may  be  necessitated  by  the 
changing,  construction,  reconstruction  or  elevation  of  the  railroad  lines 
under,  over  and  adjoining  such  streets.  Except  as  herein  otherwise 
specifically  provided  for,  all  real  estate  for  yards,  rights-of-way  or 
other  railroad  juirposes  and  all  construction  work,  including  all  labor. 
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structural  work,  and  material  required  for  the  same,  intended  to  in- 
crease the  traffic  facilities  of  the  said  railroad  companies,  all  new  freight 
depots,  signal  towers,  signals,  telegraph  or  telephone  stations  or  other 
appurtenances  or  improvements  intended  to  increase  traffic  facilities  and 
all  changes  or  improvements  to  existing  stations  and,  appurtenances 
other  than  those  required  to  adapt  the  present  traffic  facilities  and  ap- 
purtenances to  the  new  conditions  shall  be  wholly  paid  for  by  the  said 
companies  respectively.” 

The  detailed  plans  for  all  these  changes  are  now  being  prepared.  When  com- 
pleted, such  of  these  plans  and  specifications  as  are  to  be  acted  upon  by  the  Public 
Service  Commission,  will  be  submitted  to  said  Commission  for  approval. 


8 — Apportionment  of  Cost. 

APPORTIONMENT  OF  THE  COST  OF  RE-LOCATING  AND  ELEVATING 
TRACKS  AND  FREIGHT  TERMINALS  OF  PENNSYLVANIA  RAILROAD 
COMPANY,  PHILADELPHIA,  BALTIMORE  AND  WASHINGTON  RAIL- 
ROAD COMPANY,  AND  THE  BALTIMORE  AND  OHIO  RAILROAD  COM- 
PANY IN  SOUTH  PHILADELPHIA. 
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WASHINGTON  AVB.  BE.  P.  P.  & W.  E.  E. 

Wash.  Ave.  Elevated  Eailroad  30th  St.  to  Gray’s  Ferry  Ave. 

i cost 

5 cost 

to  west  side  of  Broad  St.  (2  tracks,  3flth  St.  to  26th  St.; 

3 tracks,  25 th  St.  to  17th  St.  and  2 tracks,  17th  St.  to  Broad  St.) 

i cost 
i cost 

i cost 

New  freig-ht  station  and  elevated  yard  tracks  between  Broad  St. 

i cost 

and  17th  St. 

Car  storage  yards  south  of  Washington  Ave.  between  18th  St.  and 

i cost 

i cost 

19th  St. 

DELAWAEB  EXTENSION  P.  E.  E. 

Two-track  elevated  railroad  (steel  viaduct  on  25th  St.  from  Arsenal 

i cost 

i cost 

Bridge  to  McKean  St.  thence  along  Pt.  Breeze  Ave.  to  29tb 
St.  thence  embankment  to  Passyunk  Ave. 

Three  yard  tracks  from  Magazine  Lane  to  Penrose  Ave.  to  replace 

i cost 

i cost 

tracks  on  Girard  Pt.  Br. 

Girard  Pt.  Storage  Co.’s  tracks  and  elevation  to  connect  with 

i cost 

i cost 

joint  line. 

Two  tracks  on  Delaware  Ave.  from  Bigler  St.  to  Swanson  St,  to 

i cost 

i cost 

be  relald  with  girder  rails;  paving  Delaware  Ave.  from  Eeed 
St.  to  Queen  St.;  purchasing  Eeed  St.  property  and  rebuilding 
yards  and  tracks  to  compensate  for  tracks  removed  from 
Delaware  Ave.  and  to  permit  widening  of  Eeed  St.,  Front  St. 
and  Washington  Ave. 

Additional  yard  facilities  required  by  P.  E.  R.  Co.  Reed  St. 
and  Washington  Ave. 

New  terminal  yards  between  Broad  St.  and  Delaware  Ave.,  not 

entire 

cost 

i cost 

% cost 

including  pier  development.  Portion  to  be  paid  jointly  by 
city  and  P.  E.  E.  Co.  to  replace  present  facilities  and  pro- 
vide for  dredging. 
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APPORTIONMENT  TABLE— Continued . 


Additional  facilities  to  be  constructed  entirely  at  P.  E.  R.  Co.’s 
e.ypenses. 

No.  i_piers,  tracks,  etc.,  Delaware  Ave.  to  pier  head  line  and 
Bi.sjler  St.  to  Hoyt  St. 

To  replace  above  water  front  facilities  on  property  now  owned  by 
P.  R.  R.  Co.  south  of  Hoyt  St. 

JOINT  FOUR-TRACK  LINE,  29th  St.  & PASSTUNK  AVE., 
TO  BIGLER  STREET. 

Four-track  elevated  R.  E.,  28th  St.  and  Passyunk  Ave.  to  Maga- 
zine Lane,  thence  embankment  to  Broad  St.  including  Broad 
St.  and  approaches. 

Four-tracks  at  grade  from  east  side  of  Broad  St.  to  Bigler  St. 
and  Delaware  Ave. 

Connecting  Atlantic  Refining  Co.’s  City’s  Pt.  Breeze  Gas  Works' 
sidings  and  tracks  to  elevated  joint  line. 

BALTIMORE  & OHIO  RAILROAD. 

Two-track  R.  E.  on  embankment  from  Vare  Ave.  to  Passyunk 
Ave. 

Two  tracks  on  Delaware  from  Bigler  St.  to  Vandalia  St.,  

New  terminal  yards  between  Broad  St.  and  the  Delaware  River, 

Purchase  by  City  of  piers,  tracks,  etc.,  Delaware  Ave.  to  pier 
head  line  and  McKean  to  Jackson  Sts. 


entire 

cost 

entire 

cost 

cost 

3/10  cost 

3/10  cost 

2/5  cost 

3/10  cost 

3/10  cost 

2/5  cost 

3/10  cost 

3/10  cost 

2/5  cost 

i cost 


i cost 
entire 
cost 


i cost 
1 cost 


entire 

cost 


The  right-of-way  for  that  portion  of  the  joint  railroad  from  29th  Street  and 
Magazine  Lane  to  Delaware  Avenue  and  Hoyt  Street,  is  to  be  of  sufficient  width 
to  fully  provide  for  6 running  tracks,  2 of  which,  with  the  necessary  right-of-way, 
shall  be  owned  by  the  Pennsylvania  Companies,  2 by  the  Baltimore  Companies  and 
2 by  the  Belt  Line  Company. 

The  cost  of  acquiring  the  said  right-of-way  is  to  be  apportioned  as  follows: — 60 
per  cent,  by  the  City,  20  per  cent,  by  the  Pennsylvania  Companies  and  20  per 
cent,  by  the  Baltimore  Companies. 

Between  Magazine  Lane  and  Passayunk  Avenue  the  cost  is  to  be  borne,  2-5  by 
the  city  and  3-5  by  the  two  railroad  companies. 

What  is  popularly  known  as  the  (Belt  Line)  principal,  established  by  the  City 
of  Philadelphia,  recognizes  for  its  most  general  public  application,  that  all  rail- 
roads now  or  hereafter  entering  the  city  should  have  free  access  on  equal  terms 
to  all  public  and  private  wharves  on  the  Delaware  River. 

Hence,  to  carry  out  this  policy,  the  railroad  companies  and  the  city  agree  that 
the  joint  railroad  between  Passyunk  Avenue  and  Queen  Street  shall  constitute  an 
open  gate-way  for  traffic  of  all  railroads  to  the  proposed  new  municipal  docks  and 
the  present  and  future  commercial  and  industrial  developments  in  South  Philadel- 
phia. 
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To  make  this  effective,  after  the  construction  and  commencement  of  operation 
of  said  joint  railroad,  any  standard  gauge  railroad  company  shall  have  the  right  to 
use  the  same  upon  certain  terms  and  limitations,  and  among  others,  in  the  matter 
of  compensation,  as  follows: 

It  must  pay  as  rental  a proportionate  share — 

First,  of  the  total' operating,  maintenance  and  renewal  expenses; 

Second,  1-3  of  the  interest  upon  the  total  actual  cost  of  the  joint  railroad  to 
the  owning  companies. 

The  estimated  cost  of  the  entire  project  comprised  within  the  terms  of  the  said 
agreement  and  to  be  completed  within  five  years  from  the  date  of  said  agreement, 
is  $23,000,000. 


9. — Payments. 

The  city  and  the  railroad  companies  are  to  keep  true  itemized  accounts  of  the 
various  payments  and  disbursements  made  by  each  upon  all  obligations,  whether 
assumed  by  contract  or  otherwise,  authorized  by  the  agreement.  Settlement  be- 
tween the  city  and  said  companies  shall  be  made  monthly  as  the  work  shall 
progress,  for  any  balance  that  may  be  due  and  payable  to  either  of  the  parties  to 
the  agreement 
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IV.  DISCUSSION  AND  CONCLUSION. 


' DISCUSSION. 

1. — -The  Commouioealth’s  Responsihility. 

The  State  of  Pennsylvania  has  shown  in  the  years  that  have  passed,  by  its 
contributions  to  the  maintenance  and  expansion  of  its  only  sea-port,  a sense  of 
obligation  to  supply  funds,  when  urgently  needed,  with  which  to  carry  out  Port 
and  Harbor  projects.  These  funds  have  been  the  principal  means  by  which  cer- 
tain works  were  financed. 

It  has  been  readily  admitted  that  without  this  aid  from  the  Commonwealth, 
there  must  inevitably  have  been  serious  interruptions  in  the  activities  of  the  City 
Department,  and  some  of  the  most  urgently  needed  repairs  and  improvements  would 
have  been  indefinitely  postponed  for  the  lack  of  funds. 

As  hereinbefore  appearing,  comprehensive  plans  for  the  development  of  the  Port 
have  been  worked  out  by  the  Department  of  Wharves,  Docks  and  Ferries,  and  they 
commend  themselves  to  those  capable  of  forming  reliable  judgment  thereon.  A 
prompt  execution  of  the  plans  has  been  shown  hereinbefore  to  be  now  needed.  To 
this  end,  money  in  considerable  quantities  must  be  forthcoming. 

It  will  not  do  to  continue  construction  operations  on  a modest  scale.  Additional 
and  more  ample  funds  are  needed.  Philadelphians  naturally  feel  that  now  when  the 
project  of  greatest  magnitude  is  up,  when  the  present  juncture  in  Port  affairs  is 
critical,  if  the  important  opportunity  for  Port  expansion  is  to  be  embraced,  the 
Commonwealth  should  in  equity,  justice  and  real  economy,  appropriate  a signifi- 
cant and  pertinently  adequate  sum  to  this  public  use. 

Considering  the  fact  that  Philadelphia  is  the  only  sea-port  of  consequence  located 
in  the  State,  and  that  one-third  of  the  State’s  population  lives  within  the  Phila- 
delphia District  and  benefits  directly  from  the  City's  property,  and  that  the  entire 
population  of  the  State  is  indirectly  benefited,  it  is  easily  understood  why  the  citi- 
zens of  Philadelphia  insist  that  liberal  help  should  be  extended  to  the  City  in  its 
great  task  of  Harbor  improvement. 

Director  Norris  said  in  his  1912  report,  touching  this  point:— 

“More  than  one-fifth  of  all  the  people  in  Pennsylvania  live  in  Philadel- 
phia, and  it  is  a conservative  estimate  that  considerably  more  than  one- 
third  of  the  Commonwealth’s  population  conduct  their  bu.siness.  wholly 
or  in  part,  in,  with  or  through  the  city,  or  by  means  of  the  facilities 
it  offers  for  business  and  commerce.” 

“When  these  facts  are  taken  into  account,  together  with  the  even 
more  important  consideration  that  Philadelphia  contributes  in  the  same 
ratio  to  the  support  of  the  State  Constabulary,  the  fire  wardens  employed 
to  prevent  forest  devastation,  for  good  country  roads  and  many  other 
items  of  heavy  expense,  from  which  it  gains  only  a remote,  indirect 
benefit,  it  seems  difficult,  even  impossible,  to  conceive  a logical  argu- 
ment that  can  be  advanced  as  excuse  for  the  State  avoiding  its  fair  share 
of  the  burdens  and  responsibilities  attached  to  port  development.” 

2. — Port’s  Business  Prospects. 

It  is  not  a matter  of  sentiment  that  many  lines  now  doing  business  in  New 
York  City  would  willingly  make  arrangements  with  other  nearby  ports,  like  Boston, 
Baltimore  or  Philadelphia,  were  suitable  accommodations  offered  them.  It  is  a fact 
that  the  pier  facilities  in  New  York  are  unsatisfactory. 
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Furthermore,  as  shown  hereinbefore,  a large  amount  of  new  business  will  in- 
evitably result  from  the  opening  of  the  Panama  Canal.  And  besides,  a tremendous 
amount  of  marine  commerce,  resulting  from  the  natural  world  trade  conditions, 
is  seeking  new  accommodations  and  a place  of  iJermanent  attachment.  Director 
Norris  says:  “Absolutely  no  sentiment  is  attached  to  the  distribution  of  the  favors 
resulting  from  this  trade.  If  natural  and  artificial  advantages  are  sufficient,  if 
freight  rates  are  favorable,  and  suitable  wharfage  accommodations  can  be  had, 
one  port  is  absolutely  as  good  as  another  in  the  eyes  of  the  practical  steamship 
manager.  Philadelphia  has  the  natural  advantages,  she  enjoys  a substantial  pre- 
ferential railroad  freight  rate  over  most  of  her  rival  ports,  and  her  citizens  need 
only  a little  understanding  of  the  situation  and  sufficient  energy  to  take  advantage 
of  it,  to  reap  a large  reward  in  the  growth  of  her  over-sea  and  coastwise  trade.” 


8 — Future  Additional  Facilities. 

a— A DEEPER  SHIP  CHANNED  TO  THE  SEA. 

The  completion  of  the  35  foot  channel,  now  under  way,  will  give  Philadelphia 
ample  water  for  all  practical  needs  for  some  years  to  come.  Monster  ships  of  the 
“Titanic”  and  “Imperator”  types  are  considered  mainly  as  marine  freaks,  and 
their  use  is  not  likely  to  extend  to  other  American  ports  outside  of  New  Y-ork. 
Their  introduction  has  had  no  effect,  and  probably  will  not  have  any,  on  freight 
rates.  They  have  not  added  to  the  safety  of  sea  travel,  and  there  appears  to  be 
little  reason  why  governments  should  spend  tens  of  millions  of  dollars  mainly 
for  the  purpose  of  gratifying  the  pride  of  rival  steamship  corporations  which  de- 
sire to  advertise  their  ownership  of  the  largest,  or  swiftest,  or  most  ornate  ship 
afloat.  What  Philadelphia  wants  is  freight,  and  not  passengers,  except  as  a purely 
secondary  consideration,  and  the  type  of  ship  desirable  to  encourage,  mainly,  is 
the  freighter  of  the  10,000  to  15,000  tons  capacity,  or  the  combination  type  of 
freight  and  passenger  ship,  whth  a capacity  of  1,000  to  1,500  passengers  and  6,000 
to  10,000  tons  cargo,  for  which  ship — and  much  larger — the  35  foot  channel  is  suffi- 
cient. Boston  now  has  a 40  foot  channel  under  way,  however,  and  Baltimore  is 
talking  of  one,  so  that,  in  self  defense,  Philadelphia  may  have  to  demand  the 
same  depth  after  the  completion  of  the  present  35  foot  project,  which  still  has  from 
3 to  6 years’  work  remaining  to  be  done  on  it. 

b— DRY  DOCKS. 

The  local  accommodations  in  the  line  of  dry  and  floating  docks  and  marine  rail- 
ways are  quite  extensive. 

The  Port  has  need  of  a larger  dry-dock  than  any  at  present  constructed.  It  should 
be  1200  feet  long,  to  accommodate  ocean  steamers  of  the  largest  modern  type. 


PRESENT  DRY  AND  FEOATING  DOCKS. 


Owner. 

Kind  of. 

Length,  feet. 

Dreadth  at  entrance. 

.c 

.Sf 

a 

a 

f ^ 

Kensington  Shipvard  Co 

Dry 

432  top 

412  bottom 

70  ft. 

20  ft. 

Phila.  Xavy  Yard 

Dry 

501  top 

419  bottom 

89  ft. 

25.5  ft. 

Phila.  Navv  Yard 

Dry 

739  top 

707  bottom 

104  ft. 

30.0  ft. 

Phila.  Ship  Repair  Co 

185 

85  ft. 

16  ft. 

Phila.  Ship  Repair  Co 

250 

86  ft. 

17  ft. 

Noocker  & Ake.  Camden 

Fioating 

230 

82  ft. 

12  ft. 
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PRESENT  MARINE  RAILWAYS. 


Name. 


V 
fejo  dj 
fl  <1! 


Draft  on 
Keel  Blocks 
M.  H.  W. 

'd 

fe 

7.5 

20 

13 

17 

11.5 

15.5 

9.5 

15.5 

10 

15.5 

7 

12 

Kensington  Shipyard  Co 600  240 

Kensington  Shipyard  Co B40  i 2S8 

Camden  Shipbuilding  Co.,  450  ' 260 

Quigley  & Dorp,  Camden,  210  200 

Mathis  & Co.,  Camden,  200  i 175 

Mathis  & Co.,  Camden 200  150 


1,000 

2.500 

1.500 
1,200 
1,200 

8C0 


4. — The  State  Control  of  Canal  Construction  in  the  Pittshurgh  Dis- 
trict. 

Considerations  of  public  welfare  have  dictated  that  the  State  shall  assume  more 
direct  control  of  certain  phases  of  economic  development,  and  hence  the  Public  Ser- 
vice Company  Law  was  enacted  in  1913. 

Furthermore,  and  inasmuch  as  Pennsylvania’s  investments  in  the  iron  and  steel 
industry  lead  the  country  naturally  pointing  to  the  conclusion  that  the  entire 
state  is  concerned  in  the  delivery  of  iron  ore  to  the  great  steel  centers  at  the 
lowest  possible  cost,  and  because  while  the  railroad  systems  are  excellent,  the  most 
important  point  where  the  transportation  system  needs  strengthening  is  the  length 
between  Lake  Erie  and  the  Ohio  River,  where  approximately  50,000,000  tons  of 
ore  and  fuel  move  annually  between  the  Lake  and  Pittsburgh  District,  the  Legis- 
lature of  1913  passed  a bill  providing  for  the  construction,  operation  and  mainte- 
nance by  the  Commonwealth  of  a deep  canal  between  these  two  points. 

Now,  this  canal  will  surely  necessitate  great  changes  and  improvements  in  the 
water  terminal  facilities  of  the  railroads  in  the  Pittsburgh  District,  and  there 
will  arise  many  matters  between  the  railroads,  shipping  interests,  municipalities 
and  the  said  Public  Service  Commission,  that  will  require  adjustment.  Pro-rating, 
through  bills  of  lading  by  water  and  raU,  reasonable  terminal  changes,  physical 
connections  between  railroads,  wharves  and  ware-houses  are  some  of  them. 

It  may  be  said  with  force,  that  the  great  steel  centers  in  the  Lehigh  and  Sus- 
quehanna Valleys  are  also  vitally  interested  in  cheap  ore  transportation.  Any- 
thing done  by  the  State  to  improve  the  port  of  Philadelphia  is  towards  this  end. 
The  improvement  of  economic  conditions  in  Philadelphia  and  Pittsburgh  is  a 
matter  for  Federal,  State  and  City  co-operation. 


5. — Federal  Appropriations. 

It  would  seem,  in  reviewing  the  custom  receipts  of  the  Port  for  the  last  decade, 
which  averages  about  $20,000,000  per  annum,  that  the  Federal  government  might 
with  justice  and  equity  speed  up  the  work  of  channel  and  harbor  improvement.  In 
tonnage  of  exports,  and  imports  Philadelphia  ranks  second  among  the  Atlantic 
and  Gulf  Ports.  The  total  expenditures  to  date  by  the  Federal,  State  and  City 
governments  in  improving  and  maintaining  the  Harbor  of  Philadelphia  amounts 
to  only  $17,113,753. 
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Again,  the  total  expenditures  to  date  by  tlie  Federal  Government  on  the  Harbor 
and  Delaware  River  amount  to  $19,768,880.55  only.  Of  this  sum  the  cost  to  the 
United  States  Government  of  improving  the  Delaware  River,  from  Philadelphi.-i 
to  the  sea  was  $15,000,000  in  round  numbers. 

So  it  appears  that  the  Nation  receives  each  year  in  cash  from  Philadelphia 
port  business  more  than  the  sum  total  of  all  expenditures  made  by  the  Nation 
on  the  Delaware  River  and  Philadelphia  Harbor  improvement  during  three  quarters 
of  a century  ending  June  30th,  1914.  At  least  $500,000  per  annum  is  needed  for 
United  States  Government  maintenance  of  the  existing  30  foot  channel  and  $2,500,000 
per  annum  for  dredging  the  35  foot  channel,  if  the  35  foot  channel  is  to  be  com- 
pleted. within  a reasonable  time.  Director  Norris  says  that  no  saving  can  be 
effected  by  doling  out  money  for  it  in  a spirit  of  miserly,  mistaken  economy,  and 
the  work  drag  out  in  consequence  for  an  inordinate  number  of  years  as  was  the 
30  foot  channel  work,  as  under  these  circumstances  it  will  be  a source  of  credit 
and  satisfaction  to  no  one,  and  of  expense  and  chagrin  to  everybody  interested  in 
the  commerce  of  the  Delaware  River. 


6. — Jurisdiction  of  the  Public  t^ervice  Commission  of  the  Common- 
wealth  of  Pennsylvania. 

George.  W.  Norris,  Director  of  the  City  Department  of  Wharves,  Docks  and 
Ferries,  in  his  annual  report  for  1912  has  laid  down  the  requirements  that  a first- 
class  port  of  the  present  day  must  have,  and  they  are  stated  to  be  as  follows: 

First:— At  least  a 30-foot  and  preferably  a 35-foot  channel  to  the  Sea. 

Second: — Adequate  wharfage  and  mooring  facilities. 

Third: — Mechanical  appliances  for  the  prompt  and  economical  loading  and  un- 
loading of  cargo. 

Fourth: — Suitable  storage  or  warehouse  provision. 

Fifth: — Facilities  for  the  prompt  interchange  of  business  on  equal  terms  between 
all  docks  and  all  railroads  entering  the  city. 

Sixth:— Any  modern  port  expecting  to  develop  along  rational  business  lines  must 
be  in  charge  of  an  administration  organization  adequately  empowered  to 
undertake  and  efficiently  organize  the  complete  activities  of  the  port— 
its  docks,  piers,  warehouses,  anchorages,  water-front  streets  and  its 
Belt  Line  and  other  allied  railroad  tracks  and  yards. 


It  would  seem  that  this  centralization  of  city  administrative  power  was  in  line 
with  the  most  enlightened  modern  port-development  ideas,  and  some  guarantee  of 
this  kind  might  well  be  required  by  the  Commonwealth  in  shape  of  legislation,  as 
precedent  to  the  granting  of  any  large  sum  of  money  to  the  port  by  the  State. 

The  Public  Service  Company  Law  now  provides  state  jurisdiction  over  many  of 
the  interests  herein  before  enumerated  and  discussed.  Express,  ferry,  baggage 
transfer,  common  carriers,  railroads  and  street  railways,  telephone  and  telegraph, 
wharf,  refrigerator  and  grain  elevator  companies,  including  individuals,  partner- 
ships or  associations  engaged  for  profit  in  such  business,  are  defined  by  State  law 
regulating  their  incorporation,  duties,  liabilities  and  limiting  their  power  and  are 
subject  to  regulation  by  the  Commission  established  therefor. 
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With  respect  to  service  this  regulation  touches  any  and  all  acts  done  in  the  per- 
formance of  duty  to  the  public  and  the  interchange  of  facilities  between  two  or 
more  companies.  And  with  respect  to  facilities  it  includes  all  plant  and  equipment, 
real  property,  such  as  cars  of  all  kinds,  locomotives,  rolling  stock,  taxicabs,  and 
vehicles  of  all  descriptions,  wharves,  docks  and  ferries,  tracks,  switches,  stations, 
depots,  terminals  and  terminal  facilities  and  ships,  vessels,  barges,  machinery, 
appliances,  apparatus,  etc. 

The  Commission  has  power  to  order  extensive  repairs,  alterations  and  improve- 
ments in  service  or  facilities  as  shall  be  reasonable  adequate  and  necessary 
for  the  accommodation  of  the  public.  Switch  connections,  continuous  transporta- 
tion, transfers,  through  routing,  construction  of  crossings,  capitalization,  rates  for 
service,  valuation  and  certificates,  are  all  matters  imposed  by  law  on  the  Commis- 
sion to  administer  on  petition,  complaint,  or  on  its  own  initiative. 

Of  course  the  docks,  and  warehouses,  and  passage-ways,  streets,  railroads, 
trolley,  transfer  and  baggage  lines,  and  the  other  necessary  facilities  for  a modern 
Port  are  each  only  a part  of  an  enormous  clearing  house  for  the  convenience  of 
shippers  and  the  public.  This  plant,  if  one  choose  to  so  look  at  it,  (and  it  is  none 
the  less  a plant  though  it  be  composed  of  so  many  diversified  parts)  should  be  highly 
organized  and  centrally  operated  for  the  prompt  receipt,  classification  and  econo- 
mical distribution  of  goods.  Presumably  the  law  makers  never  intended  the  Com- 
mission to  go  so  far  as  to  assume  the  general  management  of  the  said  co-ordination 
of  freight  movement  to  and  from  steamers,  cars  and  trucks.  But  the  Commission 
is  empowered  to  keep  in  touch  with  such  matters,  and  to  the  Commission  the 
state  administration  would  naturally  look  for  information  more  especially  if  large 
State  appropriations  for  the  Port  development  were  contemplated. 

CONCLUSION. 

1. — Estimated  Costs. 

For  the  completion  of  the  elevation  and  relocation  of  railroad  tracks  and  freight 
terminals  in  South  Philadelphia,  in  conformity  with  the  agreement  between  the 
railroads  and  the  city  of  Philadelphia  as  approved  by  The  Public  Service  Com- 
mission, it  will  take  about  $25,000,000.  It  is  to  be  understood  that  this  work  is 
begun  and  must  be  completed  before  any  part  of  it  is  of  use.  In  other  words,  the 
job  is  one  piece  of  work,  in  the  great  plan  of  Port  development.  The  division  of 
the  costs  is  as  follows: 

City  of  Philadelphia’s  share,  $10,940,120 

Railroads  Companies’  shares: 

Penna.  Companies,  $10,527,190 

B.  & O.  Company,  3,093,790  13,620,980 


$24,561,100 

The  City’s  share,  equal  to  $10,940,120,  is  divided  as  follows: 

$7,640,120  to  the  Department  of  Public  Works,  and 
$3,300,000  to  the  Department  of  Wharves,  Docks  and  Ferries. 

The  latter  sum  is  for  the  purchase  by  the  city  of  Delaware  River  water  front 
property  vacated  by  the  railroads,  which  purchase  is  made  mandatory  under  the 
terms  of  the  said  agreement. 
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In  addition  to  the  work  called  for  by  this  estimate  of  twenty-five  million  dol- 
lars, there  will  be  street  developments  for  the  improvement  of  landing  facilities, 
and  to  supply  transportation  to  and  from  the  pier  development,  the  cost  of  which 
has  not  been  estimated  inasmuch  as  the  work  will  cover  a long  period  of  years  and 
will  not  be  undertaken  in  bulk ; but  it  is  probable  that  this  will  be  double  the 
sum  given  in  the  above  estimate. 

It  will  cost  $10,000,000  of  Federal  work  to  finish  the  35  foot  channel  to  the  sea, 
and  later  will  follow  a 40  foot  channel  with  respect  to  which  no  estimate  of  cost  is 
offered . 

Neither  is  the  estimated  cost  of  dredging  between  the  pierhead  line  and  the  Fed- 
eral channel  in  the  Harbor,  available  at  this  time.  The  work  will  be  done  grad- 
ually as  the  Pier  and  Dock  facilities  are  developed. 

And  there  remains  the  purchase  of  water  front  properties  whose  price  is  high, 
and  the  construction  of  docks,  piers  and  bulkheads.  This  work  will  run  into  many 
millions  of  dollars.  So  it  is  seen  that  $100,000,000  will  have  been  expended  and 
more,  before  the  Port  plans  as  now  conceived  in  their  entirety  will  have  been  com- 
pleted . 


2 — Expectations  Regarding  State  Aid. 

Naturally  the  city  has-  considered  various  plans  of  procedure  in  connection  with 
consummating  the  projected  improvements.  The  following  correspondence  is  relevant 
to  this  matter. 


THE  PUBLIC  SERVICE  COIMMISSION  OF  THE 
COMMONWEALTH  OF  PENNSYLVANIA. 

BUREAU  OF  ENGINEERING. 


Harrisburg,  Pa.,  June  15, 


Mr.  George  W.  Norris,  Director, 

Department  of  Wharves,  Docks  and  Perries, 

Dear  Sir: — Bourse  Building,  Philadelphia,  Pa. 


1914. 


The  State  of  Pennsylvania  from  early  date  recognized  its  responsibility  in  main- 
taining responsible  supervision  of  the  developments  of  the  Port  of  Philadelphia, 
even  to  the  extent  of  making  appropriations  therefor : and  the  General  Assembly 
of  the  Session  of  1913,  on  the  eve  of  the  execution  of  extended  projected  improve- 
ments of  the  Port,  made  an  appropriation  of  $1,000,000,  which  was  reduced  by  the 
Governor  to  $250,000.  Great  disappointment  was  felt  over  this  action  in  the  city 
of  Philadelphia . There  is  a definite  purpose  on  the  part  of  the  said  city  to  renew 
its  request  of  the  Legislature  of  1915,  and  of  succeeding  Legislatures  to  adopt  a 
liberal  policy  towards  the  Port  developments.  I would  be  very  glad  indeed  to  have 
you  inform  me  about  what  sum  of  money  is  necessary  to  be  spent  within  the  next 
few  years  to  carry  out  the  plans  for  Port  developments  projected  by  your  Depart- 
ment, and  also  what  principal  items  make  up  this  sum  of  money.  Furthermore, 
I should  like  to  know  what  in  your  opinion  would  be  considered  a liberal  policy 
on  the  part  of  the  Commonwealth  in  contributing  towards  this  sum,  and  how  you 
think  it  should  be  allotted  from  time  to  time. 

In  this  connection,  it  would  be  helpful  if  you  would  outline  what  the  city  is  doing 
to  obtain  more  money  by  the  exercise  of  its  own  authority  in  making  appropriations. 
I understand  that  the  proposed  constitutional  amendment  increasing  the  borrowing 
capacity  from  7 per  cent,  to  10  per  cent,  is  one  manner  and  also  that  the  personal 
property  tax  revenue  may  afford  an  additional  source  of  money  which  may  be  di- 
verted to  municipal  purposes. 

To  put  it  differently,  the  moneys  to  defray  the  cost  of  Port  developments  come 
from  three  sources, — the  Federal  Government,  the  State  Government  and  the  City 
Government.  By  knowing  approximately  the  cost  of  cmpleting  the  projected  im- 
provements, and  what  the  Federal  Government  is  expected  to  appropriate,  and  by 
being  informed  as  to  what  you  think  the  State  and  City  should  each  do  towards 
carrying  forward  the  Port  improvements,  I can  lay  before  The  Public  Service 
Commission,  with  the  data  already  at  hand,  a comprehensive  report  which  will 
serve  as  a useful  reference  in  case  the  Administration  were  to  call  upon  the  Com- 
mission for  advice,  at  any  time,  on  the  subject. 


Tours  very  trulv, 

F.  HERBERT  SNOW, 
Chief,  Bureau  of  Engineering. 
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DEPARTMENT  OF  WHARVES,  DOCKS  AND  FERRIES. 

Mr.  F.  Herbert  Snow,  Philadelphia,  June  17,  1914. 

Chief,  Bureau  of  Engineering, 

Public  Service  Commission, 

Harrisburg,  Penna. 

Dear  Sir: — 

I am  in  receipt  of  your  favor  of  the  15th  inst.  As  you  say,  the  cost  of  improve- 
ments at  this  Port  is  necessarily  divided  between  the  Federal  Government,  the 
State  Government  and  the  City.  The  Federal  Government  confines  itself  to  the 
deepening  and  the  maintenance  of  the  channel  in  the  Delaware  River,  assuming  no 
responsibility  for  the  depth  of  water  anywhere  in  the  river  outside  of  the  channel, 
nor  any  responsibility  at  all  for  dredging  work  in  either  the  Schuylkill  River  or 
Frankford  Creek.  The  City  owns  and  operates  a dredging  plant,  the  practical 
capacity  of  which  is  limited  to  about  700,000  cubic  yards  a year.  The  primary 
purpose  of  this  plant  is  to  preserve  a proper  depth  of  water  in  docks,  but  we  have 
also  been  able  to  do  coirsiderable  work  in  improving  the  channel  of  the  Schuylkill 
River.  The  Federal  Government  has  given  us  a clear  30-ft.  channel  to  the  sea, 
and  has  about  two-fifths  completed  the  dredging  of  this  channel  to  35  feet.  The 
Federal  expenditures  to  date  have  been  over  $15,000,000,  and  the  cost  of  completing 
the  3o-ft.  channel  will  be  at  least  $10,000,000  additional.  The  City  has  borne  tne 
whole  expense  of  acquiring  and  maintaining  the  municipal  dredging  plant  except 
for  assistance  to  the  extent  of  about  $80,000  from  the  State  appropriation  of  1911. 
The  City  has  also  spent  over  $10,000,000  in  the  widening  of  Delaware  Avenue,  in 
the  acquisition  of  sites  and  construction  of  piers,  and  in  co-operating  with  the 
Federal  Government  in  the  removal  of  Smith’s  and  Windmill  islands.  The  State 
appropriations  to  date  have  been  about  $1,350,000. 

The  work  of  developing  this  Harbor  is  necessarily  expensive,  not  only  because 
of  the  inevitable  large  cost  of  constructing  piers  suitable  for  large  deep-draft 
modern  vessels  carrying  thousands  of  tons  of  cargo,  but  also  because  of  the  fact 
that  the  State  having  allowed  the  water-front  to  pass  into  private  ownership, 
there  is  always  the  added  cost  of  acquiring  a site. 

It  is  difficult  to  advise  you  as  to  what  sum  of  money  is  to  be  spent  within  the 
next  few  years,  because  the  amount  of  work  to  be  done  is  influenced  not  only  by 
the  amount  of  money  available  but  by  the  present  and  future  demands  of  commerce. 
To  a large  degree  it  is  necessary  to  anticipate  those  demands,  but  good  judgment 
dictates  that  the  development  of  facilities  should  not  get  too  far  ahead  of  the  de- 
mands for  their  use.  Answering  your  question  in  a general  way,  I would  say  that 
an  expenditure  of  something  like  $20,000,000  on  pier  construction  and  co-ordinate 
improvements  would  develop  this  Port  to  a sufficient  extent  to  enable  it  to  take 
care  of  all  the  business  that  is  likely  to  come  to  it  in  the  next  twenty  years.  The 
adoption  of  the  Constitutional  Amendment  provided  for  in  a Resolution  introduced 
at  the  last  Legislature,  authorizing  the  City  to  increase  its  borrowing  capacity 
from  7 per  cent,  to  10  per  cent,  of  the  assessed  value  of  taxable  property  for  transit 
and  Port  improvements,  would  leave  nearly  or  quite  $20,000,000  available  for  the 
latter  class  of  improvements.  The  Port  of  Philadelphia,  however,  is  also  the  Port 
of  Pennsylvania — its  only  available  gate-way  to  the  sea — and  the  improvement  of 
the  Port  is,  therefore,  not  merely  a matter  of  local  interest,  but  a matter  which 
very  vitally  affects  the  interest  of  shippers  throughout  the  State  who  are  at 
present  put  to  the  cost  and  inconvenience  of  handling  shipments  through  other 
ports,  with  re-handling  of  goods  and  heavy  lighterage  and  other  Port  charges. 
Moreover,  it  is  eminently  proper  and  fair  that  the  State  should  bear  the  cost  of 
whatever  dredging  work  is  necessary  outside  of  the  channel  which  is  taken  care  of 
by  the  Federal  Government,  and  the  docks  which  are  taken  care  of  by  the  City. 
It  would,  therefore,  seem  to  me  that  if  the  Legislature  were  to  adopt  the  policy 
of  making  a biennial  appropriation  of  $1,000,000  it  would  be  doing  no  more  than 
its  share,  and  that  such  action  would  be  of  distinct  advantage  to  shippers  through- 
out the  State,  and  would  be  an  encouragement  to  both  the  Federal  and  Local 
authorities  to  continue  their  policy  of  generous  appropriations. 

Trusting  that  this  generally  answers  your  inquiries,  and  assuring  you  of  the 
continued  co-operation  of  the  -Department,  I am. 

Very  truly  yours, 

GEO.  W.  NORRIS,  Director. 


The  Bureau  of  Engineering 

OF 
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